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Confederation  agreement  1259 
Submits  original  blue-book  of  1867  1259 
Confederation  Conference  in  London  --  Reso- 
lutions 65,  66  and  67  1259 
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Transportation  question  --  its  constitutional 

aspect  1260  tol261 

National  Transcontinental  system  invest- 
ment 

"Buy  Canadian"  --  not  so  much  in  evidence  m 

transportation  field 
Shipping  Canadian  goods  through  American^ 

ports  —  employment  thus  assured  to  United 

States  labour 
Entry  of  goods  under  British  preference 

through  Canadian  ports 
Urges  scheme  to  guarantee  greater  use  of 

Canadian  railways  and  Canadian  labour  in 

forwarding  of  Canadian  exports 
No  Canadian  industry  more  vitally  interested 

in  transportation  than  grain  trade  -- 

Hudson  Bay  Railway        Peace  River  outlet 

to  Pacific 

Grain  movement        charges        experience  of 

port  of  St. John 
Additional  charge  of  one-eighth  a  cent  per 

bushel        influence  on  movem.ent  of  grain 
Montreal  Corn  Exchange  quoted 
Amount  necessary  to  bon^s  movement  one-half 

cent  a  bushel 
Protection  of  Canadian  factories  an 

analogy  ^ 
Canada's  major  problem.  --  C.  N»  Ro  deficits 
Canadian  Pacific  Steamships  and  Halifax  -- 

agreement  between  Canadian  National  and 

Canadian  Pacific 
Port  o^"  Halifax  adapted  for  passenger  and 

mail  traffic        St . John  for  freight  trafficl303 
Millions  spent  to  reduce  haul  to  minimum 
Hudson  Bay  Railway        St. Lawrence  waterway 
Canal  system. 

Port  of  Saint  John  --  only  example  where 

shortest  land  havl  ignored 
Submits  that  Canadian  National  should  be 

compelled  to  use  port  of  Saint  John  to 

reasonable  extent  for  Import  and  export 

traffic 
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Comptroller  of  Provincial  Revenue 
Provincial  Government  not  much  interested 

in  one  way  in  solution  of  railway  problem; 

more  Federal  than  provincial  1521 
Provincial  government  interested  in  special 

way  in  motor  vehicle  transportation  1521 
Quebec  Public  Service  Commission  1521 
Quebec  government  inclined  to  amend  law  to 

give  railway  auto  buses  and  trucks  ex- 
clusive privilege  on  routes  paralleling 

railway  lines  1522 
Conditions  incident  to  exprop'^iation  of 

existing  public  auto  buses  ^.nd  trucks  1522 
United  States  railways  and  motor  bus 

business  1522 
Experiment  already  being  made  by  Quebec 

Central  Railway  between  Levis  and  Morissetl525 
Present  railway  trouble  not  in  physical 

property,  but  in  lack  of  revenue  1525 
Two  ways  of  increasing  railway  revenue  1525 
Thinks  increased  revenues  could  be  obtained 

if  two  railways  under  one  administration  1525 
Number  of  railway  properties  administered 

by  Canadian  Pacific  example  on  small  1524 

scale 

Basing  his  personal  views  on  political 

economy  1524 
Door-to-door  service  --  preferred  by  public  1524 
Railways  should  undertake  truck  and  auto 
bus  business  on  roads  alongside  their 
lines  1524 
Purchase  of  trucks  and  buses  involve 
heavy  expenditure  by  railways  --  this 
objection  dealt  with  1524 
Number  of  motor  buses  operating  in  province- 

their  capital  value  1525 
Whether  public  buses  and  trucks  paying  1525 
Depreciation  --  commercial;  physical  1525 
Provincial  revenues  from  motor  vehicles  not 

sufficient  to  cover  road  expenditures  1526 
Amount  of  deficit  1526 
Motor  vehicles  --  taxation  1526 
How  deficit  met  1526 
Motor  vehicle  taxation  proceeds  ear- 
marked --  why  practice  discontinued  1527 
Provincial  taxation  --  railways;  motor 

vehicles  1529 
New  roads  --  how  cost  met  1550 
Road  maintenance  virork  done  by  province  1550 
Revenue  from  motor  taxation  insufficient 

to  meet  yearly  expenditures  on  roads  1551 
Whether  railways  should  be  confronted  by 
competitor  who  does  not  pay  enough  for 
use  of  roads  to  recoup  province  cost  of 
construction  and  maintenance 

(Sir  Joseph  Plavelle)  1551 
Aim  of  provincial  administration  to  in- 
crease taxation  of  motor  vehicles  --  this 
pos^sible  only  step  by  step  1551 
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Motor  vehicles  --  1,760  fewer  registrations  1331 
Road  maintenance  and  refection  expenditure 

last  year  1332 
His  conversation  with  Mr.  Vien  1332 
Question  to  be  considered  --  door-to-door 

or  station-to-station  system  1332 
Package  "business  --  motor  truck  competes  with 

railroad 

(Commissioner  Loree)  1332 
Plant  furnished  by  railroad  to  conduct 

package  business  1332 
(Commissioner  Loree) 
Package  freight  —  percentage  to  total  freight- 
revenue  1333 
(Commissioner  Loree) 
Whether  business  worth  fighting  for 

(Commissioner  Loree)  1333 
Mr.  Begin  thinks  damage  to  railways  comes 

more  from  private  car  and  truck  1334 
Number  of  public  cars  and  private  cars  in 

province  1334 
Motor  truck  competition  today  similar  to 
interurban  trolley  problem  of  thirty  years 
ago 

(Commissioner  Loree)  1334 
Motor  vehicle  use  of  highways  question  of 
police  regulation 

( Corarriissioner  Loree)  1335 
Motor  vehicle  speed  should  be  automatically 
controlled 

(Commissioner  Loree)  1335 
Quebec  motor  vehicle  regulations  to  prevent 

accidents  1336 
Winter  conditions  --  service  --  railways; 
motor  vehicles 

( Comm.is sioner  Leman)  1336 
Where  remedy  lies  1336 
Limitation  of  load  and  speed  --  Texas  law 

(Commissioner  Loree)  1336 
Limitation  of  speed  and  length  of  motor  train- 
Quebec  law  1337 
Saturday  Evening  Post  —  article  on  railroads- 
motor  trucking  furniture,  New  York  to 
Detroit  --  return  load  --  owner's  driving 
hours  -  -  earnings  --  no  provision  for 
sinking  fund  or  depreciation 

(Commissioner  Loree)  1338 
Expects  motor  truck  to  pursue  sam.e  career 
as  did  interurban  trolley 

( Comm.iss loner  Loree)  1338. 
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Mr,  Begin  suggests  limiting  length  of  truck 

route  1350 
Endicott  and  Johnson  movement  of  shoes  and 
material  Binghampton  to  Boston 

(Commissioner  Loree)  1350 
About  18  per  cent  of  trucks  in  province 

public  carriers  1350 
Classification  of  motor  carriers  into  three 
groups 

(Commissioner  Loree)  1350 

Only  two  classes  in  Quebec  --  contract 

carriers         judgm.ent  of  Superior  Court  of 
Montreal  1350 

Copy  of  highway  regulations  and  statement  of 

m-otor  taxes  to  be  furnished  1351 

Expropriation  of  motor  trucks  and  motor  buses- 
5^  experience  in  England 

(Lord  Ashfield)  1351 

The  Chairman's  understanding  of  Mr,  Begin' s 
suggestion  as  to  railways  enjoying  ex- 
clusive rights  on  certain  competitive  routes  1352 

Does  not  contemplate  interference  with  private 

trucks  1352 

Operating  railways  by  a  comjii.on  board  --  dis- 
tribution of  earnings  1353 

Who  would  bear  loss  1354 

Prices  of  steel  rails  etc.        if  roads  com- 
bined what  would  be  effect  on  material 
prices 

(Commissioner  Loree)  1355 
Labour  costs  --  employees  1355 

1356 

Road  building  --  desirability  of  materials 

compared  1356 

To  get  road  costs  from  Mr,  Eraser,  chief 

engineer  of  departm.ent  1356 

Cause  of  cement  surface  breakage  1357 
^  Canadian  Good  Roads  Association  1357 

Railroad  trouble  not  in  physical  value  of 
property  but  in  lack  of  revenue  --  two 
ways  to  deal  v/ith  it  1358 

Public  Meeting 

MR,   PAUL  TASCHSRSAU,  K.C. 

For  Quebec  Railway^  Light  &  Power  Com.pany 
Claims  buses  and  trucks  hurting  company 

no  traffic  betv/een  Quebec  and  St. Joachim  1360 

MR«    Jo   Ao  COTE 

Superintendent  of  Montmorency  Division  of 
Railway 

Presents  freight  statistics  1360 
Effects  of  truck  competition  1360 
Brick  factory        loss  of  traffic  demurrage 

charges  1361 
Less-than-carload  traffic  decrease  1361 
Rates  cheaper  by  truck  .  1362 
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MR,   NOEL  BELLEAU,  K«Ce 

Legal  Adviser^  Ciiam.ber  of  Commerce , 

District  of  Levis 
Introduces  president  ^  Mr.  H.  EJ//e;5mian  1363 
Mr.  We^niian  submits  views  of  Chamber  of 

Commerce  on  present  transportation 

system  1364 
And  suggestions  1365-1366 
Political  influence        must  be  removed 

entirely  1367 

MR.   THOMAS  VIEN^K.C. 

For  Canadian  Electric  Railway  Association^ 
Association  of  Bus  Ovmers  of  Province  of 
Quebec,  and  other  interests  1367 
Not  ready  to  make  representations  in  full  1368 
Outlines  case  he  proposes  to  submit  at  a 

later  hearing     "  1369-1373 
To  file  a  memorandum  on  February  15th  1373 

DR.   Jo  BEAUDET 

President,   Association  of  Bus  Owners  of 
Province  of  Quebec 

Transportation  by  motor  vehicles  1374 
Total  mileage  of  rural  routes  permanently 

improved  1375 
Importance  of  autobus  companies  in  prov- 
ince of  Quebec  1376 
Security  of  passengers  in  buses  1377 
Competition  ■  1378-1381 
Subsidy  1381 
Conclusion  1382 
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m,  H.   0.  BLANCHET 

President  of  Railway  Employees  Associa- 
tion of  Province  of  Quebec 
Presents  memorandum 
Highway  competition  with  railways 
V/hat  this  involves  in  reduction  of  train 

services  and  consequent  unemployment  of 

railway  men 
Canadian  railways  most  important  supports 

of  Canadian  industry 
Railway  operating  charges  much  higher  than 

those  of  auto  "bus  and  truck 
Motor  "bus  and  truck  get  benefit  of  highway 

construction  and  maintenance 
They  cause  more  damage  and  necessitate 

additional  highway  maintenance,  but  owne 

do  not  bear  this  extra  cost 
Specified  number  of  passengers  and  weight 

of  freight  frequently  exceeded 
Autobus  and  motor  truck  employees  --  not 

subject  to  regulation 
Suggest  regulation  by  Public  Utilities 

Commission 

How  unfair  motor  vehicle  competition  react 

disastrously  upon  industry 
Specific  requests  for  regulation  of  motor 

vehicles 

Highway  competition  --  suggestions  made  fo 

regulation 
How  local  communities  affected  by  motor 

trucks 

Truck  and  bus  competition  with  railways 
statement  of  facts  1406  t 

Advises  higher  taxation  of  motor  bus  and 
truck,  regulations  as  to  speed,  overload 
trailers  and  limitation  of  driver's  work 
hours 

Resolution  to  be  presented  to  Premier  on 
taxation  and  regulation  of  buses  and 
trucks  1409  t 
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Jan.   14  MRo   J,   STANLEY  COOK 

Secretary  of  Board  of  Trade 
To  present  memorandiim  at  later  date  1431 

MRo  E.   Ao   D.  MORGAN,  KoC. 

For  Montreal  Central  Terminals  Company 
Piles  general  plan  and  requests  hearing  at 
later  date  when  his  chief  engineer  will 
be  present  1432 

MR.   SERAPHIM  OUIMET 

States  whom  he  represents  1432 
Mr,  Morgan  denies  that  Mr,  Ouimet  authori- 
zed to  speak  for  Montreal  Central  Terminals 
Company  1432 
Mr.  Ouimet  reads  extracts  from  his  brief 

and  files  copy  with  the  Secretary  1433 
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MRc  WM»   M.  TUFF 

President,  Quebec  Motor  Highv;ays  Association 
Describes  Association  1440 
Believes  railways  representations  made  to 

Commission  in  camera  --  assumes  they  adopted 
same  attitude  as  in  recent  public  utter- 
ances 

Development  of  highway  transport  of  freight 
and  passengers  by  public  carriers  within 
last  seven  or  eight  years 

Public  quick  to  realize  advantages  of  door- 
to-door  delivery 

Its  value  also  recognized  by  railways 

Motor  transport  practical  necessity  for 

economical  conduct  of  comm.ercial  operationsl442 

Short  hauls  --  motor  transport;  railway 
transport 

No  satisfactory  system  of  rate  control  yet 
evolved 

Thinks  this  control  best  administered 

provincially,  possibly  in  collaboration 

v/ith  Dominion  Railway  Board 
That  financial  difficulties  of  railways 

largely  due  to  highway  transportation  gross 
exaggeration 
What  United  States  Automobile  Chamber  of 

Comm.erce  statistics  show 
Private  automobiles  have  cut  into  railway 

passenger  earnings 
Rail¥/ays  slow  to  recognize  this 
Railways  suffering  from  lov;er  revenues  due 

to  comjnercial  depression  and  excessive 

payroll 

Railviray  rivalry  —  the  result 

Probable  over-enthusiasm  or  inaccurate 
judgment  --  resultant  expenditures 

Railways  slow  to  adopt  improved  methods  of 
administration  and  operation 

Submits  that  position  of  railways  to  very 
small  extent  due  tob-s  and  truck  competitlonl445 

As  to  costs  chargeable  against  motor  high- 
way operations 

Total  debenture  debt  of  all  provinces  to  end 
of  1929 

Total  annual  cost 

Total  revenue  collected  from  motor  vehicles 
Feels  truck  and  bus  operations  paying  their 

way  as  to  highway  expenses 
Would  like  to  make  further  submission  in 

collaboration  with  Canadian  Automobile 

Cham.ber  of  Gomroerce  at  Toronto,  January  19  1446 
Number  of  chartered  bus  lines  in  province  1447 
VJhether  temporary  mode  of  transportation  or 

self- sustaining 

(Commissioner  Loree)  1447 
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Jan.  14  MR.  m.         TUF?  (cont'd) 

Some  very  suc.cecsfu.l  motor  truck  operators  1447 

Some  motor  truck companies  getting  increased 
rates  over  t8.1Vn8.j  charges  on  account  of 
quick  delivery  1447 

Chain  store  bread  delivery  service  motor 

trucks  preferred  1448 

Longest  road  haul  1448 

Principal  trucking  companies  .  1448 

Commissioner  Loree  again  refers  to 

Saturday  Evening  Post  article  1448 

Motor  truck  trade  getting  more  stahilized-- 
how  Mr.  Tuff's  Association  treats  those 
going  into  the  business  1449 

To  what  extent  motor  trucks  go  outside  less- 
than-oarload  field  1449 

The  Chairmian  refers  to  Mr.  Tuff's  "in 

camera"  remark  and  assures  him  those  in- 
terested in  highway  traffic  will  have  full 
opportunity  to  com-ment  on  any  railway 
proposals  to  regulate  motor  traffic  1449 

MR.   GRAHAM  SPRY 

Chairman^  Executive  Committee  of 
Canadian  Radio  League 
Canadian  Radio  League        its  organization  and 

objects  1450 
Wire  services  of  the  tv/o  railways  vital  to 

Canadian  broadcasting  1451 
Production  of  prcgramjnes  by  railways  rentier 
possible  to  '^om.e  extent  financing  of 
broadcasting  stations  in  Canada  1451 
This  explained  1451 
Waj  railv/ays  should  perform  this  service  1452 
Canadian  National  series  of  historical 

dram.as  --  Canadian  Pacific  Musical  Crusalers- 
their  advertizing  value  1452 
Railways  derive  I'evenue  from  sale  of  time  1452 
Real  problem  of  Canadian  broadcasting  finan- 
cial 1453 
Three  methods  of  raising  money  license 

fee^  advertizing,  subsidy  1453 
Subsidy  method  dismissed  1453 
Advertizing  m.ethGd  discussed  and  also 

dism.issea  1453 
License  fee  method  recommended  1454 
Aird  Commission  on  broadcasting  --  report 

recommended  raising  fee  to  ■'1^3  1454 
Annual  revenue  therefrom  1454: 
Suggests  broadcasting  facilities  and  staffs 
of  two  telegraph  com.panies  be  amalgamated 
under  a  new  company  1455 
The  ad^.i^antages  'of  such  a  pooling  enumer- 
ated 1455 
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MR.  W.  FLOCKHART  DRYSDALE 

Submits  memorandimi  in  relation  to  operation 
of  tunnel  terminal  line  between  Ottawa  and. 
Montreal  by  means  of  rail-bus  service 

1456  to 

Suggests  that  system  be  extended  to  other 
areas 
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The  Secretary  announces  receipt  of  sub- 
missions from° 
City  Council  of  St. Lambert 
Mr.  Jo  B.  Baillargeon 
Mr.  L.  W,  Bailey 
Mr.  Gordon  W.  Pitts 

Ad  j  ournment 
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MR.   T.  R.  KIRKWOOD 

Hands  to  the  Secretary  memorandum  to  be 
incorporated  in  record  dealing  with  ob- 
jections to  St.  Lawrence  deep  waterway, 
pointing  out  potency  of  competition  upon 
inauguration  of  Albany  as  an  all-year 
winter  port,  and  urging  that  Canada  cannot 
afford  to  do  without  seaway  1460  to  1466 
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HONOURABLE  GEO,    S.  HENRY 
Premier  of  Ontario 
Highway  Transportation 
Ontario's  highway  system  very  closely 
parallels  railway  lines  --  reason 
therefor 

Railway  mileage  in  province        most,  if  not 

all,  needed 
Bus  operation  --  its  development  in  the 

province 

Regulation        not  feasible  to  interfere 

with  competition  between  termini 
Truck  operation        not  so  easy  to  control  as 

bus  operation 
Number  of  common  carrier  trucks  competing 

with  railways 
Classification  of  carriers  --  licenses 

applicable  to  each  class 
Truck  operation  --  government  not  encouraging 

direct  competition  one  with  the  other 
Railway  duplication  north  of  Great  Lakes  -- 

the  Premier's  views  thereon 
Railway  duplication  between  Ottawa  and 

Montreal  --  not  yet  given  consideration 

by  him 

Toronto  to  Cobourg  --  abandonment  of  old 
Canadian  Northern  line  after  consolida- 
tion of  Canadian  National  system 

Highway  transportation  --  policy  of  Ontario 
Government  to  treat  it  upon  non-competitive 
bas  is 

As  to  dealing  with  railway  services  on  simi- 
lar basis 

How  competition  in  highway  services  dealt 
with 

Virhether  railway  situation  somewhat  analogous 
(Lord  Ashfield) 

People  of  Ontario  not  particularly  anxious 
to  see  merging  of  railways  into  one  cor- 
poration 

Possibly  regulation  excessive  competition 
would  be  beneficial  --  control  board  to 
effect  this 

With  provincial  monopoly  of  hydro  current 
distribution  would  not  like  to  say  a 
transportation  monopoly  could  not  give  good 
service 
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HONOUl^ABLE  GEO.    S.   HENRY  (  c  out '  d  ) 

Temiskaming  and  northern  Ontario  Railway- 
a  monopoly  service  serving  a  small 
area        giving  adequate  service  1478 

Toronto  Street  Railway  system  -  a  monop- 
oly -  satisfactory  to  citizens  1478 

Freight  highway  service  --  regulation  not 
as  satisfactory  as  that  of  bus  oper- 
ation 1479 

Toronto's  Street  Railway  system  --  an 
efficient  monopoly        why  same  medi- 
cine not  good  for  steam  railway  1479 

Development  of  this  tramway  system  -- 
why  taken  over  and  operated  by  Toronto 
under  a  transportation  commission  1479 

Urban  street  railv/ay  systems  in  province 

--  some  abandoned  1480 

Ontario  Railway  and  Municipal  Board  -- 

its  jurisdiction  over  street  railways  1480 

Reason  for  poor  service  of  Toronto  Street 
railway  under  private  management 

(Sir  Joseph  Flavelle)  1481 

HONOURABLE  LEOPOLD  MACAULAY 
Mi ni s t e r  of  H5  ghway s 
Number  of  common,  private  and  contract 
carriers 

Farm^   dairy  products  and  livestock 
carriers  -~  a  special  division 
lower  license  fee 
Number  of  bus  operators 
Number  of  coiiipanies 
Whether  any  paying  dividends 
Future  of  m.otor  transportation 

(Commissioner  Loree) 
Railway  mileage  abandonment  in  United 
States 

(Commissioner  Loree) 
Railways  north  of  Lake  Superior  -- 
abandonment  v/ould  arrest  development 
of  natural  resources 
(Hon.  Mr.  McCrea) 
Western  states  and  western  provinces  -- 
identity  of  experience  --  operating 
rather  than  abandonment  problem 

(Commissioner  Loree)  1485-1486 
Canada's  outside  debt        two  very  depend- 
able revenue  resources  to  meet  it: 
gold  mines  and  tourist  traffic  -- 
challenge  to  passenger  service  in  re- 
lation to  latter 

(Commissioner  Loree)  1486 
American  cars        number  that  entered 
Ontario  last  year 

(Eon.  Mr.   Price)  I486 
A  good  deal  of  railway  mileage  being 

taken  up  in  the  three  prairie  states  ^ 
( Comm-issioner  Loree)  1487 
Number  of  applications  for  abandonment 
approved  b^^  Interstate  Commerce  Com- 
mission (Commissioner  Loree)  1487 
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^^^19  HOFOURABLE  LEOPOLD  MAC  AULAY(  cont '  d )         ,  , 
Jan.iy  ^^''l    definite  financial  policy  m  relation 

to  road  expenditure  and  its  amortization  1510 

HOW  financing  done        townships  and  counties  1511 

T^phentures        hov/  amortized 

Hon!  Mr!Macaulay  files  history  of  Department  ^^^^ 
of  Higiiways  -^^-^^ 
Advertizing  signs  1513 
Snow  removal  1513 
King's  Highways--  mileage  paved  ^ 
jiin^  b  n-La       J  ^  roads  of 

Practically  80  per  cent  ji  c-^-i-j-  &  1513 

Canada  located  in  Ontario  ^iihl  ic 

Policy  and  experience  in  regulation  of  public  ^^^^ 

"Pu'ufvehicle"  -  interpretation  in  Public  ^^^^ 

.o"?ontr:/over  motor  traffic  within  Toronto  1514 
Licenses  issued  1515 
Tariff  of  tolls  -^^-^^ 
Rate  cutting  -  not  encouraged 
Fees  --  per  passenger  seat  mile  --  ^^sis  oi 
F?fty  per  cent  less  tbxi  those  chargea  two 


1520 
1521 


Ytoy  Sghe?  rate  charged  on  King's  ^ifways  1516 
Grave]  roads  -  damage  done  in  spring  and 

"^"^fall  -  taken  into  account  in  taxation  1516 

How  passenger  miles  of  travel  calculated  151^ 
Other  provisions  of  Act  g 

Trailers  not  used  in  Dus  operation  i^oio 

Sceislng  policy  since  1924- -results  thereof  1518 

Approved  schedules  -  speed  restriction  1519 
iiutomatic  governors 

Experience  of  their  use  in  England  ^^^^ 

(Lord  Ashfield)  ^  ' 

Tariff  of  tolls  approved        varying  rates  I5^u 
periodical  inspection  of  equipment  by  depart- 

Publlc  vehicle  Act  -  marked  improvement  in 
services  under  it  operation  by 

Bus  mileage  --    ^O  per  cbnu  uuiu^^       ^  -1521 
about  eight  connected  com.panies  ^^'^^ 

Schedule  of  fees        why  reductions  made  1522 

interurban  motor  coach  operation  m  Toronto  - 
license  —  city  terminal  ,,y,^r.re 

Right  to  run  over  city  streets  -  whence 

derived  v  r  v     license  1524 

Public  co-mm.ercial  vehicles  -  PoC.V,  license  lo^^ 

Date  of  control  „  ^^24 

Future  of  motor  passenger  service 

Albany  and  Troy  -  experience  of  Mr,  Loree  s  ^^^^ 
company 

Ifhether  motor  companies  subsidize  ^^^^ 

highway  operation 
This  done  in  taxi  cab  business  ^^^^ 

(Commissioner  Loree)  ^  -k.^c 

Extending  of  loose  credit  to  incompetent  bus 

and  truck  operators  ^f^oonn 
Bi;s  companies  not  paying  dividends  -  reason 

advanced  by  Cornm.issioner  Lemian 
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Whether  any  oompanies  paying  dividenas^ 

on  a  properly  organized  husinesG  basis  is^o-io 
Bus  and  coach  operations  in  Great  Britain  on 
very  profitable  basis 

(Lord  Ashfield)  ^  J-^^^ 

British  railway  experience  v/ith  carrier 

companies  --  losses  i^^n 
f Commissioner  Loree)  ^^^^ 
Fifth  Avenue  bus  r.ervice  very  profitable 

(Commissioner  Loree)  -L-^'^u 
As  to  establishing  parity  of  operating  re- 
lations betv^een  motor  services  and  rail- 
way services   —  cost  of  roadbed 

(Sir  Joseph  Flavelle)  ^^^^^ 
Revenue  from  motor  traffic  one  third  of  total 

budget  of  province  ^^^^ 
Road  maintenance  ^ 
Government's  definite  view  of  what  highways 

have  done  ^    ^       -  ^  , 

Local  improvement  system  --  municipality's 

share  of  cost 
Maintenance  charges        difficult  to  make 

comparison  between  highway  and  railway  1^^^ 
Institution  of  passenger  seat  mile  tax  i^;^^ 
Rate  against  trucks  increased  materially  looo 
General  road  system  debt 


1533 
1533 


1536 


9 


• 


• 


TORONTO : 
1952 

Jan o 19  HONOURABLE  LEOPOLD  MACAULAY( cont ' d ) 


Two  systems  of  highways  --  King's  highways 

and  Northern  Ontario 
Capital  charges  to  date 

CoTJnty  highv/ays         percentage  contribution 

"by  province 
Township  highways  --percentage  contribution 

by  province 

Density  of  traffic  --  its  bearing  on  success 

ful  operation 
United  States  railways         threatened  receive 

ships 

Railway  wage  scale  of  1913  --  its  effect  on 
earnings  if  operative  today 
(Commissioner  Loree) 
The  whole  story  of  the  railroad  trouble 

(Commissioner  Loree) 
Truck  routes  --  two  maps  filed  by  Mr. 
Macaulay 

Public  Commercial  Vehicle  Act  --  memorandum 
thereon 

Amended  Act  --  new  regulations 
"Public  Commercial  Vehicle"  --  interpretatio 
New  regulations  effective  1st  April,  1931-- 

four  classes  of  commercial  vehicles  used 

for  hire 
Class  "a"  common  carrier 
Class  "B''  common  carrier 
Class  "C"  private  carrier 
Class  "D"  private  carrier 

Licensing  of  such  vehicles  by  department-- 

Minister  may  refuse  license 
Licenses  under  Class  "A"  and  "B"  --  desig- 
nation of  route 
Expiry  of  licenses 
Annual  fees 

To  be  a  very  material  increase  in  fees 
Gasoline  tax        increase  not  yet  determined- 
rate  in  Great  Britain 
Gasoline  tax  --  levied  in  Great  Britain 

without  reference  to  cost  of  road  con- 
struction or  maintenance 

(Lord  Ashfield) 
Uniform  bill  of  lading  required  under  Act 
Insurance 
Inspection 
Other  regulations 

Solid  tire  trucks        licenses  renewed 
Statement  filed  of  revenue  collected  since 

1904  under  certain  divisions 
Speed  limit  --  as  to  abolition  -- 

(Lord  Ashfield) 
Statement  filed  of  bus  and  truck  statistics 

for  province 
Chart  No,l  described 
Charts  Nos.  2  to  5  described 
Charts  Nos.  6  to  8  described 
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Accidents  --  Accident  Reporting  Bureau  to 
furnish  information  where  trailers  in- 
volved 1554 

Accidents        financial  responsibility 

sections  of  Act  1^^^ 

Motor  vehicle        motor  train  --  maximum 

length  allowed  f-^bb 

Charts  Nos.  9  and  10  descrihed  ibbb 

Chart  No.  11  described  :Lbbb 

How  traffic  check  taken 

Charts  Nos.  12  and  13  described  Ibbb 

Gasoline  tax  revenue  ^  i^bbb 

Estimated  amount  contributed  by  tourists  ibbb 

Questionnaire  submitted  to  tourists  Ibby 

Information  derived  from  answers  thereto  ibby 

Average  expenditure  per  tourist  per  day  Ibby 
Expenditures  on  provincial  and  other  high- 

ways  for  last  thirty  years  —  table  filed  1559 

MR.  Ro  Mo  SMITH 

Deputy  Minister  of  Highways 
Traffic  census  --  percentage  of  bus  and  truck 

traffic  IbbU 
Highway  construction,   standard  of        bus  and 

truck  traffic  ^^bu 
Building  same  type  of  road  as  before  truck 

and  bus  were  serious  factors        any  other 

type  not  desirable 
Toronto-Hamilton  highway  --  tremendous  tral- 

fic  thereon  --  cracks  developed  second 

year  -  very  little  extended  -  great  deal 

of  surface  same  as  when  constructed  ibbU-iDbi 
Now  building  better  type  of  highway  --  design 

changed  --  centre  joint  ^  ^^'^-L 

Truck  traffic  --  new  sections  of  highway 

practically  same  as  when  built  lbb± 
Pavement  deterioration  --  due  to  subsoil  or 

to  climatic  conditions  i^et 

J Drainage  of  roads 
Roads  deteriorate  wi'ch  no  traffic  on  them  - 

instance  cited,  Port  Colborne  to  Welland  1562 
Remedy  additional  thickness  of  pavement  1562 
Drainage  problem        department  depends  on 

local  engineer's  knowledge  over  period  of  ^^^^ 

years  ^  c^^'t 

Method  of  construction  '-'^'i'i 
Other  instances  of  road  deterioration  ibbo 
Building  roads  to  resist  climatic  and  other 
conditions  rather  than  to  take  care  of  bus 
and  truck  traffic 
Concrete  --•  steel  reinforcement  ^  ^^^^ 

Concrete  roads  of  Ontario  as  a  rule  one  inch 

thicker  than  throughout  states  J-^o^ 
Road  thickness        Washington  road  Bureau's  ^^^^ 
recommendation  1 raa 

Ontario's  construction  standard  ^  J-^^o^ 

Abandoned  railway  roadbed        utilization  for 
highway  purposes  --  old  Grand  Trunk  line 
near  Perth 
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MRo  R,  Mo   SMITH( cont'd) 
Grade  and  curvature  limitation 
Toronto-Hamilton  highway        corner  cracks 
c  auses 

Afternoon  Session 

MRo   lo   S»   FAIRLY,  K.C. 

For  Ontario  Association  of  Motor  Coach 
Operators 

Enters  formal  appearance  to  present  brief  at 
a  later  date 
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MR.  Do   R,  GROSSMAN 

For  Canadian  Automobile  Chamber  of 
Commerce 
Introduces  Mr.  Fatten 

MR»  Mo   Jo  PATTON 

Economist,  Canadian  Automobile  Chamber  of 

Commerce 
Presents  memorandum 
Its  purpose 

Guiding  principles^ 

These  stated 
Ezra  Brainerd, Jr o , Chairman, Inter state 

Commerce  Commission;  quoted 
To  what  motor  highway  transportation  owes  its 

existence 

Table  of  motor  vehicle  registrations  in  Canad 
1909-1930 

Concentration  in  Ontario  and  Quebec^ 

Three-fifths  of  motor  vehicles  in  Canada 
concentrated  in  Ontario  and  Quebec 

Passenger  cars  most  numerous: 

Registrations  in  1930        compared  with 
trucks 

Table  of  passenger  cars  registered  by  prov- 
inces,  1921  to  1930 
Ratio  of  registrations  of  two  types 
Great  prenonderance  of  passenger  cars  an 
impor-.ant  factor  in  considering  taxation, 
etc  , 

Value  of  Automobile  industry  to  country: 

Salaries  and  wages  paid  out 
Its  products,  value  of 
Capital  employed 
Numbei'  of  employees 
Allied  Industries: 

An  entirely  new  industry  created--  garage 

and  autom.obile  repair  business 
Other  industries  stimulated 

The  rubber  industry:   employment- -capital  -- 
production 

The  penrcle-'jm  products  industry:  similar 

particulars 
Garage  and  automobile  repair  business  -- 

estimated  number  of  people  em.ployed 
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Garage  licenses  and  gasoline  service 
station  licenses  issued  in  1930  1591 
■  The  Tourist  Trade: 

Third  in  importance  as  industry  1591 
United  States  automobile  tourists-estimated 

money  spent  in  Canada  in  1930  1592 
An  important  factor  in  balance  of  inter- 
national pa'yments  1592 
Benefits  of  Motor  Transportation  to  the  City: 

These  set  forth  1592 
A  Boon  to  the  Farmer: 

Socially  1592 
Extension  of  farm  markets  1592 
Wagon  haulage  cost  of  v/heat  cut  in  two  by 
motor  truck  1592 
Cooperative  trucking  1593 
Transportation  of  live  stock  to  stockyards 
ijl  by  motor  truck  1593 

Milk  supplies--  transported  by  motor  truck  1593 
Frederick  Co  Horner  quoted  1593 
Motor  truck  haulage  of  other  farm  products  1593 
Where  Motor  Transportation  Excels: 

Two  well  defined  fields  1594 
The  Motor  Bus: 

Particular  field  in  which  it  has  proved 

itself  1594 
Cheaper  service  1594 
Instances  where  fares  higher  than  by  rail- 
vifay  --Gray  Coach  Lines  --Oakville  and  Toronto 
service  cited  1595 
The  Motor  Truck: 

Its  chief  advantages  1595 
Its  economic  radius  1595 
Store  to  door  delivery  1595 
Flexibility  of  service  instanced  1596 
The  Railway  Dilemma: 

Motor  vehicle  competition--railways  have 
benefited  more  than  suffered  1596 
Fundamental  cause  of  r)resent  plight  of  rail- 
v;ays 

Canada  Year  Book, 1931,  cited  1596 
Over-development  --  to  what  due  1596 

1597 

Railv/ay  hotel  competition  1597 
Competing  train  services  1597 
The  correction  1597 
Nordic  immigration  1598 
Railv^ays  not  too  big  for  country--  too  big 
for  its  present  population  1598 
Decline  of  net  earnings  --  causes  1598 
Competition  of  Watervi/ays: 

Decrease  in  railway  freight  tonnage- -how 
brought  about  1598 
Great  Lakes  tonnage-~statistics  of  freight 

passing  through  the  larger  canals  1598 
New  Welland  canal  will  accentuate  v/ater 

competition  1598 
Oil  tankers  on  Great  Lakes  1599 
•J^,  Also  on  Ottawa  River  1599 
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Panama  Canal  Diverts  Traffic" 

Diversion  of  lumber  and  grain  shipments  1599 
Mr.  V\fo  To  Jackman,   Professor  of  Transpor- 
tation in  Toronto  University,   quoted  on 
grain  movement  1599 
Failure  to  Coordinate  vi/ith  Highway  Transpor- 
tation : 

Attention  of  railway  managements  fixed  too 

exclusively  on  the  long  haul  1600 
Mr.   JoFoDeasy's  view  on  what  future  progress 
of  railways  depends  1600 
Highway  Transportation  Competition--Is  it 
Fair? 

Railway  executives'   allegation  that  high- 
way transportation  unfairly  subsidized  1601 
Governments  have  always  Aided  Transportation; 

Settled  policy  to  encourage  transportation  1601 

Canada  no  exception  1602 
Canals  Provided  Free  of  Charge; 

Our  waterways  and  railways  principal 
beneficiaries  1602 

Capital  cost  of  Canadian  canal  system  to 
March  31,  1931 


Cost  of  maintenance  and  operation 
Department  of  Marine        net  expenditure 
on  waterways 
Large  Grants  to  Railways: 

Railways  greatest  beneficiaries  from  public 
treasury 

Table  of  government  aid  to  railways 
Canada's  Highway  System; 

Its  extent  and  character  --  table 
Earth  and  Gravel  Roads  Comprise  97  per  cent; 

Their  mileage 

Paved  roads 

Ontario  and  Quebec  have  overwhelming  pre- 
ponderance of  better  grade  highways  -- 
relative  mileage 
Cost  of  Highway  System; 

Mr.  George  Hogarth,  Deputy  Minister  of  Public 
Works,  Ontario  --  his  valuation  figures  taken 


1602 
1602 


1602 


1602 
1503 

1604 

1604 
1605 


1605 


as  basis 

Tabulated  statement  for  Dominion 

Mr.  W,  A,  McLean,  formerly  Deputy  Minister 

of  Highways,  Ontario  --  his  estimated  cost 

of  Canadian  Highway  system 
"Unimproved  earth"  roads  --  Mr.  McLean's 

dictum 

A  fair  valuation  of  Canadian  highway  system 
submitted  against  figures  put  forward  by 
railway  proponents 


What  Should  User  Pay? 
To  form  an  idea  what 


Only  portion  of  cost 

be  fairly  debited  to  motor  traffic 
Another  reason  why  all  highway  costs 

not  be  charged  to  motor  vehicles 
"Road  users  should  pay'''  a  mistaken  formula 


should  be  kept  in  mind 
of  highway  system  can 

should 
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Principle  stated  by  Mr.  A.DoFerguson, 

Department  of  Economic Canadian 
National  Railways,  in  "Economics  of 
Transportation".--  This  a  fair  al- 
location of  cost  1609 

Highway  Transportation  more  than  Paying 

its  way^ 

Citizens  Research  institute  of  Canada — 
detailed  statements  of  highway  revenue 
and  expenditure  submitted  1610 

¥/hat  these  show  1510 

Comparison  of  valu..  of  highway  system  and 
total  revenues  derived  from  owners  of 
motor  vehicles  1611 

Since  figures  compiled  increased  m.otor 
taxes  announced  1611 
Private  Passenger  Car  and  Railways: 

Relation  of  highway  transportation  to 
railways  considered  as  it  affects 
(a)passenger  traffic  and  (b)freight 
traffic 

Buses  and  Railways; 

Bus  transportation  --  its  advantages 
Mr.  Frederick  C, Horner  on  "The  application 

of  Motor  Transport  to  the  Movement  of 

Freight  and  Passengers"  quoted 
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1512 

1612 


1613 


United  States  railways  using  buses  to 
replace  and  supplement  train  service  1513 
Canadian  railways  should  use  bus  services 
in  coordination  with  rail  facilities  1613 
Buses  Over-taxed: 

Motor  bus  registrations  in  1930 

Taxation 

Ontario  practice 

Mr.  Ho  Jo  Curtis,  of  Provincial  Transport 
Company,   quoted  on  taxation 

Ontario  Association  of  Motor  Coach 
Operators  --  taxes  paid  in  1930,  per- 
centage to  revenue 

Table  submitted  of  motor  truck  regis- 
trations, by  provinces,  1922  to  1930 

Questionnaire  covering  operations  of  bus 
companies,  throughout  Canada  --  indicates 
percentage  of  revenue  paid  in  taxes         ^  1615 

Percentage  of  gross  revenues  in  taxes  paid 
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1614 


1614 
1615 


by  railways 
Are  More  Highly  Taxed  than  Railways: 

Quotation  from  memo  submitted  by  Ontario 
Associabion  of  Motor  Coach  Operators  to 
Ontario  govornment 
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1615 


The  Motor  Truck: 

Attack  made  on  motor  truck  bv  its  enemies 
Their  claims  refuted 
"Bus  and  Truck  St at is tics "of  Ontario  Depart- 
ment of  Highways  referred  to  1617 
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MR.  Me   J.   PATTON{cont 'd) 
Tax  burden  on  trucks  1635 
Gasoline  tax  heavy  on  trucks  1635 
Profit  margin  narrow  --  summary  of  oper- 
ating statistics  of  six  representative 
motor  transport  companies  filed  1636 
Effect  of  trucks  on  roadway  distribution 

of  weight  important  factor  1636 
Weather  determines  thickness  of  pavement  - 
Mr.  Thos.HoMacDonald,  Chief  of  United 
States  Bureau  of  Public  Roads  his 
testimony  quoted        copy  of  his  evidence 
filed 


1637  to 
1639 


High  speeds  not  harmful  Mr.MacDonald 

again  quoted 

Ontario's  pavements  sufficient  for  traffic-- 
bullt  thicker  than  those  in  United  States 
and  can  carry  heavier  loads 

Higher  taxation  not  justified  by  road  wear- 
climatic  reasons  determine  thickness  of 
highway  pavement  --  Mr,  MacDonald's 
opinion  further  quoted 

Rate  regulation        a  question  of  public 
policy  —  Mr.  J.  F.  Deasy's  view 

Public  carrier  trucks  four  per  cent  of  truck 
registrations--Mr .Bernard  Allen's  estimate 
of  revenue  taken  from  railways  his 
figures  questioned 

Restricting  public  carriers  would  increase 
private  carriers  --  this  explained 

Uneconomic  regulation  defeats  itself  Mr. 
MacDonald's  observation  thereon 

Highway  transportation  benefits  railways — 
statement  filed  in  support  of  this  con- 
tention       records  of  Interstate  Commerce 
Commission  also  quoted 

Highway  jurisdiction  rests  with  provinces-- 
British  Worth  America  Act  cited  -- 
suggests  establishment  of  a  central  office 
to  correlate  provincial  activities 

Railways  should  coordinate  with  highway 
transportation  --Mr.  J.R.Turney  quoted  -- 
United  States  railways  making  increasing 
use  of  motor  highway  transportation 
public  would  ultimately  benefit 

Conclusion- -arguments  reviewed  and  certain 
submissions  made  based  thereon 

Railway  train  and  motor  bus  operation  -- 
Commissioner  Loree  questions  Mr.Patton's 
contrasts  of  operating  costs 
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Chairman,  Toronto  District  Labour  Council 
Introduces  Mr.  Buckley 
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MR.   Jo  W.  BUCKLEY 

Secretary,  Toronto  District  Labour  Council 

Highvifay  competition  --certain  complaints  of 
railways  of  fundamental  importance 

If  highway  competition  to  be  permitted,  con- 
sideration should  be  given  to  certain  points- 
these  specified 

Cooperation  and  coordination  of  services 
Canadian  National  and  Canadian  Pacific 

As  to  gradual  coordination,  perhaps  unifi- 
cation, of  all  forms  of  transport 

Railway  puzzle  can  be  solved  by  common  sense 

Uniformity  of  accounting  systems  desirable-- 
Interstate  Commerce  Commission  Order  No. 
15,000 

Depreciation  accounting  --  its  financial 
purpose  --British  railways  policy 
"economic  blizzard" 

Unemployment  insurance 

Capital  investment  in  railroads 

Differences  between  employees  of  state  and 
those  engaged  in  private  enterprise 

Wasteful  and  uneconomic  expenditure--principle 
of  sound  national  economy  enunciated 

Conclusion        how  probable  sacrifices  should 
be  borne 
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1660 

1660 

1660 


MR.  W.   G.  ROBERTSON 

Secretary,  Canadian  Automobile  Association 
Constitution  of  association  1661 
Its  affiliations  1661 
Increase  of  motor  vehicles  in  Canada  since 

1913  1661 

J Development  of  road  building  since  Toronto- 
Hamilton  highway  undertaken  1652 
Federal  aid  to  provinces  1662 
Standard  of  roads  improved  rather  than  mileage 

greatly  extended  1662 
Highway  costs  and  revenues  1920-1931  1662 
Contributions  by  motor  vehicle  owners  1663 
Highway  debenture  debt  of  provinces  at 

December  31,1930        special  taxes  collected 
from  motorists  not  generally  ear-marked  for 
road  purposes  ~-  its  significance  1663 
Ontario's  revenue  from  license  fees  and 
gasoline  tax  more  than  sufficient  to  meet 
entire  road  outlay  1664 
The  automobile  industry  --  revenues  resulting 
from  its  development  -~  number  gainfully 
employed  1664 
Motor  tourist  traffic  --  a  source  of  wealth  -- 

estimated  tourist  revenue  in  last  ten  years  1664 

1665 

Attributable  mostly  to  two  factors  --  these 

stated  1665 
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Hon»Francis  Hugo's  prediction  1665 
Railway  hotels        welcomed  by  Canadian 

motorists  --  attract  motor  tourists  1665 
Traffic  rogulat ions--unif ormity  between 
United  States  and  Canada  increasingly  im- 
portant 1566 
Deplores  toll  of  lives  taken  by  motor 

accidents        educational  work  to  encourage 
safe  driving  1666 
Financial  responsibility  legislation  en- 
dorsed 1666 
Trans-Canada  highway  --    Mr, Ernest  N.Smith's 
declaration        ths  association's  attitude 
and  earnest  hope  1668 
Comparison  of  Taxation  and  Motoring  Costs: 
Average  amount  paid  in  registration  fees 
and  gasoline  tax  in  1930  compared  with 
United  States  figure  1685 
Motoring  costs  generally  higher  in  Canada 

than  in  United  States  1685 
In  proportion  to  population  Canada  ranks 
next  to  United  States  in  number  of  m.otor 
vehicles  owned  1685 
Utility  of  motor  vehicle  as  means  of  trans- 
port --  more  than  half  of  motor  vehicles 
in  Canada  owned  by  farmers  and  others  in 
rural  districts  1685 
In  last  ten  years  grf-ater  progress  in  road 

improvement  than  in  previous  fifty  1686 
Relative  road  expenditures  in  Canada, 
United  States  and  Great  Britain  in  last 
twelve  years  1686 
Commercial  Motor  Vehicles: 

Motor  Trucks  registered  during  1930  1686 
More  than  two  thirds  of  less  than  three 

tons  gross  weight  1686 
Classification  of  motor  trucks  with  pneu- 
matic and  with  solid  tires  1687 
Protection  of  highways  under  heavy  traffic-- 
improvements  in  m.otor  truck  design  and 
equipment  1687 
Refers  to  Mr,  Pat  ton' s  citation  of  studies  by 

United  States  Bureau  of  Public  Roads  1687 
Restrictions  on  truck  carrying  capacity 

during  certain  seasons  1687 
Annual  consumption  of  gasoline  1688 
Commercial  vehicles  --  on  estimated  average 
consumption  per  vehicle  amount  paid  in 
gas  tax  1688 
Rate  of  taxation  of  average  commercial  vehic- 
le 1688 
Relative  truck  taxation  in  Ontario  about  on 

level  with  that  in  United  States  1688 
Total  amount  paid  by  commercial  motor 
vehicles  in  Canada  more  than  adequate  in 
relation  to  additional  road  building  costs 
occasioned  by  their  use  1689 
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Majority  of  commercial  motor  vehicles 

operated  mainly  in  limits  of  urban 

municipalities 
Too  steep  a  rate  of  taxation  on  common 

carriers  and  contract  carriers        what  it 

would  lead  to 
The  "Piiblic"        motor  vehicle  owners  by 

far  largest  part  that  pays  the  general 

taxes 
Summary i 

Recapitulation  of  arguments 


MR.  PATTON 
Enters  formal  appearance  on  behalf  of 
Automotive  Transport  Association  of 
Ontario 

To  submit  brief  on  or  about  February  15th 

THE  SECRETARY 
Announces  representations  submitted  in  writi 


Adjournment 
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Jan. 20    MR.  I,   S.  FAIRTY,  K.C. 

Counsel,  Toronto  Transportation 
Commission 
Appears  with  Mr.  D.  W.  Harvey,  General 
Manager,  to  present  a  statement  of  the 
TcT.C's  activities  in  the  Toronto  area  1694 

INTRODUCTION. 

(a)  Status  of  the  Toronto  Transportation 
Commission  1694 

(b)  Constitution  and  Powers  and  the  authority 
under  which  it  operates  1695 

Act  of  incorporation  filed  1695 

Since  1924  T.T.C.  has  not  called  upon 
City  Corporation  for  money  for  any  purpose- 
over  $9,000,000  more  invested  in  street 
railway  and  in  increased  assets  than  in 
1924  1696 

Capital  moneys  raised  on  security  of  City 
Corporation  1696 

Money  spent  on  purchase  of  old  system  and 
for  rehabilitation  and  extension  1696 

Present  investment        portion  taken  from 
earnings  .  1696 

(c)  Statement  of  reasons  for  submission  of  brief 

1697 

What  sanction  required  to  establish  ser- 
vices outside  municipal  boundaries  1698 

Gray  Coach  Lines        has  separate  sub- 
sidiary charter  1698 

I I. SCOPE  OF  COMMISSION'S  OPERATIONS o  ' 

(a)  Consolidated  System: 

Annual  Report  for  1930  (Exhibit  B)filed  1698 

Assets-funded  debt-revenue-mileage  1699 

Bus  routes ;coaeh  routes--terms  explained  1699 
No  duplication  of  mileage  as  between  ^ 

interurban  and  trolley  line  1699 

(b)  City  System: 

Mileage  1699 
Revenue  passengers  handled  1700 
All  power  relative  to  transportation  within 
city  exercised  by  T.T.C, ,  not  by  City 
Council  1700 
Its  implications  1700 
Municipal  politics  --T.T.C s  freedom  from  1700 

(c)  Suburban  Services: 

Number  of  these  services  provided  by  T.T.C.- 

their  extent  -  1701 
Basis  on  which  provided  1701 
"Radial  lines"  --  purely  a  local  expressionl701 
Suburban  mileage-~capital  investment- -popu- 
lation served  1701 
Operation  advantageous  to  the  T.T.C.  and  to 

the  municipalities  so  served  1702 
Map  filed  showing  suburban  areas  served  1702 
Rights  of  the  municipalities  --  provincial 

legislation  necessary  1702 
Mr.  Harvey  explains  map  in  detail  1702 
Fares  charged  in  adjoining  municipalities  1703 
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Motormen  and  conductors--rate  of  pay  1704 
Maximum  working  hours  1704 
Men  unionized  "but  not  100  per  cent  1704 
Settle  rates  of  pay  with  Union        matter  of 

agreement  1705 
Wage  paid        same  as  that  fixed  in  1920- - 

cost-of-living  peak  1705 
Street  railway  services  in  the  statcs-- 
"basis  on  which  organized  sequel 

(Commissioner  Loree)  1705 
T.T.Cc--low  fare--  average  amount  1705 
The  New  York  rate 

(Commissioner  Loree)  1705 

(d)  Interurban  Services: 

All  thosQ  controlled  hy  T.T.  C .     owned  and 

operated  by  Gray  Coach  Lines , Limited  1705 
Fixed  assets        gross  income--revenue 

passengers  --  coach  mileage  1706 
Also  handles  sight-seeing  and  other  servicesl706 
Heavy  falling  off  in  sight-seeing  business  1706 
Map  filed  showing  Gray  Coach  Lines  and 

connecting  motor  coach  carriers  1705 
Operating  on  a  cost  basis        this  explained 

and  discussed  1706 

1707 

(e)  Ferry  Service: 

Passenger  and  freight  ferry  service  oper- 
ated to  and  from  Toronto  Island  1708 
Passengers  carried  in  1931  1708 


III. HISTORICAL: 
Transportation  changes  and  developments  in 
last  century  briefly  reviewed 

Toronto's  street  railway  development  from 
days  of  horse-cars  also  reviewed 

All  interurban  electric  railways  entering 
Toronto  now  replaced  by  motor  coach 
services 


1708 
1709 

1709 


1710 


IV. CITY  SERVICES  AND  MOTOR  VEHICLE 
COMPETITION: 
Operating  results  of  T.T.C's  street  railway 
system  during  past  ten  years  reflect  in- 
creasing use  of  private  motor  car  1710 
Increased  passenger  automobile  registrations 

in  Toronto  1710 
"Persons  per  automobile"  index  1710 
Falling  index  figure  of  street  car  rides  per 

capita  1711 
Adverse  economic  conditions  1711 
Detail  figures  of  operation  1711 
"Most  frequent  service"  expression 

explained  1712 
Street  railway  patronage  --  how  encouraged  1712 
Low  rate  of  fare  not  possible  without  use  of 

motor  bus  for  low  density  traffic  1713 
Average  speed  on  system  1735 
Fares--children' s  and  scholars  tickets  1735 
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V.  MOTOR  BUS  OPERATION  IN  THE  CITY  AND 
SUBURBAN  SYSTEM: 
Motor  "buses  for  feeder  line  service  1736 
Universal  fare  transfer  1736 
Bus  system        total  passengers  carried  1922j 

1931  1736 
Bus  route  miles  operated  1736 
Today  motor  bus  routes  integral  and  vital 

part  of  city  system  services  1736 
Free  transfer  from  bus  to  tramway-- theory 

of  service  1737 
Trolley  buses        not  satisfactory  in  1921; 

now  design  vastly  improved  1737 
Trolley  bus  —  cruising  range  greater  today  1737 
Mr.  Harvey  takes  over  brief  1738 
MR.  D.V/.  HARVEY  (General  Manager) 

VI.  THE  MOTOR  VEHICLE  AND  INTSRURBAN 
SERVICES: 

(a)  Historical:  1738 
Complete  effacement  of  the  "radial"  1738 
Toronto  and  York  Radial  Railways  and 

Toronto  Suburban  Railway  services 
discontinued  1738 

Decline  of  radial  traffic  between  1921 
and  1928  1738 

Interurban  Electric  railv\fays  --  abandon- 
ment --  capital  loss  1739 

Graph  filed  showing  trend  of  revenue 
passengers  on  northern  division  of 
Toronto  and  York  Interurban  Railways 
as  compared  with  passenger  automobile 
registrations  1739 

(b)  Substitution  of  motorized  services  for 

electric  interurban  services  1739 
Independent  motor  bus  lines  operating 
into  heart  of  Toronto  in  1927  and 
all  highway  entrances  to  city  under 
control  of  independent  transportation 
interests  1739 
Ultimate  result  of  this  condition  of 

affairs  1740 
On  five  counts  T.T.C.  driven  to  par- 
ticipation in  interurban  motor  coach 
services        these  detailed  1740 

VII.  DEVELOPMENT  OF  GRAY  COACH  LINES, 
LIMITED: 

(a)  Historical:  1741 
Inception  of  motor  coach  services  1741 
Important  factor  in  decision  to  develop 

this  now  service  1741 
Extension  of  service  to  Niagara  and  to 

Buffalo  1742 
Point  to  point  service  defined  1742 
Motor  coach  services        T.T.C s  invest- 
ment,  1927  1742 
Coach  operation--segregated  from  city 
system  1742 
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Gray  Coach  Lino s,Lirfii tod,  incorporated 

capitalization        how  issued  1742 

(b)  Reasons  for  the  setting  up  of  a  subsidiary 
company  1743 
These  stated  1743 

(c )  Administration  of  Gray  Coach  Lines, 
Limited 

Board  of  Directors        how  composed 
Gray        a  trade  name 

(d )  Comparative  income  annual  statement , Gray 
Coach  Lines, Limited, -1927-1930  inclusive 

Statement  discussed 

Map  of  system  filed 
Routes  described 

i/l/hether  any  bus  lines  pay  a  dividend 

(Commissioner  Loree) 
Expenses  of  management  and  direction 

shared  by  Gray  Coach  Lines , Limited, 

Transportation  Commission 
Financial  result  of  operation 

coach  services  profitable 
This  result  due  to  control        a  regulated 

monopoly 

Also  to  diversity  of  uses  for  motorized 
equipment 

Motor  bus  service  not  an  attractive  field 
for  private  enterprise  unless  highly 
regulated 

Montreal  services        Collacutt  Lines  — 
picking  up  passengers  east  of  Oshawa 

Division  of  overhead  expenses  how 
based 

Operating  results  for  twelve  month  period 
set  out 

Comment  thereon 
Coach  life  of  new  vehicles 

Locomotive  experience  cited  by  Commissioner 
Loree 

Earnings  on  investment 
Inquiries  and  damages  -- 

high  at  outset 
This  discussed 


and 
of  motor 


reserve  put  too 


Excess  insurance  for  personal  damages 
Do  not  insure  for  physical  damages 
Coach  fares  compared  with  railway  fares 
Commuter  services 

(e)  Balance  sheet.  Gray  Coach  Lines , Limited, 
as  to  December  31,  1930 
Observations  thereon 

(f )  Growth  of  Traffic  Handled  by  Gray  Coach 
Lines,  Limited 

Five  year  table 

Year-round  service  --  mileage  operated 
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(g)  System  of  Accounting 

Standard  classification  adopted  by 
American  Electric  Railway  Association 

VIII, CHANGE  IN  CHARACTER  OF  MOTORIZED 
PASSENGER  SERVICES  RADIATING  FROM 
TORONTO  SINCE  ADVENT  OF  GRAY  COACH 
LINES, LIMITED: 
Bus  operation  formerly  in  hands  of  irrespon- 
sible operators--not  financially  stable-- 
inadequate  equipment  --no  garage  facili- 
ties       low  wages        schedules  not  depend- 
able 

These  objectionable  features  now  removed 
Improved  labour  conditions 
Interurban  coach  operators--typical  yearly 
earnings 

Marked  increase  in  public  confidence 
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1759 
1759 

1759 
1759 


IX. TYPE  OP  SERVICE  RENDERED  BY  GRAY 
COACH  LINES, LIMITED: 

(a)  A  Pioneer  service  in  a  new  traffic  field: 
Has  developed  most  of  traffic  now 

handled 

Flexibility  of  service  —  its  advantage 

to  rural  travelling  public 
Steam  railway  operation  contrasted 
Motor  coach  service  to  communities  not 

reached  by  steam  railways 

(b)  Percentage  of  Through  and  Local  Traffic 
on  Gray  Coach  Line  Services: 

Local  traffic  --  by  far  larger  percentage 

of  traffic  handled 
What  analytical  survey  discloses 
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1760 
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X. ECONOMIC  EFFICIENCY  OF  GRAY  COACH  LINES 
OPERATION: 

(a)  Service  at  cost  --  operation  on  non-profit 

basis  1761 
Sound  financial  position  maintained  by 
provision  of  adequate  reserves  for 
depreciation  and  replacement  1761 

(b)  Advantages  Derived  from  Coordination  of 
Urban,  Suburban  and  Interurban  Motor 
Vehicle  Services  under  a  Single  Authority: 
One  of  primary  economies  of  unified 

operation  derived  from  diversified  use 
of  equipment  1761 
Peak  traffic  demands        how  handled  1761 
Result:  low  capital  and  operating  costs  1761 
This  advantage  not  possible  if  coach 
services  operated  by  steam  railways  1762 

(c)  Reduction  in  Overhead  due  to  Unified 
Control : 

Reduced  administrative  overhead  1762 
Same  principle  applies  to  equipment 
maintenance  —  an  instance  cited  1762 
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(d)  Economic  Benefits  of  Coordination  as 

Indicated  in  the  General  Operating  Returns 
of  Gray  Coach  Lines,  Limited  1762 
How  general  economic  efficiency  further 
illustrated-  1762 

XI.  DEPENDABLE  SCHEDULE  SERVICE  UNDER  ALL 
WEATHER  CONDITIONS; 

Regularity  of  service  fully  maintained  winter 
and  summer  1763 

Operating  experience  under  winter  conditions-- 
what  this  demonstrates  1763 

Number  of  scheduled  runs  cancelled  on  account 
of  weather  conditions  1763 

XII.  ECONOMICAL  USE  OF  HIGHWAYS; 
Highway  space--relative  economy  of  coach  and 

private  passenger  automobile  1763 
Conclusion  therefrom  1764 

XII I.  REGULATION  OF  MOTOR  COACH  SERVICES; 

(a)  Governmental  Regulations; 

These  described  1764 

1765 

(b)  Company  Regulations: 

These  described  1765 

XIV.  SAFETY  OP  MOTOR  COACH  OPERATION: 
Effect  of  company  and  governmental  regu- 
lations 1766 

Gray  Coach  Lines  safety  record  1766 

XVo ATTITUDE  OF  PUBLIC  TOWARDS  MOTOR 
COACH  SERVICES; 
Analysis  of  replies  to  questionnaire  1766 

XVI. RELATION  OF  THE  MOTOR  COACH  SERVICES 
TO  STEAJVI  RAILROAD  SERVICES; 

(a)  Private  Passenger  Automobiles--The 
Principal  Competitor  of  the  Motor  Coach; 
The  private  passenger  automobile  prin- 
cipal competitor  of  motor  coach  as  of 
steam  railways  1767 

Motor  coach  users  --  whence  drawn  1767 
Constantly  increasing  proportion  of 
private  motor  vehicles  used  for  purely 
commercial  purposes  1767 
No  jitney  competition  1767 

(b)  Motor  Coach  Services  a  Negligible 
Factor  in  the  Decline  of  Railway  Passen- 
ger Traffic: 

Traffic  census  by  Ontario  Department 
of  Highways  —  what  analysis  of  tabu- 
lated figures  indicates  1768 

Summary  of  this  census  1769 
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(c)  Motor  Coach  --The  Most  Efficient 

Transportation  Agency  for  the  Handling 
of  Low  Density  Traffic; 

Steam  railroads  most  efficient  agency 

for  handling  of  m.ass  transport 
Two  principles  recognised  by  T.T.C. 
in  adjusting  its  services  to  traffic 
demands 
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(d) 


The  Place  of  the  Motor  Coach  in  the 
General  Transportation  Scheme: 

Motor  coach  services  part  of  secondary 
land  transport  system 

Steam  railway  occupies  place  of 
primary  importance  in  general  trans- 
portation scheme  of  the  country 

Neither  system  should  he  placed  under 
handicap  to  benefit  the  other 

Efficient  transportation  of  all  types 
of  vital  importance 

The  cry  of  "unfair  competition" 

Commissioner  Loree's  comment 

Automobile  accidents--Mr .  Harvey 
suggests  a  remedy 

Mr.  Patton's  brief        its  impression 
on  Commissioner  Loree 

Regulation,  control  and  taxation  of 
interstate  highway  business  Mr. 
Fairty  refers  to  rumoured  recom- 
mendation by  Interstate  Commerce 
Commission 

Newark, New  Jersey, --position  of 
public  service  company  --  political 
pressure 

(Commissioner  Loree) 


(e) 
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1771 
1771 
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1773 
1774 


Commissioner  Loree's  explanation  of 
success  of  Toronto  Transportation 
Commission  operation  1774 
Motor  bus  competition  and  operation-- 
opinions  of  Mr.  JcF.Deasy  and  Mr. 
Ralph  Budd  referred  to  1774 
Natural  Expansion  of  Urban  and  Suburban 
Services : 

These  services  provided  in  Montreal, 
Winnipeg,  Vancouver  and  Hamilton 
analogous  to  those  provided  by  Gray 
Coach  Lines,  Limited  1785 

Provided  under  same  general  scheme  of 
administration  1785 

Express-only  very  small  amount  handledl7B5 

Express  service  --many  of  reasons 
advanced  regarding  comparative  ser- 
vices would  apply  1785 

Have  no  intention  of  going  into  express 
business  1786 
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Parliament  Buildings , Halifax, 
Monday,  January  11,  1932. 

MORNING  SESSION 
The  Commission  met  at  10.30  am. 

HON.  MR.  HARRINGTON ( Premier ) :   Perhaps  your  Lord- 
ship villi  tell  un  v/hat  you  have  in  mind  that  wo  should  pre- 
sent to  you. 

LORD  ASHFIELD:  May  I  first  of  all,  Mr.  Premier, 
at  their  request  convoy  to  yourself  and  the  Members  of  your 
Government  the  regret  of  our  Chairman,  Mr.  Justice  Duff,  and 
of  Sir  Joseph  Plavelle  that  they  are  ^onable  to  be  here  this 
morning.     Our  Chairman  is  confined  to  his  room  with  a 
severe  cold  and  on  hie  doctor's  orders        has  to  rem.ain 
there;  the  illness  of  Lady  Flavellc  makes  it  impossible  for 
Sir  Joseph  to  go  very  far  from.  home. 

So  far  as  your  question  is  concerned,  of  course 
you  will  be  aware  of  the  burden  which  has  been  put  upon  the 
shoulders  of  my  colleagues  and  myself  in  dealing  with  this 
very  important  question  on  behalf  of  the  Dominion.     We  are 
searching  in  all  directions  for  information  and,  what  per- 
haps is  even  more  important,  for  advice.     So  we  have  nothing 
very  definite  in  the  way  of  a  programme  this  morning;  we 
will  leave  it  to  your  better  judgment,  Mr. Premier,  as  to 
v^hat  you  or  the  Members  of  your  Government  may  wish  to 
present  to  us. 

HON.  MR.   HARRINGTON:   Lord  Ashfield  and  eentlemen  , 
our  ideas  in  regard  to  transportation  as  affecting  this 
province  up  to  about  five  years  ago  were  put  forward  at  that 
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time  in  a  fairly  comprehensive  brief  which  y,e  prepared  for 
the  Commission  presided  over  by  Sir  Andrew  Dimcan  and  known 
as  the  Maritime    Claims  Commission.     I  have  copies  of  that 
brief    which  perhaps  the  Com.mission  would  like  to  have* 
LORD  ASHPIELP:  We  would,  thank  you. 
HON.  mi,  HARRBIGTON:   In  that  brief  we  dealt  with 
the  matter  of  freight  rates  as  affecting  this  province.  We 
pointed  out  that  the  general  freight  structure  of  the  Domin- 
ion had  gr.wn  up  rather  like  Topsy;  it  was  not  entirely  con- 
sidered  from  the  point  of  view  of  the  province  -  at  least, 
certain  horlzontol  raises  in  freight  rates  had  taken  place 
which  did  not  give  consideration  to  the  various  phases  of 
fcranspo.^tation  that  must  be  considered  if  the  provinces  are 
to  receive  equal  treatment.     m  addition  to  that  we  dealt 
with  the  question  of  transportation  generally.     The  matter  of 
freight  rates  will  be  found  in  that  brief  at  pages  117  to 
141;   the  question  of  transportation  generally  is  dealt  with 
at  page  142;  and  of  course  Nova  Scotia  being  essentially 
wrapped  up  in  the  coal  and  steel  industry,  that  matter  is 
presented  at  page  146,  it  having  a  very  close  alliance  with 
the  matter  of  transportation. 

This  is  Sir  Andrew  Duncan's  report.     j  will  give 
you  a  copy  of  it.     There  are  other  copies  available,  Mr. 
Moxon,  in  case  the  members  of  the  Commission  would  like  to 
have  them.       Sir  Andrew  Dur.can  dealt  with  transportation  and 
freight  rates  at  pages  20  to  27  of  his  report.     The  Federal 
Parliament  considered  his  recommendations  and  dealt  with  them, 
in  part,   in  Chapter  44,  1926-1927,  known  as  the  Maritime 
Freight  Hates  Act.     He  also  dealt  with  port  development  at 
pages  26  to  31,  specifically  with  the  Harbour  Commission 
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proposal  for  Halifax  at  page  29.     Then  he  dep.lt  with  the 
coal  and  steel  industry,  which  is  related  to  transportation, 
at  pages  34  to  3b, 

Thec3e  matters,  my  Lord  and  gentlemen,  as  set  out 
there  we  consider  to  he  probably  outstanding  as  affecting 
this  province.     ThJfoughout  our  theory  has  been  that  the 
basic  idea  of  the  Dominion  of  Canada  was  the  formation  of 
British  provinces  under  the  aegis  of  the  Union  Jack  stretching 
from  the  Atlantic  to  the  Pacific,   self  contained,  having  a 
trade- flow  east  and  v/est  across  those  provinces,  with  gate- 
ways on  the  Atlantic  and  the  Pacific  at  both  ends.     We  be- 
lieve that  the  neglect  of  that  theory,  the  diversion  of 
trade  from..  Canadian  channels  to  ports  of  other  countries, 
was  a  matter  that  In  spirit  at  least  violated  the  very 
theory  of  Confederation  and  would  leave  the  Dominion  in  a 
position  where  it  could  never  hope  to  obtain  a  national 
status. 

We  stress  that  point  very  strongly,  believing  that 
Nova  Scotia  should  be  the  gateway  of  the  Dorrrnion  of  Canada 
in  the  east.     And  we  believe,   of  course,  that  we  have  am_ple 
proof  of  the  desirability,  in  fact  the  necessity,  of  that 
from  looking  back  to  the  years  1914  to  1918.     At  that  time 
Halifax  was  called  upon  to  carry  a  vast  amount  of  commerce, 
for  which  the  port  was  not  really  well  fitted,  and  we  could 
very  easily  envision  a  case  v/here  it  would  have  to  carry 
the  whole  load.     No  portion  of  it  could  be  available  to  us 
unless  Halifax  was  available  as  one  of  the  all-the~year 
round  ports  for  Canada,     That  perhaps  is  our  most  important 
basic  idea        that  any  transportation  system  or  systems  of 
the  Dominion  should  contemplate  the  use  of  Atlantic  ports 
as  their  termini „ 
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Now,  tlie  qurjstion  of  railroad  transportation  as 
affecting  the  province  is  peculiar  in  Nova  Scotia  inasraiich 
as,   anart  from  Prince  Edward  Island,  it  is  the  onl^r  province 
in  the  Dominion  that  hag  not  direct  service  by  the  Canadian 
Pacific  Railv/ay.     A  subsidiary  of  the  Canadian  Pacific  does 
run  through  the  province  from  Halifax  down  to  Yarmouth; 
but  the  Canadian  Pacific  as  such  does  rot  run  in  Nova  Scotia » 
Yi/e  have  strongly  ••arged  the  Canadian  Pacific  to  use  the  Port 
of  Halifax,  feeling  that  it  would  he  a  very  satisfactory 
turning  point  for  their  hoats  on  the  Atlantic,  especially 
the  very  large  ones,  and  th::.t  they  would  find  the  facilities 
here  adequate.     We  think  their  rail  connections  also  in  the 
same  v/ay  should  join  up  ?/ith  their  Atlantic  service.  We 
feel  it  could  be  Y/orked  out  as  a  matter  of  cooperation  v^ith 
the  Canadian  Nationals     Naturally  we  are  far  from  desirous 
of  seeing  anything  injurious  happen  to  the  Canadian  National 
Railv/ays,  but  v/e  feel  such  an  arrangement  cont'd  be  viarlzed. 
out  satisfactorily'-  jetween  the  two  companies,  and  that  the 
Increaoe  of  ousiness  to  the  port,   far  from  being  detrimen- 
tal to  the  Canadian  National  would  be  beneficial.     Y/e  have 
had  that  very  strongly  in  mind,  and  this  year  the  Canadian 
Pacific  has  m.ade  this  a  port  of  call.     Its  boats  ar calling, 
and  a  recpilar  service  to  the  Mother  country/-  will  be  carried 
on  from.  Halifaxo     '^^e  should  like  to  see  that  phase  considered 
if  possible. 

As  to  the  railway  service  in  the  province,  we  of 
course  complain  about  parts  of  it  ~-  I  presume  that  is  human 
nature.     We  think  that  a  slightly  1  etter  service  might  be 
given  between  Halifax  and  Sydney.     There  is  a  very  large 
population  down  there,   and  a  very  large  amount  of  ;  usiness 
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is  carried  ovejr  their  lines.     Perhaps  v;e  have  not  been  quite 
close  enough  to  the  Canadian  National  to  urge  these  points 
from  time  to  time.     But  "^e  know  the  conditions  today,  ¥/e 
Imov/  there  is  a  very  groat  deal  of  difficulty  to  be  met  all 
round,  and  we  feel  that  as  soon  as  they  can  they  will  get 
at  these  things  and  improve  the  service.     So  generally  from 
the  point  of  vie\Y  of  passenger  service  there  cannot  be  said 
to  be  very/  much  com.plaint  from  the  Province  of  Nova  Scotia, 
althougli  we  do  look  forward  hopefully  to  the  time  when  they 
v/111  miake  som.e  minor  improvements. 

The  general  question  of  freight  handling  is  rather 
closely  mixed  up  locally  with  the  matter  of  highway  trans- 
portation, and  upon  that  if  you  desire  information  I  am  sure 
Mr,  Black,  the  Minister  of  Hlghv/ays,  will  be  glad  to  help 
you.     Y/e  all  realize  the  situation  that  has  developed  so  far 
as  local  freight  handling  is  concerned;     vve  recognize  tha'G 
the  motor  traffic  is  cutting  into  it  daily  and  making  it  more 
and  more  difficult  for  the  railroads  to  compete.     We  also 
realize  that  the  public  at  large  maintain  the  highways  and 
provide  that  facility  for  motor  traffic  that  we  do  not  pro- 
vide for  railway  traffic.     V/e  have  a  certain  am.ount  of  regu- 
lation of  road  traffic,  and  if  you  wish  the  Minister  of  High- 
ways v/ill  address  you  on  that  phase  of  it* 

I  think  that  generally  I  have  covered  the  situation 
as  we  see  it.     V/e  will  be  only  too  delighted  to  supply  you 
with  any  inform.ation  that  you  may  wish.     But  motor  traffic 
essentially  runs  very  closely  into  private  enterprise,  and 
I  believe  that  at  your  public  sitting  the  Board  of  Trade, 
representing  private  interests,  v/ill  present  a  more  or  less 
detailed  brief  in  regard  to  some  of  the  matters  that  I  have 
touched  on  and  on  some  others  that  I  have  not  dealt  with. 
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I  should  like  to  leave  v/itli  you  our  very  firm  con- 
viction that  we  believe  for  the  welfare  of  the  Dominion  as 
well  as  of  this  province  that  a  system  of  transportation 

should  be  evolved  that  contemplates  east  and  west  traffic 
within  the  Dominion,  with  the  national  ports  of  Canada  on 

the  Pacific  and  the  Atlantic  as  the  outlets.     That  is  our 

very  firm  view  in  this  province. 

It  is  very  kind  of  you  gentlemen  to  give  us  an 
opportunity  to  mention  these  matters,   and  we  are  delighted 
to  meet  you.     I  had  a  letter  from  Sir  Joseph  Flavelle  this 
morning  regretting  his  inability  to  come  down  here.     We  hope 
to  see  him  at  some  future  time.     Meanwhile  our  facilities 
are  at  joiiv  disposal. 

LORD  ASEB'IELD:  Mr.  Premier,  we  are  grateful  to  you 
for  your  very  cordial  welcome  and  your  keeness  to  aid  the 
Commission  in  every  way  you  can.     We  appreciate  the  obser- 
vations you  have  m.ade  this  m.orning  and  they  y/111  have  our 

very  careful  consideration.     Perhaps  I  mdght  ask  you  one  or 
two  questions. 

HON.  MR.  HAx-^-ilKCrTON:  Certainly. 

LORD  ASHFIi^LD:   I  presume  we  shall  hear  from  ^rour 
Minister  of  Highways? 

HON.  MR.  HAJ:{RINGT0N:  V/henever  you  wish;  he  is  pre- 
sent , 

LORD  ASHFI5JLD:  Before  he  presents  the  highway  sit- 
utation,  I  might  ask  you  a  few  questions.     You  have  dealt 
particularly  with  the  wider  use  of  Canadian  ports,  both  on 
the  Atlantic  and  the  Pacific.     This  natter  was  brovxght  to 
the  attention  of  the  Commission  on  another  occasion.     I  ob- 
serve that  the  Duncan  report  is  dated  1926.     I  gather  from 
what  you  have  said  that  it  has  some  relation  to  the  question 
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you  mentioned  this  morning. 

HON.   m.  HAi(RINGTON :  Yes. 

LORD  ASHj'ISLD:  We  shall  take  an  opportimlty  to  go 
into  it  later  on.     In  the  interval  that  has  elapsed  since 
the  date  of  the  report  has  any  further  investigation  been 
made  by  your  government  on  that  particular  point?     It  is 
represented  to  the  Commission  that  there  are  reasons  for 
this  substantial  flow  of  traffic  to  United  States  ports,  and 
these  raise  a  real  practical  difficulty.     I  was  wondering 
whether  you  had  made  any  investigation  and  could  give  us  any 
assistance  on  v/hat  is  contained  in  the  report. 

HON.  MR.  HARRINGTON:  The  report  deals  largely  with 
port  development  and  tirade  export  at  page  28  --"Canadian 
trade      end       Canadian  ports."     It  goes  on  from  that  to  the 
suggestion  of  a  statutory  harbour  commission  to  control 
these  ports,  and  that  port  development  is  interlocked  v/ith 
Mariti-ne  trade , 

LORD  ASHPILLD:  So  far  as  Halifax  is  concerned,  that 
recon-Lmendation  has  been  carried  into  effect. 

HON.  MR.  HARRINGTCK:   That  is  what  I  was  going  to 
say:  a  harbour  commission  has  been  set  up  In  Halifax,  In 
various  ways  we  have  from  time  to  time  represented  to  the 
Board  of  Railway  Commissioners  the  desirability  of  certain 
freight  rate  considerations  so  as  to  induce  trade  to  flow  to 
the  port  of  Halifax.     Your  question  was  whether  v/e  had 
carried  on  further  investigations  since  that  tim.e.     I  can  say 
that  vve  have  from,  time  to  time  presented  certain  specific 
phases  of  it  to  the  Board  of  Railway  Commissioners,  some- 
times with  some  success,   sometimes  without.     It  has  been  a 
live  question  up  to  the  present  time. 

LORD  ASHFIELD:   It  is  suggested  to  the  Commission 
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that  one  reason  for  this  diversion  lies  in  the  fact  that 
there  are  more  diversified  shipping  facilities  at  American 
ports  than  exist  —  shall  we  say?        at  Halifax  or  St. John, 
and  that  shippers  are  attracted  by  the  greater  freedom  in 
respect  of  steamship  services;  and  in  the  further  fact  that 
they  get  a  better  freight  rate  on  passenger  liners  than  on 
cargo  boats.     In  other  ¥?ords,  that  this  question  of  shipment 
lies  more  7/ith  the  shipper  than  with  the  railway  systems, 

HON,  MR.  HAliRINGTON:   I  trust  that  Golrnel  Phinney, 
Chairman  of  the  Harbour  Gorami.qsion,  will  appear  before  you 
during  your  stay  here  because  he  has  presented  the  matter 
publicly  in  the  west  regarding  shipments  of  grain.  There 
he  found  that  shippers  generally  were  unaware  of  the  situ- 
ation.    Of  course,  if  one  accepts  as  a  principle  the  sug- 
gestion that  shippers  find  it  better  to  send  their  goods 
through  the  port  of  New  York  on  account  of  the  varied 
commodities  handled  there,   that  will  always  be  so  until  you 
start  to  build  up  something  else.     But  the  cheaper  rates 
available  by  passenger  ships  can  only  apply  to  certain  com- 
modities, and  there  is  not  the  slightest  reason  why  a  freifrht 
rate  from  Halifax  to  ports  in  the  Old  Country  and  in  Europe 
cannot  be  equally  as  advantageous  from  Halifax  as  from  Now 
York.     I  know  the  contention  has  been  made  --  I  have  heard 
it  from  time  to  time        such  as  you  have  suggested,  Lord 
Ashfield.     V/e  feel  that  is  one  of  the  things  that  an  effort 
must  be  m.ade  to  overcorre,   otherwise  v/e  si  ply  surrender  our 
own  nationhood;   that  is  the  slternat ive .       It  is  equivalent 
to  saying:  Although  v/e  have  ports  equal  to  or  better  than 
any  other  ports,  because  those  other  ports  are  larger  and 
older  in  commerce  we  are  going  to  lie  dov/n  and  let  them 
handle  our  business.     We  are  of  opinion  that  some  artificial 
stimulus  may  be  necessary  to  force  trade  through  our  ports 
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at  the  commencmcnt ,  but  having  done  that  we  are  confident 
that  the  trade  will  continue  there.     Y^e  feel  we  should  not 
take  the  challenge  lying  down. 

COMMISSIONER  LOREE:  What  is  the  metallic  content 
of  iron  ore  here? 

HON.  MR.  HARRINGTON:   Iron  ore  for  use  in  the 
Sydney  Steel  -Dlant  is  imported  froir;  Newfoundland,     It  is  not 
Nova  Scotia  ore.     The  metallic  content  ~~  I  am  afraid  I  do 
not  happen  to  remember  that. 

COMMISSIONER  LOREE:   I  wondered  how  it  compare'^-  with 
the  ore  of  the  upper  lakes;   that  started  at  65  per  cent,  now 
it  is  dovvTi  to  about  52. 

HON.  MR.   HARRINGTON:   I  think  possibly  there  may  be 
a  slight  diminution  in  the  metallic  content  of  the  ore  at 
Belle  Isle,  where  the  steel  company  gets  it,  but  I  do  not 
think  it  ever  ran  m.uch  above  55. 

DR»  VJEBSTER:  Hematite? 

HON.  MR,  HARRINGTON:  Yes. 

COMMISSIONER  LEMAN:   I  think  your  lake  ore  is 
largely  magnetite. 

GOMMISSION-:R  LOREE:  No,  hematite. 

COMMISSIONER  LEMAN:  There  is  a  large  proportibn  of 
m.agnetite  in  the  lake  ores. 

COMMISSIONER  LORES:  The  New  York  ore  is  all  mag- 
netite; that  of  the  upper  lakes  is  all  hematite. 

GOMI^aSSIONER  WEBSTER:  You  spoke  of  the  possibility, 
Mr.   Premier,  of  introducing  certain  artifical  aids  to  stim- 
ulate and  increase  the  flow  of  v/estern  products,  particu- 
larly grain,  down  to  these  ports.     Perhaps  you  would  give  us 
your  ideas  as  to  how  jon  would  meet  this  other  c  anpet i tion ; 
that  is  a  very  su'f-st antial  thing. 
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HON.  MR.   HMRINGTON:  That,  matter  has  been  very 
fully  presented  in  other  quarters,  and  I  feel  it  will  be 
presented  to  you  by  the  Board  of  Trade  or  by  Colonel 
Phinney  before  you  leave.     Essentially  it  is  a  matter  of 
rates.     The  National  Transcontinental  also  enters  into  ito 
That  railroad  was  built  by  the  Dominion, at  a  cost  of  con- 
siderably over  $300,000,000,  principally  for  the  purpose  c^f 
transporting  Canadian  wheat  from  the  v/est  to  the  east  for 
trans-shipment  through  Canadian  ports.     It  has  never  funct- 
ioned in  that  way.     We  have  felt  that  if  a  satisfactory  grain 
rate  could  be  worked  out  on  the  National  Transcontinental 
it  v/ould  go  a  long  way  to  solve  the  question,  because  the 
passenger  vessels  coming  to  the  port  of  Halifax  could  get 
satisfactory  wheat  cargoes  if  shippers  were  induced  by  a 
satisfactory  rail  rate  to  ship  here, 

COMMISSIONER  WiilBSTliR:  Is  there  an  increase  of 
vessels  from  American  ports  --  New  York,  for  instance 
to  Europe  touching  here  in  the  last  two,  tliree  or  four 
years  ? 

HON.   MR.  HAl^RINGTON:   Probably  there  is. 

COMMISSIONER  W.SB3TER :  Would  they  take  the  so-called 
parcels  of  wheat  in  their  bottoms        which  is  the  great 
thing  that  happens  in  New  York        to  all  parts  of  Europe.  ? 

HON.  MR,  HARRBICTON:   I  would  say  that  wheat  has  not 
been  the  attraction  that  has  brought  them  here. 

COMMISSIONER  Wh^iSTKR:   It  is  passengers  mostly,  is 

it  not? 

HON.  MR.  HARRINGTON:  Yes, 

COmiSSIO^lER  VfEBSTER:  It  might  be  well  worth  con- 
sidering whether  the  parcel  business  in  wheat  could  not  be 
encouraged  thr-ough  those  vessels  touching  here. 
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HON.   MR,  H/U-vRINGTON:  Undoubtedly. 

C OMMI S S I C) WLu    .;iBSTEK  ;  I  am  under  the  impression 
that  there  is  a  tendency  for  an  lncre5.sing  nujnber  of  vessels, 
quite  apart  from  the  C.P.R.  boats,  going  to  Europe  and  pos~ 
si'^ly  coming  back  to  American  ports  to  raalce  this  a  port  of 
call. 

urn.  MR.  HAimiflGTON:  Yes.     I  think  a  very  large 
step  tcY/ards  increasing  the  traffic  here  would  be  a  satis- 
fact«r:/  grain  rate  fro!-'  the  west.     But  vie  go  a  littl« 
ftu^ther.     We  say  from  the  point  of  viev/  of  the  Dominion  it 
is  shortsighted  to  neglect  ft  national  port  when  you  may  wake 
up  so-me  day  to  find  that  your  foreign  ports  t.re  not  avail- 
able to  you,  no  m.atter  how  well  intentioned  everybody  is, 
and  you  are  without  your  facilities;  while  here  they  are 

Just  asking  to  be  used  and  developed. 

COMMlSSIOKai  W:::B3T:-R:  You  say  then:  We  are  no 
further  advanced  than  vje  were  before  Confederation,  v/hen 
that  v^ras  the  main  reason  v/hich  led  the  upper  provinces  to 
try  to  get  contact  here;  they  felt  they  might  be  shut  off 
from  the  bonding  privilege  through  the  United  States. 

HON.  MR.  HARRINGTai  :   I  would  say  that  is  very  near- 
ly'- so.     Of  course,  actually  we  must  be  further  ahead,  but 
proportionately  we  are  not.     I  think  you  are  corr-ect  in  say- 
ing that  was  one  of  the  underlying  assumptions  in  the  Con- 
federation agreement,     V/e  had  Cartier  and  Sir  John  A. 
Macdonald  and  the  others  talking  about  a  ferry  between  Hal- 
ifax and  Liverpool  to  serve  the  Dominion;   and  the  Inter- 
colonial railway  v/as  to  be  built  as  a  link  v/ith  that,  which 
it  was.     We  should  like  to  impress  on  you  very  strongly  that 
aspect  of  the  question. 
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GOMMIbSI0F.'-;R  LOR^^Si  How  do  you  regard  the  port  of 
Churchill? 

HON.  MR.   KAIidli-iGTORi   It  is  so  far  romoved  from 
1-Iova  Scotia  tlisX  we  have  '^een  content  to  sit  ob.ck  and  see 
ho'A'  it  develops.     '.7o  find  a  very  great  deal  of  difficulty 
in  atteripting  to  harmonize  the  conflicting  views  about  it. 
If  it  is  going  to  he  e.  good  thing  ive  are  quite  satisfied  to 
see  it  go  aliead. 

LORD  A8HPIELD:  There  is  no  feeling  of  jealousy? 

HOlh   MR.  nAilRIKGToR:  None  whatever,  Lord  Ashfield. 

COMMISSION::::!  MURRAY:  Do  you  think  there  is  any 
possiRility  of  its  assisting  coal  shipments  to  the  prairies? 

HON.  MR.  HARRINGTOih    It  may  'no,  "but  coal  will  nr^t 
go  out  there  T/ithout  a  return  cargo,  and  that  presupposes 
a  grain  cargo  'back.     There  are  a  great  many  techinical 
difficulties  entering  into  it,  as  the  different  classes 
of  boots  that  carry  grain  and  carry  coal,  long  hauls  and 
short  hauls,  and  so  on;   out  if  that  could  Re  arranged  so 
that  hoats  could  carry  coal  from  Sydney  to  Churchill  and  re- 
turn v/ith  full  cargoes  ^jf  grain,  obviously  some  day  it  would 
make  a  very  satisfactory  arrangement.     But  we  in  Nova  Scotia 
have  never  formed  any  very  definite  view  ahout  the  port  of 
Churchill  ,  preferring  to  v/ait  and  see  how  it  develops. 

COMMISSIONRR  LE^MN:  A  return  cargo  of  coal  would 
take  the  olace  of  Ali>erta  coal,  which  is  seeking  a  market  in 

Central  Canada. 

HOih  MR,  HARRINGTON;  Yes,  Aloerta  is  having  our 
trouble  in  getting  markets.     We  have  been  cooperating  with 
Aloerta  for  some  years  to  secure  coal  markets  within  the 
Dominion. 
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COffillSSIONSR  LEMAN;  They  also  request  low  freight 
rates  in  order  to  he  able  to  market  their  coal. 

HON.  MH.   HAKHIIJGTOU:  Yes,  a  subvention  was  granted 
last  session  by  the  Federal  Parliament  to  assist  eastern 
coal  and  Alherta  co8-l. 

Is  there  any  particular  phase  of  the  competition 
het7/een  rail  and  motor  transportation  that  you  would  like  Mr, 
Blacl-:  to  deal  with,  Mr.  ChairrnsLn? 

LORD  A3HFIELD:  No,  I  think  what  you  had  to  say  gives 
the  proper  opening  for  the  Minister  of  Highways. 

HOH.  PhRCY  G.  BLACK(Minister  of  Highways):  Lord 
Ashfield  and  raemhers  of  the  CoMnission,  the  tendency  in  this 
province  is  similar  to  that  of  the  other  provinces  and  the 
StatP:s  as  regards  the  anjiual  increase  in  the  use  of  our  high- 
ways 07/  trucks  hauling  freight,  especially  for  the  shorter 
distances,     perhaps  we  have  not  advanced  as  rapidly  as  they 
have  in  some  other  places,  but  there  has  been  a  yearly  in- 
crease in  that  class  of  traffic.     It  has  "been  due  largely  to 
the  greater  convenience  of  highway  transportation  and  also 
to  what  has  been  looked  upon  as  excessive  charges  by  the  rail 
ways  for  the  shorter  haul  of  package  freight.     We  have  a 
number  of  motor  carrier  zones  in  this  province,  but  we  have 
not  encouraged  them  during  the  last  few  years.     We  have  only 
a  few  centres  of  population  where  motor  trucks  could  take 
advantage  of  the  zone  to  carry  regular  traffic  loads.  We 
have  six  motor  carriers  operating  in  the  province.  Under 
our  Motor  Carriers  Act  as  revised  recently  application  is 
made  to  the  Board  of  Public  Utilities,  and  after  a  hearing, 
if  a  certificate  of  convenience  and  necessity  is  granted, 
the  rates  are  established,   the  service  that  must  be  provided 
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is  also  set  out,   and  the  amount  of  insurance  to  be  carried  is 
stipulated.     Before  a  certificate  can    be  made  effective  it 
must  be  approved  by  the  Department  of  Highv/ays , 

There  have  been  so  many  motor  trucks  in  service  in 
this  province  carrying  products  from  the  individual  farmer 
and  his  neighbor  and  motor  trucks  in  the  towns  and  cities 
carrying  on  re^gular  business,  that  is^  not  advertised  hus- 
siness,  that  v/e  have  hesitated  to  encourage  the  estaolishment 
of  these  zones,   and,  generally  speaking,   in  the  province  the 
motor  truck  business  has  been  operated  very  much  as  has  the 
passenger  car  business  outside  of  these  six  zones.     There  is 
onlv  one  zone  v/e  have  established  that  is  being  operated  v/ith- 
out  competition  from  the  individual  operator:  that  is  the 
zone  from  Halifax  to  Bedford,  V/e  have  a  passenger  service 
there.     It  is  very  difficult  for  this  province  to  establish 
a  freight  carrier  zone  and  have  it  operate  so  as  to  give 
satisfaction  to  the  shipper  and  to  the  motor  carrier,  and  not 
create  too  much  dissatisfaction  on  the  part  of  the  individual 
truck  owner.     Last  year  v/e  materially  increased  the  fees 
payable  by  coram.ercial  cars;   that  is  on  a  graduated  scale  now 
up  to  |2.5Q  for  each  hundred  pounds  or  fraction  thereof  of 
the  weight  of  the  chassis  and  body  of  the  motor  truck  empty. 

LORD  ASHPISLD:  Are  you  proposing  to  submit  a  state-  , 
ment  showing  the  charges  and  regulations?  It  will  be  very 
useful  for  us  to  have  it« 

HON.  BLACiv:   I  shall  be  pleased  to  submit  such 

a  statem.ent.     The  old  schedule  in  this  province  was  |l.35 
per  hundred  pounds  on  the  chassis  only;  that  was  reduced 
10  per  cent  when  we  reduced  the  rate  payable  by  passenger 
vehicles.     IJow  the  rates  are  as  follows : 
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For  a  Coininercial  Permit,  for  each  one  hundred 
poujids  or  fractior  thoroof  7/eight  of  the  vehicle,  a 
fee  at  the  relevant  under-mentioned  rate,  v/ith  a  miniranrn 


fee  of  -.IV.OO 

TJp  to  3000  poLmds  ;|  »90 

3000  to  4000  pounds  ..o  1.00 

4000  to  5000  pounds  ...  1.25 

5000  to  6000  pounds  ...  1*50 

6000  to  7000  pounds  ...  2.00 

7000  pounds  and  over  ..o  2.50 


TTLichs  are  not  segrerjated  Into  rate  groups,  and  it 
would  take  some  time  to  get  the  information,  but  the  1930 
figures  sh(;uld  he  fairly  representative,   always  l^earing  in 
mind  that  there  is  an  inclination  to  use  lighter  trucks  now. 
These  are  the  1930  figures: 

Kate  Weight  IJumber  Percentage  of 

total 


o90 

Up  to  3000  1" 

3162 

49;^ 

1.00 

3000  to  4000 

lbs  . 

1783 

27.63^ 

1.25 

4000  to  5000 

lb  S  . 

965 

14.95^ 

1.50 

5000  to  6000 

lb  S  o 

273 

4.23fb 

2.00 

6000  to  7000 

11)  s  . 

147 

2.27;C 

2.50 

7000  to  8000 

lbs . 

123 

1.95^ 

laximum 

v/eight  of  chassi 

s  and 

load 

permitted  in 

province  is  12,000  pounds;     if  that  maximum  is  exceeded  we 
endeavour  to  chec^^'  it  up,     nf  course,   the  tendency  in  the 
last  few  years  has  b^een  very  m.aterially  to  increase  the  speed 
of  m.otor     tracks;   some  travel  almost  the  sam.e  speed  as 
passenger  cars.     Our  iV'Otor  Vehicles  Act  provides  for  a  max- 
imum speed  of  25  miles  an  hour  for  motor  trucks,   and  35  miles 
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an  hour  for  passenger  cars^   in  each  case  anything  in  excess 
being  considered  an  unreasonable  speed . 

COMMISSIOMJR  LORSS:  Must  the  vehicle  be  imder 
mechaniceJ.  control        equipped  v/ith  a  governor? 

HON.  MR»  BLACK:  No, 

OOMMISSIOWKR  LORSE :  Are  any  of  your  motor  bus 
If-nes  on  a  dividend  paying  basis? 

HON.  MR„   BJuACK:   I  have  not  definite  information.  I 
think  the  one  from  Halifax  to  Bedford  would  be  reasonably 
profitable,  but  perhaps  not  any  more  so  than  it  is  entitled 
to  be  a     In  fact  they  have  all  complained  to  our  department 
that  their  services  have  not  been  profitable.     On  the  other 
hand,  they  have  increased  their  facilities  and  are  very 
anjcious  to  continue  their  privileges, 

COMMISSIONER  LOREE:  The  Coniiiisslon  is  concernedwith 
the  future  of  the  industry.  So  far  we  have  not  foimd  that 
these  lines  are  profitable;  in  fact  v/e  have  been  told  that 
they  would  not  be  profitable  if  they  m.ade  proper  charges 
for  depreciation  of  equipment  and  so  on.     l^/hether  the  indus- 
try could  not  be  expected  to  maintain  itself  and  if  left 
alone  v-^ould  disappear  in  a  few  years,  is  one  of  the  things 
v/e  are  considering,     I  thought  perhaps  you  would  have  some 
suggestions  to  m.ake  to  us  in  this  regard, 

HON.  MR.  BLAKC:  No.     My  observation  is  that  if  the 
persons  v/ho  are  operating  the  present  services  discontinued 
them,  there  would  be  others  who  would  be  prepared  to  con- 
t  inue  t ho  s  e  se rv-l  c  e  s  . 

COMivHSSIONER  LOREE:  Experience  having  proved  it  was 
unprofitable,  i  should  think  they  would  tend  to  disappear  in 
time.     I  have  in  mind  the  inter-urban  trolleys  in  the  States 
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they  have  practlc all;--  all  disappeared. 

HO'No  Mi,  BLACK:  The  individual  operator  of  a  motor 
commercial  car  does  not  figure  his  deprccig tion  in  the  same 
way  as  a  large  concern  must.     My  observation  is  that  there 
will  al\7a3rE  be  soiieone  prepared  to  carry  on  the  service, 
irrespective  of  v/hethor  he  gets  the  profits  he  should  be  en- 
titled to^  putting  them  on  a  fair  basis. 
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GOMvlISSIOMER  LOREE:     I  think  we  must  all  recognize 
that  it  is  an  attractive  business  and  very  tempting  to  a 
man  with  limited  capital,  but  after  all,  experience  is  a 
costly  teacher.      We  have  been  wondering  whether  we  can 
look  forward  to  a  continuance  of  this  service. 

HON.  i'.iR.  HARRINGTON;     The  business  is  not  quite  old 
enough  in  Nova  Scotia  to  enable  us  to  reach  any  definite 
decision  on  that  point,  Mr.  Loree ,      The  fact  is,  as  Mr, 
Black  says,  that  up  to  the  present  there  has  been  great 
competition  for  the  franchises. 

C0I#5ISSI0NER  WEBSTER:     \Mh&.t  do  you  charge  the  motor 

truck  now,  apart  from  the  license  fee? 

HOWn  MR.  BLiVCK;     The  motor  carriers  we  charge  |10 
as  a  special  license  per  year  per  vehicle,  ahd  we  also 
collect  2  per  cent  of  the  gross  revenue. 

COMiilSSIONER  WEBSTER?     How  do  you  get  the  gross 

revenue  ? 

HON.  IVH.  BLACK:    We  have  to  accept  the  statements 
of  the  motor  carriers, 

COMMISSIONER  WEBSTER:     You  take  the  sworn  return? 

HON,  IvlR.  BLACK:     Yes,  subject  to  audit. 

GOmaSSIONER  WEBSTER:     How  do  you  work  it  out,  say 
on  the  largest  size  motor  truck? 

HON,  IvIR.  BLP.CK:     I  could  not  give  you  that.  Several 
vehicles  are  used  in  the  service  between  Halifax  and  Bed- 
ford, a  distance  of  about  eight  or  ten  miles,  which  is  the 
main  motor  carrier  zone  and  is  subject  to  the  heaviest 
traffic.      But  our  departm.ent  does  not  get  individual  re- 
turns from  each  vehicle. 

COMISSIONER  WEBSTER:     Can  you  estimate  that?  A 
very  interesting  statement  was  presented  to  us  in  the  west 
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setting  forth  the  charges  made  in  respect  of  motor  trucks 
in  various  states  of  the  union.       In  some  instances  the 
charge  imposed  hy  the  state  for  a  single  truck  was  more  than 
^1^2, 000^  and  there  were  others  in  lesser  amounts. 

LORD  ASHFIELDs     In  connection  v/ith  the  point  raised 
cy  Doctor  Webster  it  raight  be  int foresting  if  Mr.  Black  could 
tell  us  on  what  basis  the  charges  for  licenses  are  made, 
HaB  it  any  relation  to 'the  maintenance  of  the  roads^  having 
regard  to  the  effect  of  the  vehicles  upon  them?        Are  the 
regulations  the  result  of  discussion  and  cooperation  with 
the  other  provinces? 

HON.  m.  HARRINGTON?     Generally  speaking  the  charge 
is  in  conformity  with  that  imposed  b:^  the  other  provinces, 
so  far  as  that  is  possible.       There  may  be  some  variation, 
but  I  think  we  are  fairly  well  in  line  with  both  New  Bruns- 
v/ick  and  Quebec  in  that  respect. 

C0MMS3I0NER  \fiEBSTSR;     What  would  that  amount  to  in 
the  case  of  the  largest  truck? 

HON.  MB,  HARRINGTON;     It  is  ^p2.50  a  hundredweight 
when  it  gets  over     7,000  pounds. 

HON,  MR.  BLACK:     The  maxim.um  would  be  fl75. 

HON.  MR,  HAl^RINGTON;     A  fairly  heavy  tax, 

COMMISSIONER  LOREE ;     Does  that  apply  to  common 
carriers  only,  or  contract  carriers,   or  individual  carriers? 

HOK»  MR.  BLACKS     That  applies  to  all  trucks,  and 
there  would  be  an  aduitional  fee  payable  by  the  miotor 
carriers  in  respect  of  motor  carrier  zones        flO  per 
vehicle^  plus  2  per  cent  of the  gross  receipts. 

COMJ^HSSIONER  LOREE;     I  think  it  is  recognized  that 
in  the  United  States  generally  the  common  carrier  truck 
does  not  constitute  over  six  per  cent  of  the  total  number; 
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there  are  about  as  many  contract  trucks,  and  about  88  per 
cent  vi^ruld  be  private  trucks.  So  that  it  is  very  diffi- 
cult to  handle  from  the  co-inon  carrier  point  of  view. 

HOi^i ,  }J[R.  HARj^NGTOM :     Tlie  revenue  received  by  the 
department  from  this  special  tax  may  indicate  tlie  trend. 

HON.  MR,  TiLACK:     For  the  six  motor  carrier  zones  in 
the  province,  the  receipts  of  the  department  from  the  charge 
of  2  per  cent  of  the  gross  revenues  amounted  in  1920  to 
|l,977»65;   1929,  ^^2, 266, 65;  1930,  ^h|1,956.55;   and  1931, 
|il ,  ^iGO  • 

COIMISSIOWEK  WEBSTER:     Is  that  all  you  get  from  all 
the  operations? 

HON,  yB.  HARRINGTON :     That  is  the  tax  on  their 

gross  receipts. 

0  0 mi SSI ONER  L^REE:     On  |10C,000  worth  of  revenue. 

COMMISSIONER  WEBSTER s     May  I  ask  you,  Mr.  Black, 
a  practical  question?        My  observation  of  motor  truck 
operations  between  Moncton  and  Shediac  is  that  in  the  spring 
and  fall  when  the  rains  are  heavy,  the  running  of  motor 
trucks  over  our  gravel  roads  result  in  very  severe  damage 
to  them..       Is  that  your  experience? 

HON.  MR.  BL/ICK;     Yes.       Up  to  the  last  two  years  we 
closed  our  roads  entirely  to  motor  traffic  of  all  kinds 
from  about  the  miiddle  of  March        the  act  said  the  first  of 
March  until  the  mAddle  of  May.       During  the  last  two  years 
we  have  allowed  the  cars  to  ooeratej  we  find  there  will  be 
bad  spots  developed  in  the  road  here  and  there  and  the 
travel  is  automatically  stopped. 

GOMHISblONER  vVEBSTER :       Last  summer  we  had  three 
or  four  days  'continuous  rain  and  the  ruts  in  the  road 
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caused  by  heavy  motor  traffic  resulted  in  a  very  serious 
condition  —  all  cine  to  motor  trucks.       I  think  the  feeling 
is  pretty  general  that  tViey  ought  to  pay  more  than  t!:ey  are 
paying  to  the  provinces « 

EON-       »  BLACK?     It  has  heen  our  experience  that 
the  heavy  trucks  have  done  far  more  damage  to  our  highways 
than  the  other  traffic. 

LOl-O  ASHSlELDs     Could  you  tell  U3  what  income  the 
province  receives  from  all  licenses        private  cars,  trucks, 
and  coaches? 

HON,  JdH«  BLaCK:     The  revenue  in  1931  from  motor 

vehicle  registration  v^as  .|1, 189, 424.       The  gasoline  revenue 
was  {[$873, 000.       Th.e  tax  on  gasoline  used  hy  motor  vehicles 
is  at  the  rate  of  5  cents  p^r  gallon, 

COMMISSIONER  LOnEE :     The  feeling  has  heen  growing 
in  my  mind  that  the  whole  matter  is  one  of  police  regulation 
and  the  use  of  tlie  highway.        \¥e  are  killing  one  hundred 
people  a  day  in  the  United  States  on  the  highways.  These 
cars  run  at  an  excessive  speed;   they  are  very  bulky,  and 
m.uch  damage  is  done  to  the  highways  by  their  use.         In  the 
United  States  we  are  coming  to  believe  that  we  will  have  to 
use  mechanical  regulators  to  control  speed,  and  enforce 
very  rigid  rules  with  regard  to  weight,  and  so  on.         It  is 
really  a  police  question  rather  than  a  transportation  ques- 
tion » 

HON.  Mi,  HARRIi^lGTON:     I  think  that  is  the  general 
impression  here,  although  I  would  not  say  it  was  exclusively 
a  police  question,  because  competition  certainly  does  enter 
into  the  matter  as  between  motor  transport  and  the  railways. 
But  we  have  the  sa.rae  thing  occurring;  trucks  are  growing 
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larger        in  some  cases  they  are  virtually  houses  on  wheels; 
and  they  are  a  potential  cause  o.f  accidents,  there  is  no 
question  about  that.       1  think  his  lordship  had  in  mind  the 
question  v/hether  ttiere  ¥/as  any  scientific  basis  for  these 
tax'='s.       Perhaps  the  nearest  we  can  t;et  to  it  is  to  say  that 
it  is  a  matter  of  mexs^  —  the  weight  of  the  vehicle  pro^ 
ceeding  on  the  highway'.       Theoretically,  the  greater  the 
weight  the  greater  the  destruction,  plus  the  speed,  of 
course.        There  is  no  question  that  it  is  not  scientific  — 
we  have  these  new  speed  waggons  that  carry  from  three  to 
five  tons  of  freight,  travelling  at  from  thirty-five  to 
forty-five  miles  an  hour  along  the  highway,  and  our  bridges 
are  beginning  to  go,  as  a  start,   requiring  alraost  coraolete 
reconstruction  of  the  bridges  throughout  the  province « 
LOhD  ASflFIELD:     I  had  particularly  in  mind  the 
question  whether  these  road  vehicles  are  taxed  with  a  view 
to  penalizing  thera  where  tbey  are  in  competition  with  the 
railways;  whether  in  part  at  least  tJie  purioose  of  the  tax  is 
tn  restrict  their  activities  so  that  they  do  not  unduly 
trespass  upon  the  service  which  the  railway  company  itself 
should  give. 

HON.  IvIK,  HARRINGTON;     There  is  no  element  of  that  in 
Nova  Scotia,  with  the  possible  exception  of  the  power  exer- 
cised by  the  Public  Utilities  Board. 

LORD  ASHl'TELD;     A  certificate  of  public  necessity? 

HON.  m.  HARRINGTONS     That  is  all» 

HON»  im.  BLACK:     I  think  to  some  extent  the  increased 
fees  on  the  heavier  trucks  has  reduced  the  number  of  heavy 
trucks  purchased  during  the  last  year  as  comparea  with  pre- 
vious  years. 
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EONo  IvIR.  H/iRRINGTON:     Doubtless  it  would;  if  v/e 
raised  the  foes  higher  it  would  have  the  effect  of  further 
restriction.         I  think  vmat  his  lordship  wanted  to  know^ 
]2ow«ver,  was  whether  the  fees  v;ere  established  with  any  re- 
gard  to  the  matter  of  aompetitiono      Really  they  are  not;  the 
fees  are  the  same  where  the  competition  exists  or  where  it 
does  not  exist. 

COM'ilSSIONER  LOREE:     Are  these  vehicles  required  to 

carry  insurance  for  the  protection  of  passengers  from  acci- 
dent? 

HON,  MR.  ilARRINGTON:     Only  the  ones  that  are  licensed 
under  the  Public  Utilities  Act, 

WiiD  ASHFIELD:     Then  there  was  the  other  question, 
as  to  whether  the  regulations  are  the  r-esult  of  consultation 
or  agreement  with  the  other  provinces. 

HON.  MR.  BLACK:     We  have  studied  the  schedules  in 
the  other  provinces,  and  adopted  ours  after  studying  and 
considering  theirs.        Our  fees  were  revised  last  year. 

LORD  k^iuPTZUU     I  think  it  has  been  suggested  that 
some  advantage  maght  result  if  these  regulations  were  codi- 
fied or  standardized  so  as  to  secure  uniform.ity  throughout 
the  provinces.      V/nuld  that  suggestion  have  the  support  of 
your  Govermient? 

HON«  m.  HARRINGTON:     We  would  certainly  be  prepared 
to  sit  in  and  censider  the  m.atter  with  the  other  provinces. 
We  would  be  only  too  glad  to  do  that. 

LORD  ASHFIELD i     I  understand  the  statistics  show 
that  one  in  every  eight  persons  in  the  Dominion  owns  a 
private  car.      W->uld  that  figure  apply  to  this  province? 

HOWe  ?>5R.  BLiiCK;     No^  we  are  not  up  to  the  Canadian 
verao-e*      In  193r  I  believe  we  had  only  one  in  twelve. 


a 


i 


~  1046  ^  Hon»  Mr,  Harrington 

Hon.  Mr.  Black 

LORD  ASHPISLD:     At  any  rate  you  are  much  better  off 
than  the  Mother  Country  where  they  have  one  in  forty. 

HON.  IvlR.  HAKRItiGTON;     Better  off,  or  worse  off? 

LORD  ASHFIELD;     Of  course  I  am  not  denying  the  ad- 
vantages of  the  motor  car. 

GOIVMISSIOi^JER  LEivlANt     Do  you  rnake  any  classification 
of  the  sources  of  your  gasoline  tax,  whether  from  pleasure 
cars  or  othervvise^   or  is  it  just  a  bulk  sura? 

HONc  MR.  HARRINGTON!     Wo j  the  returns  to  the  pro- 
vincial treasurer-  are  made  direct  from  the  producers  of 
gasoline,  or  the  wholesalers. 

GOJMISSIO^rER  WEBSTER;     is  gasoline  for  use  by  fisher- 
men free  of  tax? 

HON,  MR,  H'\RRINGTON;  Yes. 

COM'illSS TONER  '/yEBSTER:     How  do  you  prevent  them  from 
selling  to  local  people  out  of  the  tanks  they  buy? 

HON,  HARRINGTON i     Onl^^  by  making  it  an  offence 

if  they  are  caught o 

COM  IS  SIGNER  V^/EBSTERt     I  understand  that  up  on  the 
north  shore  there  is  a  great  deal  of  that  done. 

HON.  HARRINGTON:     Of  course  that  is  one  great 

difficulty  with  the  high  tax  —  the  higher  the  tax,  the 
greater  the  tendency  to  illegal  traffic  or  bootlegging* 
But  to  tell  the  truth,   I  do  not  think  we  have  very  much  of 
that . 

HON,  I'M,  BLACK;     We  have  our  own  officers;  and  we 
have  the  wholesale  vendors  of  gasoline  on  our  side,  because 
any  gasoline  that  is  sold  without  the  paym^ont  of  tax  comes 
in  competition  with  their  regular  business.      So  that  they 
give  us  all  the  assistance  they  can,  and  they  fairly  quickly 
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detect  any  underselling  of  gasoline.     I  think  up  to  the 
present  v/e  have  hoen  fairly  free  from  anything  of  that  kind, 
except  possibly  in  some  of  the  fishing  villages. 

COMVIIS SIGNER  WSBSTSR :     We  have  had  presented  to  us 
a  picture  of  the  Canadian  National  railway  as  it  exists  in 
the  Atlantic  division.      The  story  of  branch  lines  is  a 
pretty  serious  one^  and  I  wonder  if  it  would  be  fair  to  ask 
for  an  expression  of  your  opinion  as  to  the  possibility  of 
relieving  the  situation  in  future  by  a  discontinuance  of  some 
of  these  lines  in  Nova  Scotia,  or  a  permanent  reduction  in 
services,       Vtfe  are  informed  that  from  the  standpoint  of 
economics  they  are  in  a  hopeless  position,        ^Ih±le  ¥;e  were 
out  west  I  remember  Mr,  Loree  asking  whether  it  might  be 
possible  to  satisfy  the  demands  of  the  people  by  highway 
traffic,   thus  enabling  the  railways  to  withdraw  or  reduce 
services.       It  is  such  a  serious  problem  from  the  national 
standpoint  that  I  think  it  ought  to  be  very  carefully  con- 
sidered.       We  knov/  of  course  the  political  complexity  of 
the  miitter.      As  regards  Nova  Scotia  you  are  in  a  position 

to  give  a  frank  opinion.  Someone  mentioned  in  that  con- 
nection the  cross  line  from  Digby  down  to  the  south  shore 
line 

HON.  m,  HiiRRINGTON;     Middleton  to  Bridgewater. 

GOivyiSSIONER  y\EBSTSR;     Then  we  have  had  a  very 
frank  statement  in  regard  to  this  new  line  which  is  being 
built  to  Guysboroughp  on  which  work  has  been  tero.porarily 
abandoned        running  through  a  hopeless  territory,  which 
can  never  provide  traffic,  and  getting  not  very  much  at 
either  end.      Would  it  be  fair  to  ask  for  a  frarl^,  honest 
statement,  regardless  of  political  considerations,   on  this 
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very  important  matter? 

HON.  m,  imRRINGTON:  Of  course^,  Doctor  Weloster, 
in  the  province  of  Nova  Scotia  we  have  not  very  many  branch 
lines;  all  told  they  would  not  amount  to  vory  much,  I 
should  say  that  from  the  point  of  viev/  of  the  general  rail- 
way system  they  could  scarcely  be  regarded  as  a  fly  in  the 
ointment.  The  Guysborough  line  has  never  cjme  into  opera~ 
tion;  v^/hatever  is  there  is  merely  a  capital  charge  so  far, 

CQlMISSIONER  WEBSTER:     Do  you  think  it  should? 

HON.  HAR.RINGTON?     The  best  1  have  to  say  as  to 

that  is  that  I  think  the  situation  should  be  thoroughly 
examinedi  v\fith  a  view  to  seeing,  v/hether  there  is  any  hope 
of  its  being  reasonably  profitable,  or  whether  there  are 
other  considerations  applicable  to  transportation  systems 
that  justify  the  operation  of  a  road  even  though  it  does 
not  quite  carry  its  own  weight.       Take,  for  instance,  the 
one  in  Inverness;  it  may  not  quite  carry  its  own  weight, 
but  there  is  a  community  in  that  whole  county  of  25^000 
people,  a.nd  unless  you  are  going  to  abandon  them  to  isolation 
they  must  ha.ve  some  consideration. 

GOMIS3I0NER  WEBSIT^R ;     mat  about  that  cross  line 
I  referred  to? 

HON,  MR,  HARRINGTON  J     That  is  from  Middle ton  to 
Bridgev^^ater        Mr,  Goucher  kncws  about  that, 

HON.  IvIR.  GOUCHER:     That  service ^  Doctor  Webster, 
was  established  thirty  or  forty  years  ago.       It  is  simply 
a  daily  service  now  between  Bridgewater  and  Middleton,  with 
an  auxiliary  service  from  Bridgewater  into  Lunenburg;  but 
the  daily  service  on  that  line  extends  between  Bridgewater 
and  Middleton  —  just  one  train  a  day.       I  presume  if  the 
matter  v/as  investigated  pretty  thoroughly  the  existence  of 
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the  service  and  its  usefulness  woulci  be  well  justified^  k 
good  deal  of  the  traffic  that  was  formerly  carried  hj  that 
railway  is  now  non-existent;   I  am  thinking  of  the  lumber 
traffic,  long  lumber.     Of  course  it  has  been  taken  care  of 
to  some  extent  by  pulpwood,  which  has  been  moved  in  quite 
large  quantities  towards  the  Mersey  rnAll,  and  also  into 
Bridgewater  for  export  purposes,        The  Davidson  Lumber 
Company  wer^  operating  there,  at  Springfield,   for  som.e 
t'wenty  or  twenty-five  years,   and  supplied  a  great  deal  of 
freight  for  that  railway.       The  passenger  service  is  of 
course  worth  v/hile  j  any  curtailment  in  that  respect  would 
be  more  or  less   serious.         I  am  frank  to  tell  you  that  at 

the  present  time  there  is  a  very  fine  highv/ay  extending 
between  Middleton  and  Bridgewater;  within  the  last  few 
years  the  road  has  been  reconstructed  so  that  there  is  fine 
provision  for  motorists  proceeding  across  country  from 

Middleton  to  Lunenburg <,       I  may  say  for  the  benefit  of  the 

Gomnission  that  Middleton  is  about  the  centre  of  the  Anna- 
polis valley. 

COMMISSIONER  LORES s     How  about  the  lin^  from  Halifax 
south  along  the  Atlantic  coast  to  Yarmouth? 

HON  a  MR.  GOUCHER  J     Vvhat  I  have  said  in  connection 
with  the  passenger  service  on  the  other  line  is  applicable 
to  this  line.      Since  this  railway  was  built  the  highways 
have  been  reconstructed  from  Halifax  to  Yarmouth,   so  that 
the  conveniences  for  travel  have  been  verj  much  improved 
during  the  last  few  years  through  the  improvement  of  high- 
ways, 

COMISSIONER  WEBSTER  s     Could  the  highway  buses, 
motor  trucks  and  so  on  --  serve  the  needs  of  the  link  be- 
tween Middleton  and  Lunenburg  except  in  the  three  months 
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of  vtfinter? 

HON,  fclR,  GO u CHER ;     I  presume  the  passenger  service 
c:)ulcl  be  fairly  well  tak^n  care  of^  but  the  question  of 
freight  would  alv^ays  be  a  consideration.      E-ven  to-day ^  of  . 
course,  the  trucks  are  moving  a  great  deal  of  the  pulpwood 
everywhere  in  the  country,       Pulpwood  has  to  be  moved  quite 
a  long  distance  to  get  to  the  railwaysy  and  to-day  it  is 
largely  moved  by  trucks.       Unfortunately  a  great  deal  of 
the  pulpwood  is  moved  v/hen  the  weather  is  worst  and  the  high- 
way suffers  the  most        rainy  weather  in  the  late  spring  and 
in  the  fall  of  the  year.       I  do  not  know  that  shippers  study 
to  do  that  kind  of  thing,  but  it  is  a  conicion  occurrence. 

COMVIISSIONER  WEBSTER s     Viith  regard  to  the  Guysborough 
railway,   suppose  this  Commission  Virerft  to  advise  in  their 
report  the.t  it  bo  torn  up  and  what  is  left  bo  not  completed, 
would  you  as  a  government  damn  us  severely?        V/ould  you 
think  it  a  great  evil? 

HON.  IvIR.  BLACK:     If  in  the  first  instance  you  could 
have  given  us  half  the  money  that  that  railway  cost  and  had 
it  applied  towards  the  im.provement  of  highways,  the  people 
would  have  been  served  very  much  better  than  they  are  being 
served  now  as  regards  transportation  requirements, 

COmilS SIGNER  '^JSBSTER:     They  would  have  been  satis- 
fied? 

HON.  Ifflc  BLACK:     Well,  taking  the  whole  of  that 
section  of  the  province,  and  speaking  from  my  own  view 

COmaSSIONER  WEBSTER:     I  understand  the  length  of 
the  line  would  ba  about  sixty  mAles;  how  much  of  that  is 
built? 

HON.  MR.  DOULL?     Ninety  per  cent  of  the  grading 
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is  done,  and  about  27  per  cent  of  the  rails  are  laid.  There 
is  no  ballastitig  done, 

GOMtfilSSIONER  WEBSTER;     Have  you  any  suggestion  as  to 
what  freight  traffic  can  be  obtained  on  it?       Is  there  any 
wood? 

HOIK  }'IR.  BLACK:     Oh  yes;   it  goes  through  a  section  ~- 
GOMISSIONEI-^  'WEBSTER:     Not  important,  though? 
HON.  BLACK;     There  is  quite  an  area  of  v/oodland. 

HON,  m.  DOULL:  A  great  deal  of  it  without  water, 
you  know , 

HON.  }Mo  HARRINGTON:  It  does  not  serve  the  timber 
land.     The  timber     is  driven  on  the  rivers. 

GOMVlIS SIGNER  WEBSTER:  About  how  many  people  would 
there  be  along  the  line  of  the  railway,  including  the  ter- 
minals? 

LORD  ASHFIELD:  I  think  what  Doctor  Webster  has  in 
mind  is  the  purpose  that  this  railway  was  intended  t^  serve. 

HON,  MR.  DOJLL:     There  is  not  much  purpose  in  leav- 
ing it  where  it  is,   at  the  top  of  a  hill,  and  not  even  into 

Guysbo rough  town. 

HON.  MR.  HARRINGTON?     It  was   just  that  commxunity  of 
Guysborough,  which  is  essentially  a  fishing  community. 

GOl/MISSIONER  VJEBSTER:     Vihat  is  the  population  of 
Guysbornugh? 

HON.  m.  HARRINGTON:     There  are  only  about  14,000 
people  in  the  whole  county.       I  do  not  know  what  that  sec- 
tion would  be . 

COMMISSIONER  WEBSTER:     Would  Guysborough  town  be 

fifteen  hundred? 

HON.  MFU  iiARRINGTON  :     I  doubt  it.      But  the  Guys- 
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borough  railway  v/as  designed  before  lilijlcivia-j  transportation 
was  developed,  and  their  complaint  vms  that  they  were  shut 
off  from  the  rest  of  the  world »        l^Jhile  they  are  a  small 
coKraunity,  they  have  access  to  a  large  fishing  area  all  along 
the  coast,  and  they  wanted  some  outlet.       Tbiat  is  what  start- 
ed the  agitation  for  the  Guysborough  railroad,  and  it  carried 
through  and  beyond  the  period  when  highway  development  was 
fairly  well  ahead, 

GOiMiS SIGNER  WEBSTER:     Suppose  we  recojniaendod  that 
tliat  line  be  abandoneo.  as  a  railway  and  that  the  right  of 
way  be  turned  over  to  you  for  a  highway,  you  could  do  some- 
thing with  it,  couldn't  you? 

HON  o  MR.  BLACK  J     That  would  have  to  be  studied^, 
Doctor  Webster*       I  fear  the  cuts  would  be  too  narrow  and 
the  embankment  would  have  to  be  flattened  down.  Perhaps 
certain  sections  of  it  could  be  used, 

COmiSSIOMER  WEBSTER:     Is  there  no  road  now? 

HONo  MR»  BIACK;     There  is  a  road  which  parallels  it 
pretty  well  from  Melrose  to  Guysborough. 

G0MViISSI0E3R  WEBSTER;     I  mean,  what  is  the  Guys- 
borough  outlet  now  --a  highway  outlet? 

HON.  MR.  BLACKS     The  main  road  goes  fro-i  Guysborough 
town  up  to  Monastery  and  connects  with  our  Sydney  highway, 
road  Mo,  4  to  Sydney* 

GOIMISSIONER  yVEBSTER;     Is  that  road  in  good  con- 
dition? 

HON.  m,  HAR.r:raGTOM:  Yes, 

G0MMIS3I0I®R  WEBSTER:      Would  the  Guysborough  people 
be  satisfied  with  the  present  highway  link? 

HON»  MR.  HARRINGTON:     In  lieu  of  a  railroad? 
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COMISSIONER  >i/EBSTEH:  Yes. 

HON,  m.  HARRINGTON  J     I  do  not  think  so.  Doctor. 

GOBiMISSIONER  WEBSTER;     Would  they  make  serious  ob~ 
lection,  do  7/ou  think?      Of  course  we  would  recomiriend  it;  you 
would  not  have  anything  to  do  with  it » 

HON,  ySi.  BLACK;     We  have  improved  certain  sections  of 
the  road  from  Guysborough  direct  to  New  Glasgow  and  over  to 
Caledonia , 

♦ 

GOMVUSSIONER  Vi/EBSTER;     Shediac  is  a  more  important 
place  than  Guysborough,  yet  no  sane  man  would  think  of  pro- 
pjsing  a  road  sixty  miles  long  to  connect  Shediac  with  St. 
John  or  Halifax  or  anywhere  else;   it  would  be  an  absolutely 
unsound  proposition, 

HON.  ivIRo  HARRINGTON;     I  think  your  statem.ent  as  it 
stands  is  quite  correct,  Doctor. 

COMMISSIONER  LORES;     In  making  your  highway,  what 
width  do  you  give  the  surface? 

HON.  m.  BLACK:     T^venty  feet  between  the  shoulders  is 
the  narrowest  road.      Our  improved  tru.ik  highways^  trans- 
Canada  sections,  are  thirty  to  thirty-three  feet  between  the 
shoulders,  m^aking  provision  for  a  tv¥enty-foot  pavement, 

COmilSSIONER  LOREE:     I  suppose  the  grade  on  that 
railway  allows  for  nineteen  feetc 

HON*  MR.  BLACK;     I  am  not  famAliar  with  the  width, 

COMISS  lONEH  LOREE;     I  was  wondering  whether  that 
width  would  serve  for  the  character  of  traffic  it  would  carry. 

HONo  BLACK;     There  is  also  the  question  of 

bridges;   I  fear  the  bridges  would  be  too  narrow  for  two  lines 
of  traffic.      You  might  get  one  over, 

COHMISSIOHKH  WEBSTER:     Many  of  your  bridges  are  too 
narrow  now  in  Nova  Scotia,   so  that  you  would  be  nr  worse  off. 


i 
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HON,  M.  BLACK  J     V/herever  we  rebyiild,  we  widen  our 

bridges  to  take  two  or  three  lines  of  traffic.       We  aim  at 
twenty-four  foot  roadway  on  our  bridges  now^ 

COMMISSIONER  WEBSTSRj     You  see  the  point;  we  have  to 
consider  all  these  matters  in  every  part  of  Canada,  and  if 
we  can  get  an  intelligent,  conscientious  and  frank  expression 
of  opinion  from  the  provinces ,  especially  from  the  govern- 
ments,   it  will  go  a  long  way  towards  helping  us  when  we  come 
to  the  final  stages  of  this  analysis » 

HON.  MR.  mRRINGTON?     With  regard  to  the  Guysborough 
railroad,  it  is  a  great  deal  less  disturbing  not  to  start  a 
service  than  to  discontinue  one  that  is  already  started. 
That  is  just  a  piece  of  philosophy  which  may  be  of  some  usej 
I  tender  it  for  what  it  is  worth, 

GOI/GMISSIONER  MURRAY:     May  I  revert  to  the  question  of 
the  diversion  of  grain  over  the  National  Transcontinental  to 
the  Canadian  Atlantic  ports?      I  do  not  think  there  is  any- 
one in  Canada  who  would  not  be  delighted  to  see  it  done.  It 
looks  as  if  the  Orow's  Nest  Pass  rates  barely  cover  the  actual 
cost  of  transportation.       If  you  get  a  reduction  of  rates  that 
would  make  it  possible  for  grain  to  come  this  way,   it  is  pro- 
bable —  I  am  only  expressing  a  personal  opinion  ~-  that  it 
would  result  in  a  definite  loss  for  every  shipment.  The 
question  arises,  then;  would  it  be  possible  or  desirable  to 
have  some  form,  of  subsidy  from  the  treasury  for  the  definite 
purpose  of  bringing  the  grain  here.       Perhaps  I  should  not 
ask  you  this  question,  but  the  problem  before  the  country 
and  the  railv/ays  at  present  is  to  make  things  pay„  and  a 
proposal  like  this  gets  beyond  the  margin  between  safety  and 
danger,, 

HON.  MR.  HARRINGTON;     I  quite  appreciate  what  you 
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iiave  in  mind.  Doctor  Murray .       It  is  possiole  that  p.  rate 
that  v^fould  "be  sufficiently  attractive  to  induce  shippers  to 
utilize  the  port  of  iialifax  instead  of  New  York  or  Baltimore 
or  other  United  States  Atlantic  ports  might  not,  under  the 
railway's  strict  system,  of  accounting,   show  a  profit.  But 
you  know  the  situation  that  developed  was  this;  from_  the 
head  of  the  lakes  to  the  port  of  Quebec  there  was  a  grain 
rate  —  my  figures  are  probably  not  quite  accurate,  but 

they  are  approximately  so        of  34  cents.       Then  there  was 
a  differential  Isetween  Quebec  and  Halifax  of  one  cent,  mak- 
ing 35.       No  grain  to  speak  of  ever  m-oved  under  either  rate. 
Then  Quebec  m.ade  an  application  to  the  Board  of  Railway 
Gomjiiissioners  for  a  reduction,  andi  that  rate  froFi  the  head 
of  the  lakes  to  Quebec  was  cut  to  18  cents.      Halifax  made 
the  contention  that  the  same  differential  should  hold  on 
their  grain        one  cent  more,  but  that  was  rejected  by  the 

Board  of  Railway  Commissioners o       It  is  now  before  the 
Governor  in  Council  at  Ottawa  on  appeal^  and  is  coming  up 
this  weeke      Whether  or  not  it  would  immediately  show  a 
profit  in  that  one  transsiction  is  very  difficult  to  say. 
But  none  of  the  transportation  systems ^   so  far  as  I  know, 
have  ever  insisted  that  any  one  particular  venture  ghould 
show  a  return  so  long  as  it  led  to  general  traffic  on  the 
road  and  built  up  the  parts  of  the  country  in  which  it  ope rat- 
ed;   otherwise  there  is  no  explanation  whatever  for  the  crop 
of  hotels  that  has  arisen  throughout  this  land  from  one  end 
of  it  to  the  other.      Apparently  the  important  thing  is  to 
get  traffic  flowing,  and  if  it  flows  other  things  will 
follow o       1  would  think  that  that  would  not  essentially  be 
the  deciding  point;  but  also  there  was, a  proposal  made  by 
Mr.  Meighen  seme  years  ago        unfortunately  I  cannot  remember 
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his  exact  words;  they  were  very  apt --hut  his  idea  was  that 
Canada  being  a  far-flung  country^  the  transportation  systems 
should  he  so  handled  as  to  bring  the  ends  in  more  tcv/ards 
the  centre,  instead  of  making  thera  carry  the  whole  burden  of 
the  vast  distances  that  have  to  be  covered,       I  think  that  is 
quite  to  the  point  so  far  as  the  Dominion  is  concerned, 

COM/ilSSIONER  WEBSTER:     The  possibilities  of  the 
Economic  Conference  may  open  up  a  new  situation.     If  there 
is  to  be  a  quota  system,  will  that  not  mean  a  more  constant 
flow  of  wheat  to  England  from  Canada,  which  might  lead  to  a 
justifiable  diversion  from  the  American  ports?  Provided 
the  rates  can  be  arranged  on  the  railways,  might  there  not 
be  henceforth  a  flov/  in  the  winter  months  from  St.  John  and 
Halifax  which  has  been  impossible  in  the  past  ovvring  to  the 
conditions  which  his  lordship  has  pointed  out  as  having  ex- 
isted in  New  York;  where  shipments  depend  upon  the  orice  of 
the  day  and  the  demand  for  the  miOm.ent  in  England? 

HON.  MR.  HARRIIICtTOK;     Yes,   1  think  you  are  quite 

right  in  that, 

COmHSSIOKER  VffiBSTER;     Wruld  it  not  be  a  good  thing 
for  you  to  keep  a  close  watch  on  developments  at  the  Econc~ 
mic  Conference?      If  there  is  to  be  a  quota  system,  would 
it  not  be  the  psychological  moment  to  strike  for  develop- 
ment along  the  lines  which  you  have  been  hoping  for? 

HON.  HiVRiUFOTOii :     I  think  probably  that  is  so. 

Of  course  one  must  be  a  good  citizen  of  his  own  country  be- 
fore he  hopes  to  be  of  much  use  as  a  citizen  of  the  world. 
Anything  I  say  in  this  connection  should  not  be  taken  as 
derogatory  of  our  good  neighbours  to  the   south,  for  whom  we 
in  Nova  Scotia  have  a  very  great  deal  of  admiration  and  with 
whom  we  are  in  close  association.      Within  the  last  few  weeks 
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I  have  "been  in  the  New  England  States^  and  it  is  said  that 
there  are  more  maritime  people  in  those  states  than  there  are 
in  the  maritimeso       oo  it  is  not  that;  but  I  feel  that  to 

carry  our  load  in  world      fairs  we  must  try  to  put  ourselves 
in  a  sound  position.       If  the  Economic  Conference  produces 

anything  it  certainly  will  produce  an  increased  flow  of 
empire  goods  between  empire  ports,  and  that  is  the  point  that 

I  think  should  be  kept  in  mind  —  have  the  east  and  v^est  flow 
facilitated,  and  transportation  systems  built  or  constructed 
or  reconstructed  with  that  in  mind.       There  is  nothing  hos- 
tile in  my  attitude  towards  the  very  best  neighbours  we 
could  ever  have;   I  do  not  mean  that  at  all,  but  I  do  believe 
a  ir:an  should  be  physically  strong  himself  before  he  starts 
to  lend  physical  aid  to  other  people;  and  the  same  with 

nations        it  is  our  business  to  build  up  ourselves  before 
we  can  be  of  much  use  t'-^  others.      We  will  watch  the  develop- 
ments of  the  Economic  Conference,  of  course,  but  if  it  is  to 
be  successful,  having  in  mind  the  purpose  for  which  it  is 
called,  it  is  bound  to  result  in  increased  flow  to  the 
empire,  and  this  port  of  Halifax  must  carry  a  further  load. 

COMMISSIONER  I£}/IAN;     Have  you  given  any  thought  to 
the  economic  aspects  of  the  questions  that  any  business,  for 
instance,   that  is  carried  by  the  railways  at  a  loss  which 
is  assumed  by  the  Governraent  must  result  in  additional  taxa- 
tion?     To  you  concede  that  taxation  could  reach  such  pro- 
portions as  to  stifle  trade  and  the  development  of  business 
to  such  an  extent  that  it  might  also  affect  the  provinces 
by  drying  up  their  sources  of  taxation? 

HON.  FiR.  HARRINGTON:     Yes,   there  is  no  doubt  of 
wbJit  you  say;  that  beyond  a  certain  stage  —  and  I  am  not 
sure  the  Dominion  treasury  is  not  pretty  nearly  at  that 
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stage  now        the  burden  of  a  country's  transportation  system 
becomes  a  very  heavy  drain.       That  is  something  that  undoubt- 
edly should  be  avoided;  but  there  is  just  this  point  the 
public  at  large,  as  you  know,   invariably  have  to  pay  for 
certain  utilities,  perhaps  non-productive,   such  as  police 
services,   sewers,  and  so  on.       These  they  are  made  to  pay  for 
through  taxes  of  one  kind  or  another.     Transportation  might  ' 
be  put  in  that  class  to  a  certain  extent^   that  is  to  say, 
v/hile  it  does  not  make  a  return  on  the  investment  it  may  be 
considered  of  a  sufficiently  national  character  to  justify  the 
difference  being  made  up  out  of  the  public  treasury^       I  can 
conceive  of  that  position  being  taken,  and  as  a  matter  of  fact 
I  would  be  prepared  to  concede  that  to  a  certain  extent  it  is 
sound.       But  quite  obviously  a  situation  arises  such  as  you 
have  pictured,  beyond  which  it  would  not  be  the  part  of  wis- 
dom to  go,  if  indeed  it  may  be  considered  wise  to  have  allowed 
matters  to  go  as  far  as  they  have.        Vi/hen  the  public  treasury 
of  a  country  like  the  Dom.inion  of  Canada  has  to  carry  anyv/here 
from  fifty  to  one  hundred  m.illions  a  year  in  respect  of  its 
transportation  system,   I  think  possibly  you  have  reached  the 
picture  that  you  are  trying  to  paint.       I  do  not  say,  however, 
that  as  a  principle  it  should  be  ruled  cut;  possibly  it  is  a 
matter  of  degree, 

COFMISSIONER  LEMAN  ?     It  has  reached  the  point  where 
it  is  a  question  of  weighing  the  advantages  and  disadvantages, 
HON.  MR.  HARRINGTON;  Absolutely, 

COMMISSIONER  LOREE :     It  seems  to  me  that  you  are  en- 
tirely right,  Mr„  Prem.ier;  after  all  from  one  point  of  view 
it  is  a  question  of  the  method  of  approacho     You  give  bounties 
for  the  raising  of  beet  sugar;  ycu  do  various  things  for  the 
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purpose  of  giving  enterprises  a  start  and  sustaining  them 
in  the  hope  that  they  will  ultimately  be  able  to  take  care 
of  themselves,  * 

COMMISSIONER  ISKaN :     Do  you  think  it  would  be  better, 
Mr,  Harrington,  to  have  such  assistance  granted  in  an  open  and 
definite  way,  through  bounty  or  subsidy,  rather  than  have  it 
camouflaged  and  very  often  hidden  under  freight  rates? 

HON.  MI^.  HARRINGTON  ^     Well,  I  would  think  as  a  gener- 
al principle  it  would  be  better  always  to  have  it  definitely 
specified,   so  that  the  people  may  know  the  burden  they  are 
carrying e      There  is  one  consideration,  however,   to  which 
you  did  not  refer «       There  is  one  system  of  railroads  that 
can  have  its  deficits  carried  by  the  public  treasury  but  there 
is  another  system  that  cannot,  and  to  m^y  mind  that  is  one  of 
the  most  arresting  features  of  the  whole  situation.  Even 
if  the  burden  of  sixty  or  seventy  millions  a  year  is  burden- 
some to  the  ratepayers  of  Canada,   it  may  be  that  it  is  borne 
in  the  miaintenance  of  a  system  of  transportation  that  is  a 
vevj  important  matter  for  tbAs  Dominion » 

COMMISSIONER  LEMN;     That  brings  up  another  question 
—  not  frf^m  the  railway  point  of  view,  but   just  from,  the 
human  point  of  view,  in  respect  of  the  officers  of  the  com- 
pany operating  a  railway  under  conditions  which  they  know 
cannot  produce  satisfactory  results.       It  is  disheartening, 
I  should  think,   from,  the  human  point  <-of  view, 

HON,  MRo  HARRINGTONS  Yes. 

LORD  ASHPIEIjD;     Is  the  province  carrying  any  part  of 
the  loss  incidental  to  the  operation  of  the  railways  to-day? 
H0N»  MR.  H'lRRINGTON;     Not  directly, 
LORD  ASHFTSijDi     There  is  no  direct  burden  upon  the 
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finanoes  of  the  province  in  relation  to  the  railway  opera- 
tion? 

HON,  MR,  HARRINGTON;     No,  none  at  all  that  I  can 
think  of.     It  would  be  entirely  indirect, 

GOmiSSIONSR  LEMN:     You  had  no  railway  guarantees 
in  Nova  Scotia? 

HON,  m.  HARiilNGTON:     Yes,  we  did,  but  we  have  now 
passed  those  over  entirely,  I  think. 

GOIvMISSIONER  LEIvIAN;     To  the  Canadian  National  system? 

HON.  MR.  HARRffiGTON;  Yes, 

OOiVlMISS  lONER  LEMN :     Do  you  remember  the  amount  that 
was  guaranteed? 

HON.  Iffi,  HARRINGTON?     Between  four  and  five  millions, 

I  think , 

HON.  IVIR .  DOULL;     Of  course  there  were  subsidies  at 
different  places        land  subsidies, 

OOIMISSIONER  LEIvIAN;     I  am  thinking  of  the  guarantee 
of  railway  bonds, 

HON,  IviR,  DOULL:     I'Ve  own  Halifax  and  Southwestern 
bonds  to  the  amount  of  $4,447,000  —  three  and  one-half  per 
cent  bonds,  due  in  1342.      We  hold  them,  and  get  our  interest 
on  them,  from  the  G.N.Tl, 

GOM'ilSSIOMR  WEBSTER  t     Wo  have  had  exprecsions  of 
opinion  at  various  points  regarding  the  principles  of  pri- 
vate and  public  ownership,  the  effects  of  m.onopoly^  and  so 
on.      Do  you  think  the  people  of  Nova  Scotia  have  any  par- 
ticular bias  in  favour  of  private  or  public  ownership? 
Would  they  fear  adverse  results  from  a  monopoly  under 
either  private  or  public  ownership,  or  would  they  be  in- 
fluenced  simply  by  considerations  of  saving  and  economy? 
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HUN,  MR.  HARRINGTON;     I  do  not  think  they  have  any 
definite  bias,  but  it  is  not  a  question  that  can  be  answered 
for  thorn  very  definitely,   one  way  or  the  other.      Some  public 
ownership  enterprises  are  satisfactory;  others  are  not,  Some 
private  enterprises  are  satisfactory,  and  some  are  not.  The 
best  I  can  say  about  the  private  ones  that  are  not  satis- 
factory is  that  ti'-'ey  very  soon  go  out  of  business,  whereas 
the  public  ones  might  be  continued.       So  far  as  Nova  Scotia 
is  concerned,   so  long  as  a  reasonably  satisfactory  trans- 
portation service  is  provided,   they  vifould  be  interested 
chiefly  in  the  economic  supply  of  those  services  rather 
than  in  any  question  of  actual  ownership. 

COMISSIONER  WEBSTER:     There  would  be  no  fear  of  a 
monopoly,  assuming  it  were  carefully  regulated? 

HON,  MR »  HARRINGTON:     I  do  not  think  there  is  any 
fear  of  a  monopoly.      We  have  the  Board  of  Railv/ay  Com- 
missioners to  whom  we  can  always  appeal^  and  we  feel  that  is 
a  very  satisfactory  thing.       Moreover,  we  can  always  appoal 
in  the  final  analysis  to  public  opinion.       I  do  not  think 
we  have  very  much  fear  of  monopoly, 

HONo  Affile  BLACK;     Reverting  to  the  question  of  tlip^ 
Guysborough  railway  and  the  possibility  of  using  it  as  an 
improved  line  serving  Cape  Breton,  I  may  say  that  the  stan- 
dard on  which  it  has  be«n  built  is  m.uch  higher  and  better 
than  that  of  the  present  railway  from.  Mulgrave  to  New 
Glasgow.       I  always  felt  there  mxight  be   justification  for 
the  Guysborough  railway,  using  it  as  an  improved  link  in 
the  railway  facilities  to  eastern  Nova  Scotia. 

HONc  im.  HARiilNGTON  :     But  continue  it  from  Guys- 
borough plong  the  coast. 

C0I#1ISSICNER  yi/EBSTSR:     Wculd  you  tear    up  the  other 
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one  J  then? 

KON»  MR,  HARRINGTOK !     That  line  was  built  to  carry 
both  freight  service^  which  travels  sloviflyj  and  express  and. 
passenger  services,  which  travel  fast,  and  it  is  very  diffi- 
cult to  adjust  your  curves  at  a  proper  angle  for  both,  these 
services,  with  any  degree  of  comfort.       It  might  be  retained, 
perhaps,  for  one  type  of  service  and  the  new  road  used  for 
another , 

LORD  ASHFIE'LDs     Wellp  perhaps  that  will  conclude  the 
discussion  this  morning,     ivlay  I  again,   on  behalf  of  ray 
colleagues  and  myself,  ask  you  and  the  members  of  your 
Government,  Mr.  Harrington,  to  accept  our  waiimest  thanJ^s 
for  the  assistance  you  have  given  us? 

HON.  MR.  HARRINGTON:    We  are  only  too  glad,  Lord 
Ashfieldj  to  give  your  Commission  any  inform.ation  we  can. 

The  Gomi-nission  adjourned  at  12.15  p^m^ 
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ROYAL  COMMISSION  ON  RAILWAYS  AND  TRANSPORTATION 


The  Royal  Comraission  appointed  to  inquire  into 
the  whole  prohlem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railwa^/s.   shipping  and  coiimiLLni- 
cation  facilities  therein,  having  regard  to  present 
conditions  and  the  pro'bahle  future  developments  of 
the  country,  met  at  the  Parliament  Buildings,  Ealifax_, 
on  Monday,   January  11^  1932 » 


PRESENT : 

RIGHT  HON.   LORD  ASHFIELD,       Acting  Chairm.an 

BEAUDRY  lEMAN,  Esq,,  ) 

) 

LEONOR  FRESNEL  LOREE,  Esq«,)  Commissioners 

) 

WALTER  CHARLES  MURRAY,  Esq.) 

) 

JOHN  CLARENCE  WEBSTER,  Esq.) 


Arthur  Moxon,  Esq.,K=Co,  Secretary 


Representations  were  made  hyj 

Mr.  R=.  K,   Smith,  K.C»,  M.P.,  for  the  Transportation 

Commission    of    the  Maritime  Board 
of  Trade^ 

Mr.  Co  Bo   Smith,  K,C.,  for  the  Halifax  Board  of 

Trade , 

Mr.  Walter  Ac  Black,  for  himself  and  certain 

business  people  in  agreement  with 
his  views 

Mr.  Ao  Ho  li/hitman,  on  his  own  "behalf  o 
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Parliament  Buildings,  Halifaz, 
Morxday,  January  li„  1952. 

AFTEKNOOH  SLISSIQN 
The  Commission  met  at  2,30  p.m. 

LORD  A3PIPIELD;  Gentlemen,  before  wc  "'■egin  the  more 
formal  proceedings,  I  wish  on  behalf  of  two  of  our  colleagues 
Mr.  Justice  Duff,  our  Chairman,  and  Sir  Joseph  Flavello,  to 
coni^ej  to  you  their  sinc(3rc  r-^;grot  at  ij-eing  unable  to  attend 
today.     Mr,  Justice  Duff  on  his  doctor's  orderc  is  prevented 
fron:  travelling  at  this  particular  ti-'ie  owing  to  a  severe 
cold;  Sir  Joseph  Fl::.velle,   as  perhaps  you  know,  is  detained 
at  home  through  the  illness  of  Lady  Plavelle, 

I  understand  it  is  desired  to  make  certain  sub- 
missions to  the  Coimaissioi; ,  and  v/e  shall  he  glad  to  hear 
them. 

MR.  R.K.   SMITH,  K.C.,  M,P.{For  the  Transportation 
Commission  of  the  Maritii-ie  Board  of  Trade):  My  Lord  and 
gentlemen  of  the  7{oyal  Commissior,  may  I  take  this  early 
opportunity  on  bohalf  of  the  citizens   of  the  Mai-itime  prov- 
inces, fairly  generally  represented  b;;^  the  Maritime  Board  of 
Trade,  to  extend  to  ^rour  Commission  a  most  cordial  welcome 
to  the  Maritii'-e  province.?.     I  do  so  'bj  reasop  of  the  fact 
that  this  is  the  first  point  in  the  Maritimies  at  \yhlch  your 
Gomm.issior  is  sitting.     May  I  also  say  that  ^ve  share  your 
deep  regret  at  the      sence  of  Mr.  Justice  Duff  and  3ir  Joseph 
Plavelle . 

Before  proceeding  vvith  the  main  Maritime  case,  may 
I  offer  an  explan--^ tion  concerning  the  receipt  of  a  memorial 
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from  the  Board  of  Trade  of  Char  lot  tetov/n,  Prince  Edward 
Island.     This  memorial  came  too  late  to  he  dealt  with  in 
our  main  brief.     It  is  a  copy  of  a  document  presented  to 
the  Board  of  Railv/ay  Commissioners  on  Dec.  3,   1931,  con- 
taining a  protest  against  the  discrimination  and  inadequacy 
of  transportation  facilities  pertaining  to  pacsenger, 
freight,  express  and  mail  services  on  the  Island,     I  should 
like  to  file  this  with  your  Secretary. 
LORD  ASHFIELD:  Certainly. 

MR.  R,  K.  SMITH:  May  I  add  that  the  Charlottetovjn 
Board  of  Trade  has  also  been  joined  in  the  application  by 
the  goverrjTient  of  Prince  Edward  Island. 

I  am  appearing  today  on  behalf  of  the  Transpor- 
tation Commission  of  the  Maritime  Board  of  Trade.  This 
Commission  is  representative  of  the  three  Maritime  Provinces. 

As  we  understand  the  terms  of  reference,  your- 
Commission  has  been  empowered  to  investigate  matters  re- 
lating to  transportation  generally  in  Canada,   and,   in  par- 
ticular, to  report,  with  recommendations  as  to  correctives, 
the  reasons  underlying  the  present  serious  r&ilvf&j  situ- 
ation in  the  Dominion. 

Your  Commission  has  taken  evidence  with  regard  to 
the  position  of  railway  companies,  and  has  received  numer- 
ous briefs  submitted  on  behalf  of  the  shipping  public  and 
taxpayers,   and  also  shareholders  of  privately-owned  rail- 
way systems. 

Insofar  as  statistical  data  relating  to  the  oper  - 
ation  of  the  railway  companies  in  Canada,  and  general  infor- 
mation relative  to  their  position  with  regard  to  exposure 
^o  competition,   is  concerned,     we  are  confident  that  you 
have  been  supplied  with  all  the  necessary  information  upon 
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which  to  Ijase  an  accurate  assessment  of  th.Ls  particular  phase 
of  the  problem.    We  fully  appreciate  the  responsibility  which 
has  been  delegated  to  your  Cormiiiasion  and  the  magnitude  of 
your  task,  and  will  look  forward  with  considerable  interest 
to  the  results  of  your  dell derations ,  which  we  are  hopeful 
will  go  a  long  way  to?/ards  relieving  the  Canadian  taxpayers 
from  the  enormous  sums  which  are  no?/  found  necessary  to  main- 
tain a  government- owned  railway  system,  and  also  to  insure 
the  value  behind  the  securities  of  privately- owned  lines. 

In  subm-itting  our  suggestions  to  you,  we  in  the 
Maritime  Provinces  have,  we  hope,  taken  an  intelligent  inter- 
eat  in  the  entire  railway  problem  of  Canada.  Therefore, 
certain  recommendations  included  in  thio  submission  may  be 
of  Dominion-wide  importance,  as  well  as  matters  immediately 
concerning  this  part  of  the  country. 

Dealing  briefly  with  the  historical  background  be- 
hind the  construction  of  railway  lines  in  Canada,  it  is  not 
necessary  for  me  to  place  before  your  Commission  any  detailed 
reference  to  the  reasons  for  the  construction  of  practically 
every  major  railT/ay  development  in  thio  Dominion.     It  is 
probably  sufficient  to  state  that  all  railway  lines  developed 
in  Canada  were  desi^cpied  for  three  principal  reasons,  viz., 

(a)  Opening  up  new  territory. 

(b)  Providing  for  an  interchange  of  commodities 
as  lYithin  and  between  the  different  provinces 
of  Canada. 

(c)  To  provide  for  Canada's  foreign  commerce 
being  handled  through  Canadian  channels  and 
ports. 

y^ith  the  exception  of  the  Grand  Trunk  Hallway  system, 
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which  wa3  constructed  and  operated  by  private  enterprise,  the 
matter  of  Canada's  independence  in  rail  transportation  was 
paramount  when  all  other  major  railway  projects  vvere  con- 
ceived and  carried  out.     Today  the  Grand  Trunk  Railway 
system  is  a  component  part   oT  the  Canadian.  National  Railway 
system,  and  therefore  has  been  included  in  the  programme 
which  has  been  directed  to^^arda  independence  for  Canada  in 
rail  transportation. 

Before  dealing  with  the  present  situation,  I  would 
like  to  refer  briefly  to  the  past  performance  of  railways  in 
Canada.     It  will  readily  be  ascertained  from  returns,  which 
your  Corflinission  has  for  reference,  that  railway  construction 
in  Canada  far  exceeded  the  immediate  requirements,  because  of 
matters  of  national  importance  Y/hich  demanded  that  the  pro- 
vision of  these  facilities  should  be  in  advance  of  traffic 
requirements •     This  was  particularly  true  in  early  years  of 
the  history  of  Canada.     If  the  Intercolonial  Railway  had  not 
been  built,  it  is  doubtful  if  a  federation  of  the  British 
Provinces  could  have  been  accomplished  in  1867.     It  is  also  a 
matter  of  historical  interest  as  to  what  would  have  happened 
to  what  is  now  the  Canadian  Northwest  if  the  Canadian  Pacific 
Railway  had  not  been  forced  through  from  eastern  Canada  to 
the  Pacific  coast. 

The  demand  for  railway  competition  in  Canada, plus 
the  need  for  opening  up  nev./  territories,  resulted  in  enormous 
sums  being  spent  in  the  construction  of  the  Canadian  Northern, 
National  Transcontinental  and  similar  projects.  Statistics, 
which  you  have  at  your  disposal,  will  indicate  that  the 
provision  of  railway  mdleage  has  far  exceeded  the  Increase 
in  traffic. 
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Canada  ventured  on  probably  the  greatest  trans- 
portation experiment  the  world  has  seen  v/hen,  in  the  latter 
part  of  the  war  years,  the  Canadian  National  Railway  system 
was  formed,  thereby  creating  the  largest  government- owned 
and  operated  railway  system  in  the  world.     This  resulted  in 
Canadian  rail  transportation  services  being  left  in  the 
hands  of  two  railways  similar  in  character  and  transcontin- 
ental in  scope;  namely,  the  government-OTOed  system,  the 
Canadian  National  railway,  and  the  privately-owned  system, 
the  Canadian  Pacific  Railway. 

We  in  the  Maritime  Provinces  have  followed  these 
developments  with  tlie  closest  interest.     The  result  of  the 
changes  in  the  railway  sitLiation  in  Canada  from  1918  to  date, 
has  been  to  create  competition  between  two  powerful  system.s, 
but  we  believe  that  this  competition  has  not  been  directed  so 
m.uch  towards  services  to  the  shipping  public  as  in  the  past  . 
few  years  towards  spending  large  sijins  of  money  in  an  endeavour 
on  the  part  of  one  system  to  outdo  the  other  in  the  matter  of 
facilities,  without  taking  into  consideration  the  ultimate 
result  in  earnings. 

I  should  like  here  to  refer  to  the  question  of  com,- 
petition  to  which  railvi/ay  com.paniec  are  exposed  now  as  com- 
pared to  a  comparatively  few  years  ago.     Many  competitive 
features  have  arisen  in  the  past  few  years  which,  to  some 
degree,  have  precipHated  the  present  situation,  not  only  in 
Canada  but  throughout  the  world.     For  many  years,  the 
greatest  competitor  of  the  railvjaj  system  was  the  water 
carrier.     Today  the  railways  are  ]:^ot  only  exposed  to  com- 
petition from  water  carriers,  but  the  automobile  and  bus 
lines  are  probably  as  serious  competitors,  if  not  m.ore  so, 
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than  tlie  watr;r  carrior.     The  r-apio  d aveloprn.ant  of  pasaenf  ..*^ 
mail  and  express  air  lines  has  created,  another  serious  com- 
petitor.    The  development  of  electrical  energy,  carried 
hundreds  of  miles  by  tranomission  lines,  has  seriousl^r  cut 
into  the  coal  or  fuel  tra.ffic  of  the  rail  carriers-.  The 
creation  of  pipe  lines  for  petroleumi  products  has  also  de- 
pleted revenue  freight  tonrage.     The  degree  to  which  the  auto- 
mohile  and  bus  traffic  has  drawn  passenger  traffic  away  from 
the  rail  carriers  is  a  very  serious  matter.     These  are  ,1ust  a 
few  exEimples  of  the  changes  which  have  taken  place  in  trans- 
portation during  the  past  fev.  years,   pnd  to  some  of  v/hich 
sol u t ions  h a V e  yet  to  I) e  f  c un d  , 

It  is  undouotedly  true  that  the  rail  carriers  op- 
posed the  new  means  of  traffic  rather  than  entering  into  this 
class  of  transportation  until  comparatively  recent  years.  The 
situation  has  developed  now  to  a  point  \vhere  it  is  practically 
impossible  for  the  rail  carriers  to  t.ake    ''Ver  and  operate 
certain  branches  of  these  new  transportation  se.^vices*  There- 
fore, v/e  suggest  that  it  is  necessary  for  some  fair  basis  of 
equity  to  be  estaylished  between  th...;  different  classes  of 
services  offered. 

There  is  little  apparently  tbat  can  be  done  with 
two  serious  com.petitors :  namely,  the  electrical  transmission 
lines  and  the  nipe  lines,,   and  it  would  be  difficult  for  us 
to  offer  8X1J  useful  suggestions  in  this  regards 

With  reference  to  bus  and  truck  competition.  This 
is  a  matter  which  has  been  gi'/en    cortinuous  and  close  study 
on  the  part  of  ezp-^rts  during  the  past  few  years  c  The 
different  nrovirjcial  governments  in  Canada  ha'^e  spent 
enormous  sums  of  m.oney  in  providing  high  grade  roads  so  that 
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transportation  services  of  this  nature  can  be  operated,  Wlbh 
the  exception  of  the  railway  mileages  through  undeveloped  or 
partially  developed  sections  of  Canada,  practicall^r  every 
line  of  railway  faces  parallel  competition  of  the  truck,  v/ith 
door-to-door  delivery  service^   and  passenger  bus  lines »  As 
yet,  the  movements  of  passenger,  express  and  freight  on  bus 
and  truck  are  largely  confined  to  provincial  movements,  but 
inter-provincial  movements  are  growing  rapidly.     The  provin- 
cial governments  have  m.ade  som.e  attempt  to  regulate  the  bus 
and  truck,  but  it  can  hardly  be  said  that,  as  yet,  any  defin- 
ite basis  of  regulations  has  been  established.  Each  year 
the  automobile  manufacturer  is  stepping-up  the  carrying  cap- 
acity and  speed  of  busses  and  trucks.     No  accurate  assess- 
ment has  been  made  as  to  ¥;hether  this  type  of  carrier  pays 
its  full  share  of  the  maintenance  of  the  highways o     It  has 
been  claimed  that,  by  paying  a  gasoline  tax,  the  bus  and 
truck  contribute        in  ratio  to  mileage  travelled.     This  may 
be  true  to  a  point,  but  a  variable  factor  is  tha  load  the 
truck  carries  over  a  highway  in  comparison  to  the  consumption 
of  fuel  and  lubricants  per  unit  mile.     We  have  not  the  facil- 
ities for  making  an  expert  investigation  into  this  matter 
but,  generally  speaking,  we  would  respectfully  submit  that 
there  should  be  set  up,  cither  by  joint  action  of  the  prov- 
incial governments  or  through  the  Federal  Government,  a 
regulatory  body  which  would  control  the  proper  development 
of  this  class  of  transportation,  both  with  respect  to  its 
responsibility  to  the  travelling  and  shipping  rjublic  and 
the  tolls  charged •     It  is  undoubtedly  correct  that  a  number 
of  the  trucking  companies  are  charging  rates  which  are  en- 
tirely too  lov/  to  cover  operating  expenses  and  allow  for 
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amortization  of  capital.     This,  v/e  feel,   is  not  economica'lv 
sound,  and  is  onl^r  creating  a  type  of  competition  which  could 
hardly  be  termed  equitable  or  constructive. 

We  feel  that  your  Goiiimlssion,  after  an  investigation 
of  the  facts,  will  agree  that  the  bus  and  truck  form  of  trans- 
portation has  developed  to  a  point  ¥/here  action  of  the  nature 
suggested  is  in  the  public  interest. 

I  would  like  now  to  deal  with  the  question  of  water 
competition.  Railway  lines  on  the  North  American  continent 
are  exposed  to  water  competition  from  all  angles,  v/ith  very 
few  exceptions.     The  major  developments  which  have  brough.. 
about  the  situation  are,  first,  the  Panama  Canal,  which  mater- 
ially affected  the  transcontinental  rail  rate  levels^  the 
St. Lawrence  River  and  Great  La-kes  system,  and  the  Mississippi 
River  development.     These  facilities  have  pennitted  the  easy 
flow  of  water-borne  traffic,  and  have  iieen  largely  the  result 
of  governmental  activity.     After  spending  millions  of  dollars 
in  the  development  of  the  Great  Lakes  and  St. Lawrence  water-  . 
v/ay  system,  the  Dominion  government  ca.ncelled  the  tolls 
against  shipping  and  cargo  tonnage,  and  today  this  great 
waterway  system,  is  open  to  shipping  free  of  charge,   an.d  the 
Canadian  taxpayer  is  carrying  the  capital  cost  of  the  con- 
struction. 

Prom  an  estimate  prepared  recently,  it  is  calcu- 
lated taking  into  consideration  interest,  maintenance  and 
operating  expenses,  that  cargo  tonnage  moving  on  vessels  on 
the  St  .Lav/rence  River  and  Great  Lakes  is  Indirectly  sub- 
sidized to  the  extent  of  at  least  ^jpS  per  ton.     This  is  in 
direct  competition  v/ith  the  railway  lines,  which  have  to 
meet  this  condition,  not  only  being  forced  to  make  tolls 
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to  the  public  which  reflect  v;ater  competition,  but  are  con- 
tributing large  sums  in  the  form  of  civic,  provincial  and 
federal  taxes.     This  is  a  prohlem  v/hich  requires  very  seri- 
ous ccn  sideration,  particularly^  as  pressure  is  constantly 
being  exerted  towards  the  enlargement  of  artificial  v/ater- 
ways  systems,  which  inevitably  would  increase  this  compe- 
tition. 

May  I  refer  briefly  to  the  comipetition  of  air  lines. 
This  is  a  new  type  of  competitor  which  has  developed  within 
recent  years,  but  v;hich  has  every  indication  of  becoming  a 
potential  competitor,  particularly  v;ith  regard  to  passenger, 
mails  and  express.     With  the  taking  over  of  the  Canadian 
Airways  under  the  loint  ownership  of  the  Canadian  Pacific 
and  Canadian  National  iiail-A'ays,  this  class  of  competitor  can 
possibly  be  relied  upon  to  be  developed  and  controlled  as  the 
public  require  it.     Air  lines  in  Canada  are  undoubtedly 
opening  up  new  territory  where  rail  lines  or  ■■\ighways  can 
only  be  btiilt  by  heavy  expenditures;   this,  particularly  in 
the  northern  areas.     It  vi/ould  not  appear  that  the  situation 
is  such,  as  yet,  that  airway  com.petition  in  Canada  has 
reached  the  point  where  a  relationship  should  bee.atablished 
betv/een  it  and  the  many  other  transportat^ion  services. 

Prior  to  Confederation,   it  v/as  recognized  in  the 
Maritime  Provinces  '.-;n  cancellation  of  our  reciprocal  trade 
agreement  with  the  United  States  of  Am.erica,  that  the  north 
and  south  trade  and  transportation  policy  enjoyed  b:r  us  for 
sarie  years  was,   if  not  a  thing  of  tlie  past,  at  least  an 
uncertainty  upon  which  we  in  the  Marltim.es  could  not  rely, 
if  V7e  were  .to  build  a  great  commercial  country  and  improve 
our  national  position,   and  that  Canada,  then  but  scattered 
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colonios,  would  have  to  develop  an  east  sjid  v/est  policy  if 
we  Yvere  to  expand.     Undertakings  given  by  the  Fathers  of 
Confederation  induced  us  to  join  the  Canadian  Union^  and 
transportation  overtures  on  east  and  west  traffic  movement 
v/ere  given  impetus  and  official  recognition  in  Section  145  of 
the  British  North  America  Act. 

Confederation  in  itself  was  of  necessity  an  east  and 
Y/est  arrangement  3*  it  could  not  be  otherwise  on  accou.nt  of  the 
geographical  location  of  its  component  parts,  and  an  essential 
for  British  solidarity  within  the  Empire,  and  complete  in- 
dependence from  our   southern  neighbor,  the  United  States. 
The  scheme  of  union  was  based  on  the  east  and  west  oolicy, 
and  there  were  the  most  solemn  pledges  it  would  be  so  de- 
veloped. 

In  accordance  with  pre-conf ederation  pledges,  and 
shortly  after  1867,  this  country  embarhed  on  the  construct- 
ion of  the  Intercolonial  Railway  (the  bonds  of  which  were 
guaranteed  by  the  Imperial  Governinent,  which  of  itself  was 
significant)  and  the  only  pronouncement  of  policy  outlired 
in  the  British  North  America  Act  was  contained  in  Section 
145,  providing  for  the  construction  of  this  road.  Pollovifing 
closely  on  the  construction  of  the  Intercolonial  Railway 
came  the  building  of  the  Canadian  Pacific  Railway,  which 
stretched  its  steel  from  Atlantic  to  Pacific,  giving  fD.rther 
tangible  evidence  of  our  east  and  west  transportation  goal. 
It  is  interesting  to  note  that  the  policy  of  the  Canadian 
Pacific,  according  to  Sir  John  A«  Macdonald,   in  discussing 
the  charter>  of  the  railway,  v/as  to  confine  trade  to  the 
Canadian  side  of  the  border,  and  to  build  Montreal,  0,ue"'^ec, 
Toronto,  Halifax  and  Saint  Jolin  by  ro.ean3  of  one  Canadian 
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line.     To  this  end,  there  was  Included  a  monopoly  clause  in 
the  legislation  of  the  C.P.FU,  which  provided  in  substance 
that  {to  preclude  the  traffic  from  the  northwest  being 
tapped  by  American  carriers)  for  twenty  years  after  the  en- 
actment of  the  charter  legislation  of  the  Canadian  Pacific, 
no  railway  should  he  chartered  within  fifteen  miles  north  of 
the  international  boundary,  and  the  government  undertook  to 
maintain  this  prohibition  within  the  period  stated,  in  the 
case  of  any  provinces  created  in  the  future  in  the  Canadian 
west . 

Shortly  after  the  Canadian  Pacific  Railway  was  com- 
pleted, the  National  policy  was  established  in  Canada.  This 
was  designed  to  be  a  further  safeguard  against  the  north  and 
south  trend,  in  that  it  was  meant  to  protect  the  people  of 
Canada  east  and  west  against  the  alluring  trade  possibilities 
with  the  United  States.  And  that  policy  has  been  maintained 
by  successive  governments,  with  but  slight  variations. 

On  November  5,  1902,  the  Grand  Trunkbrought  before 
the  Dominion  Government  a  proposition  for  the  construction  of 
a  liT;e  of  railv/ay  from  North  Bay  on  the  Grand  Trunk  system  in 
Ontario  to  the  Pacific'  coast  at  or  ne:^r  Port  Simpson.     It  was 
stated  by  them  that  a  second  transcontinental  railv/ay  was 
necessary  in  order  to  handle  the  expanding  business  of  the 
northv.-est,  and  prevent  its  diversion  to  American  channels. 
In  1903  charter  legislation  was  enacted,  and  inster-.d  of 
providing  for  constructing  terminals  at  North  Bay,  traffic 
to  the  Canadian  seaboard  therefrom  going  by  means  of  the 
lines  of  the  Grand  Trunk  and  the  Intercolonial,  it  was  pro- 
vided that  the  line  was  to  oe  constructed  from  Winnipeg  to 
Moncton,     Prom  Winnipeg  to  the  Pacific  coast  the  Grand  Trunk 


t 


-  1092  -  Mr,  R.  K.  Smith 

Pacific  was  to  build  the  line.     The  Transcontinental  for  the 
purpose  of  the  development  of  the  east  and  v/est  policy,  v/as 
by  statute  joined  with  the  lines  of  the  Intercolonial  Rail- 
way. 

In  1903  the  Government  of  Canada,  according  to  the 
purpose  expressed  in  the  Transcontinental  Railway?"  Act  of  that 
37-ear,  definitely  restated  the  ea,:!t  and  west  policy  as  the 
official  records  disclose.    V^/e  do  not  vrish  to  encroach  on  the 
time  of  the  Commission  hj  quoting  in  detail  the  many  declar- 
ations of  government  policy  either  by  statutory  enactments, 
public  utterances  or  documentary  agreements,  but  your 
Commission  v/ill  find  since  Confederation    a  steady  reiteration, 
of  this  policy. 

In  recent  years  our  east  and  west  policy  received 
further  recognition  hj  governmental  enactmen,. ,  confining  the 
application  of  the  British  preference  to  goods  entering 
Canada  througli  Canadian  ports. 

The  creation  of  the  nucleus  of  the  present  Dominion 
involved  a  number  of  readjustments  in  the  position  of  the 
Maritimes . 

Within  the  past  decade,  the  situation  becamie  so 
serious  in  the  Maritime  Provinces  that  the  Federal  Government 
was  forced  to  appoint  a  Royal  Commission  generally  to  investi 
gate  the  entire  situation.     The  report  of  the  Royal 
Commission  on  Maritime  Claims  (1926'   speaks  for  itself  and 
needs  no  elaboration  here.  It  is  submitted  for  the  infor- 
mation of  3^our  Commission, 

The  failure  so  far  of  a  realization  of  the  full 
benefits  of  the  east  and  v/est  transportation  policy,  v^ill 
becom.e  apparent  ^vhen  you  learn  of  the  inadequate  use  of 
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Maritime  ports,  and  the  diversion  of  such  a  heavy  vol-ame 
of  Canadian  traffic  to  American  harbours.     To  illustrate 
specifically:  Canadian  wheat  moving  eastv/ard  for  export 
during  the  calendar  year  1930  \¥as  handled  through  the  follow- 
ing channels 

Via  Canadieji  ports  47,300,000  bushels 

Via  United  States  ports  67,700,000  hushels 

As  an  indication  that  this  un-Canadian  situation  hes 

not  changed  and, if  anything,  has  become  more  aggravated,  v/e 

draw  particular  attention  to  official  figures  provided  hj  the 

Dominion  Bureau  of  StatiL^tics.     These  figures  show  that 

during  the  first  four  months  of  the  1931-1932  crop  year 

(August  to  November,  inclusive)  Canadian  \¥heat  exports  to  the 

United  Kingdom  left  this  country  in  the  following  quantities 

and  through  the  following  channels 

Bushels 

Through  Canadian  Pacific  ports  5,396,839 
Through  Canadian  Atlantic  ports  8,063,864 
Through  United  States  ports  30,534,435 

Here  is  a  movement  v/hich  we  contend  should  be  all- 
Britis?Q  in  character,   and  still  we  find  that  during  that 
period  of  some  43,000,000   (million)  bushels  of  vdieat  shipped 
from  Canada  to  the  British  Isles,  not  less  than  30,000,000 
(million)  bushels  were  diverted  through  foreign  channels. 

These  figures  give  some  idea  of  the  diversion  to 
foreign  territory  and  foreign  ports  of  Canadian  traffic  to 
the  value  in  normal  times  of  more  than  :|pl,000,000  for  every 
working  day,  and  it  has  been  estimated  that  upwards  of 
•.|i:20,000,000  a  year  is  paid  foreign  transportation  system.s  for 
the  carriage  of  Canadian  grain  alone. 

In  1930  the  port  of  New  York  handled  a  total  of 
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57,883,006  bushels  of  grain,  divided  ae  follows: 

Bushels 

Canadian  Grain  54,823,830 

United  States  Grain  3,059,176 

94.6  per  cent  of  grain  moving  through  the  port  of  Nev; 
York  in  1930  v/as  produced  in  Canada, 

In  the  same  period  practically  the  entire  liner 
tonnage  us  ins  the  port  of  Kew  York  was  ballasted  vvith  Canad- 
ian grain. 

A  direct  result  of  this  is  that  the  ports   of  Saint 
John  and  Halifax  are  not  enjoying  am^  adequate  Volume  of  one 
Canadian  traffic,  although  they  are  capable  of  handling  a 
large  share  of  Canadian  grain  and  other  products. 

In  order  more  clearly  to  develop  this  aspect  of  the 
question,  may  I  refer  your  Commission  to  the  text  of  an 
address  delivered  recently  by  Col.  S.  C.   Phinney,  President 
of  the  Halifax  Harbour  Commissioners.    The  following  are  ex- 
cerpts f  r om  thi  s  add r  e  s  s  : 

"As  a  single  illustration  of  how  this  situation  may  be  m.et 
and  corrected,  v/ithout  placing  the  shipper  under  any 
additional  handicap,  may  I  cite  you  some  facts  concerning 
the  National  Transcontinental  Kailv.^ay. 

"This  railway  cost  the  people  of  Canada  in  round  figures 
:|330,000,000.     It  is  there  for  the  use  of  Canadians. 
They  have  paid  and  are  paying  for  it . 

"The  enormous  sum  of  anproxi:nately  ^1:20,000,000  annually  is 
paid  to  foreign  transportation  systems  for  the  carriage 
of  Canadian  grain  alone. 
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'Is  it  v-/isey  is  it  economical,  to  allow  a  large  portion  of 
that  railway  to  deteriorate  into  two  streal^s  of  rust? 

"That  railv/ay  vms  liuilt  for  a  specific  purpose,  namely, 
in  the  v^ords  of  Sir  \¥ilfrid  Laurier,   to  'force'  Canadian 
traffic  over  Canadian  territory  and  through  Canadian  ports. 

"Speaking  in  the  House  of  Cormiaons  in  1903,  Sir  Wilfrid 
Laurier,  then  Prime  Minister  of  Canada,   said  this  of  the 
N.T.R.  project: 

'This  nev/  railway  will  be  another  link  in  the  chain  of 
union.     It  will  not  only  open  territory  hitherto  idle  and 
unprof itaole ;  it  will  not  only  'force'   Canadian  trade  into 
Canadian  channels;   it  will  not  only  promote  citizenship 
hetween  Old  Canada  and  New  Canada;  but  it  will  secure  our 
commercial  independence,  and  it  v/ill  forever  mak  us  free 
from  the  '^-ondage  of  the  bonding  privilege.' 

"That  v/as  Sir  "vVilfrid  Laurier 's  formal  declaration  regard- 
ing the  N.T.R. 

"And,  again,  on  that  occasion  he  said  this,  regarding  the 
very  o,uestion  v/e  are  discussing  today: 
'In  the  face  of  this,  are  the  Canadian  Parliament  and 
people  going  to  stand  on  their  manhood  and  place  -us  in 
such  a  position  that  at  all  times  of  the  year,  not  only  by 
one  railway  but        tv/o  or  more,  we  shall  have  access  to 
our  ovm  harbours  and  be  able  to  say  to  our  American 
neighbors;   'Take  off  your  bonding  privilege  whenever  it 
suits  you;  we  are  commercially  independent,' 

"vJhat  that  great  Canadian,  said  a  quarter  of  a  century  ago 
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"can  be  said  with  equal  or  greater  force  today.  That 
declaration  and  the  statutes  into  which  it  was  crystal- 
lized   are  just  as  vital  to  Canada  in  1931  as  they  were 
in  1903. 

"And  those  statutes  provide,  in  relation  to  the  N.T.R., 
'that  the  through  rate  on  export  traffic  from  the  point 
of  origin  to  the  point  of  destination  shall  at  no  time  "be 
greater  via  Canadian  ports  than  via  United  States  ports'. 

"That  is  the  crujc  of  the  Transcontinental  statutes  -  that 
was  the  statutory  commitment  upon  the  basis  of  v/hich  .hose- 
immense  sums  of  public  money  Y^ere  spent  to  give  effect  to 
a  Canadian  transportation  policy. 

"Was  that  public  money  v^asted  —  -or  is  the  Transcontinental 
to  be  put  to  the  national  vvork  for  which  it  was  construc- 
ted? 

"it  is  needless  for  me  to  remind  you  that  neither  in  the 
spirit  nor  the  letter  is  that  Act  being  observed.  This, 
because  the  present  Transcontinental  rate  level  makes  it 
impossible  to  move  traffic  over  that  line  in  coro.petition 
with  the  New  York  route. 

"The  all-rail  grain  export  rate  from  the  head  of  the  lakes 
to  Maritime  ports  is  fixed  today  at  35    cents  per  hundred 
pounds.     Compare  this  with  the  all-wator  rate  of  10  to  12 
cents  per  hundred  pounds  from  lakehead  to  New  York. 

"The  iimnediate  problem  here  is  to  ascertain  whether  or  not 
it  is  economically  possible  to  bring  into  effect  a  moving 
rate  from  lakehead,  via  this  three  h^dred  million  dollar 
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"railway,  to  Canadian  Atlantic  ports, 

"Detailed  studies  have  convinced  us  that  such  a  rate  can 
be  made  that  will  result  in  the  use  of  the  N.T.R.  and 
at  the  same  time  he  a  profitable  rate  to  the  carriers. 

"It  must  -'e  rememhered  that  the  K.T.R.  in  its  construction 
v/as  given  except ionall;/  low  grades  and  a  minimum  of  cur- 
vatures,  in  order  to  permit  a  similar  type  of  locomotive 
to  haul  over  this  line  double  the  amount  of  revenue 
tonnage  that  it  could  haul  over  any  other  line  in  Canada. 

"To  produce  this  result  no  expense  was  spared,  and  yet 
traffic  continues  to  be  diverted  in  immense  volvmie  from 
this  line,  and  is  abill  being  carried  over  United  States 
lines  and  to  United  States  ports. 

"Compare  the  situation  on  the  Canadian  Pacific  coast  v/ith 
that  on  the  Canadian  Atlantic  seaboard • 

"Canadian  railways  will  not  agree  to  publish  through  rates 
via  United  States  railv/ays  to  Spokane,  Seattle  or  any 
other  U.S.   Pacific  coast  port  on  as  low  a  basis  as  to 
Vancouver,  Victoria  and  Prince  Rupert. 

''As  compared  v/ith  this,   v/e  find  the  Canadian,  railv/ays 
agreeing  to  the  same  or  even  lower  rates  v/ith  United 
States  carriers  to  United  States  Atlantic  ports  than  to 
Canadian  Atlantic  ports, 

"The  result  is  that  Vancouvr^r,  Victoria  and  Prince  fmpert 
handle  all  the  Canadian  business  i-nGVing  via  the  Pacific, 
while  Can8xM.s.n  x^^tlantic  coast  ports  remain  under  the 
domination  of  United  States  Atlantic  ports  and  receive 
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"far  le)ss  tlian  their  fair  share  of  Canadian  traffic. 

"A  proper  ^jb  e  of  our  N.  T<,  R.  would  largely  solve  this 
problem  in  the  East, 

"Apart  from  the  benefits  that  would  flow  to  Eastern 
Canadian  carriers  and  Atlantic  ports,  the  establishment 
of  an  effective  rate  via  the  K.T.R.  would,  we  are  con- 
vinced, be  of  material  assistance  in  the  merchandising 
of  western  Canadian  grain. 

"This  rate  would  provide  an  outlet  from  lakehead  to  sea- 
board t?/elve  months  out  of  the  year,  and  would  assist 
in  the  more  orderly  marlceting  of  the  crop,  Y^rhich  is  now 
locked  up  at  Port  V/illiam  and  Port  Arthur  during  the 
vv'inter  months.     It  would  also  relieve  the  congestion  fre- 
quently encountered  at  the  lakehead,  with  its  resultant 
heavy  loss  to  the  producers  who  are  unable  to  effect 
deliveries  to  country  elevators,  which  likewise  are 
blocked." 

I  pass  no?/,  my  Lord,  to  another  phase  of  the  trans- 
portation problem,  so  far  as  the  east  is  concerned,  with  re- 
spect to  the  Intercolonial  railway'-,  commencing  with  a  brief 
historical  review. 

HISTORY  OF  INTERCOLONIAL 
RAIL\^AY. 

This  road  was  built  iimnediately  after  Confederation 
as  part  of  the  agreement  under  \ihich  the  British  Provinces  in 
North  America  were  \mited .{ Sect  ion  145  B.N. A. Act). 

The  first  western  terminus  was  at  Riviere  du  loup 
but  by  a  series  of  purchases  and  operating  agreements,  it 
finally  entered  Montreal  terminals  of  the  Grand  Trunk  Railv^/ay. 
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The  entry  into  Montreal  was  accomplished  aoout  1897. 

Up  to  1915  this  road  was  operated  as  a  separate 
entity  wit]i  a  separate  managemont .     It  v/as  then  tied  in  v/ith 
the  National  Transcontinental  Railway    and  both  lines  were 
operated  -under  one  management  and  known  as  the  Canadian  Govern- 
ment Railv/ay  system. 

Since  the  construction  of  the  Intercolonial  and  the 
National  Transcontinental,  and  up  to  1918,  this  system  of 
government-owned  lines  was  operated  separately  with  management 
at  Moncton,  reporting  directly  to  the  Minister  of  Railv/ays. 

In  1918  this  government  system,  comprising  the 
Intercolonial  and  the  National  Transcontinental  was  turned 
over  for  operation  and  management  as  part  of  the  then  newly 
formed  Canadian  National  Railv/ay  system. 

For  five  years  the  Intercolonial  Railv/ay  was  oper- 
ated by  the  Canadian  National  Railv^ays  without  the  Board  of 
Railv/ay  Commissioners  having  any  jurisdiction  VYith  regard  to 
rates  in  relation  thereto*  The  Dominion  G-overnraent  finally 
transferred  authority  to  the  Board  of  Railv/ay  Commissioners 
in  1923  ?/ith  regard  to  tolls  to  the  public.  Authority  with 
regard  to  operation  v/as  vested  in  the  Railway  Commission  in 
1927. 

During  a  discussion  of  certain  railv/ay  legislation 
ih  the  Senate  of  Canada  in  the  session  of  1927,  a  member  of 
the  Senate  asked  Hon.  Raoul  Dandurand,  Government  leader  in 
the  Senate  and  a  member  of  the  Administration,  for  some  infor- 
mation regarding  the  status  of  the  Intercolonial  railv/ay.  Mr. 
Dandurand  too.'i  time  to  reply  to  the  qi  es t ion  ^   and  in  the 
course   of  a  fev/  days  submitted  in  the  Senate  a  statement 
signed  by  Gerard  Ruol,  E.G.,  Chief  Counsel  for  the  Canadian 


» 


.1  ■• ..,  , 


■■■■  i 


-  1100  -  Mt>  R.  K.  Smith 

-National  Railways,     The  or.ening  paragraph  of  Mr.  Huel'a 
statement,  which  is  to  be  found  in  the  Senate  Hansard  of 
March  29,  1927,  reads  as  follows: 

"The  situation  is  very  simple.     The  Intercolonial 
has  not  either  entirely  or  partially  lost  its 
significance  as  a  governjnent  railway,  nor  has  its 
status  as  a  factor  in  the  Confederation  arrangement 
been  in  any  manner  impaired.     It  is  still  the  same 
old  Intercolonial,  owned  exclusively  by  the  Grown 
and  not  amalgamated  with  nor  consolidated  as  a  part 
of  any  other  company  or  system," 

vmile  this  statement  from  the  Chief  Counsel  of  the 
Canadian  National  iiailv/ays  was  very  reassuring  to  the  Mari- 
time people,   still  we  have  heen  unable  to  understand  how  in 
the  light  of  such  a  statement  it  has  been  possible  for  the 
Canadian  National  Railway  Company  to  obliterate  the  identity 
of  the  Intercolonial  and  entirely  to  dispense  with  its  nsjne, 
which  is  distinctly  stated  in  Section  145  of  the  British 
North  America  Act.     There  io  nothing  associated  with  the 
Intercolonial  as  presently  adrainistered  and  operated,    to  in- 
dicate that  it  still  enjoys  the  status  so  clearly  stated  by 
Mr.  Ruel. 

This  is  a  matter  of  vital  concern  to  the  people  of 
the  Maritime  Provinces,  and  one  v/hich  we  respectfully  suggest 
this  ComjTiission  might  take  into  consideration. 

Prior  to  the  Intercolonial  Railway  being  operated 
as  part  of  the  Canadian  National  Railways  system  this  road 
was  a  separate  entity/  and  nrovision  for  through  ratf;s  to  and 
from  Intercolonial  territory  was  made  with  connecting  lines, 
either  as  teimilnal  or  intermediate  carriers,  vdiich  gave  the 
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shipping  public  access  by  through  rates  to  practically  all 
markets  of  the  North  American  continent.     Iimnediately  the 
Intercolonial  Railway  was  transferred  to  the  Canadian  Nation- 
al Railway  system  for  operating  purposes,  steps  were  taken  by 
the  Canadian  National  Railv/ay  to  limit  to  the  National 
Railway  system  as  much  of  the  revenue  road  haul  as  possible. 
The  situation  becam.e  so  serious  that,  in  the  interests  of  the 
shippers  in  the  Maritime  Provinces,  action  had  to  be  taken  to 
protect  this  section  of  Canada  from  its  being  placed  in  the 
hands  of  a  railway  monopoly.      The  details  of  what  occurred 
between  1918  and  1927  are  voluminous,  but  it  is  sufficient 
to  say  that  the  situation  became  so  aggravated  that  it  was 
necessary  for  the  Federal  Government  to  intervene,  not  only 
v/ith  regard  to  competitive  railway  services  but  with  regard 
to  tolls  to  the  public. 

One  of  the  most  serious  problems  facing  Canada 
is  the  question  of  reducing  net  operating  costs  and  in- 
creasing traffic.  This  is  the  only  solution,  as  we  see  it, 
to  the  present  situation,  and  in  this  connection  v;e  v/ould 
like  to  make  certain  observations. 

(a)  For  many  years  the  matter  of  independence  in 
transportation  has  been  a  problem  of  national  importance. 
We  referred  previously  to  the  historical  background  behind 
the  construction  of  railv;a3'"  lines  in  Canada.     The  diversion 
of  enormous  quantities  of  Canada's  traffic  to  foreign  carriers 
and  foreign  ports  seriously  affects  Canadian  rail  lines, 
particularly  the  lines  east  of  Montreal  and  south  of  the 
St. Lawrence  River.     It  is  quite  true  tha.t  Canadian,  lines  are 
exposed  to  competition  from  United  States  lines  tapping  the 
chief  Canadian  centres  of  traffic,  but  we  believe  that 
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a  great  deal  more  can  "be  done  in  a  constructive  way  "by  the 
railway  companies  themselves  to  hold  to  Canadian  lines 
Canada's  e:5p  ort  and  import  traffic.     By  this  we  do  not  mean 
that  the  railway  companies  control  routing,  but  we  do  feel 
that  a  great  deal  more  can  be  done  by  the  Canadian  railv/ay 
lines  to  educate  the  shipper  or  consignee  in  this  respect  and 
encourage  the  use  by  Canadians  of  our  own  transportation 
channels • 

(b)  It  is  our  belief  that  joint  operation  of  ter- 
minal railv/ay  facilities  tliroughout  Canada  would  materially 
reduce  operating  expenses.    The  degree  to  which  this  can  be 
accomplished  depends  entirely  upon  the  terminal  layout  at 
each  important  point,  but  the  joint  use  of  facilities  at  a 
number  of  terminals  in  Canada  would  rf^sult  in  a  marked  de- 
crease in  expenses.    ?/e  have  particular  reference  to  the  prob- 
lem now  facing  the  railway  companies  at  points  such  as 
Montreal,  where  to  create  two  separate  terminals  will  in- 
volve the  expenditure  of  many  raillionc  of  dollars,  whereas 
joint  operation  would  reduce  capital  expenditures  and  oper- 
ating expenses  by  an  enormous  amount.     A  similar  situation  is 
prevalent  at  the  ports  of  Halifax,  Saint  John  and  Vancouver. 

(c)  Another  matter  which  is  of  serious  importance 
is  that  of  revenues  being  received  for  services  performed; 
i.e.,  tolls  to  the  public.    We  understand  that  your  Commission 
has  indicated  that  you  will  not  attempt  to  deal  with  the 
question  of  the  general  level  of  rates  charged  by  the  railway 
companies  for  the  various  services.     However,  we  cannot  but 
feel  tha.t,  if  your  Commission  is  to  make  a  complete  investi- 
gation, this  most  important  feature  cannot  wholly  be  over- 
looked.   We  do  feci  that  yo-ur  Commission  should  include  in 
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its  studies  the  position  of  the  Board  of  Railway  Commission- 
ers for  Canada, 

In  this  connection  we  v/ould  refer  yoiir  Commission 
to  Section  12  {pages  23,  24,  25  and  26  )  of  the  report  of  the 
Royal  Commission  on  Maritime  Claims   (1926),  dealing  with  the 
scope  of  the  Railway  Commission's  functions  and  making 
recommendations  in  relation  thereto,  which  have  not  been  im- 
plemented. 

(d)  It  is  often  necessary  to  spend  additional  sums 
in  capital  outlay  to  cut  operating  expenses.     Such  capital 
expenditure  must  of  necessity  be  carefully  gauged.  However, 
we  have  one  or  two  suggestions  to  make, 

(1)  A  study  of  the  terminal  rail  layout  and 
operating  expenses  at  the  port  of  Halifax  will  indicate 
that  the  terminals  are  fairly  expensive  to  maintain  and 
operate.     A  similar  corrective  can  be  applied  to  the 
port  of  Saint  John  as  well, 

(2)  We  would  suggest  that  a  survey  be  made  at 
the  Strait  of  Canso  to  see  whether  or  not  the  building  of 

.   a  bridge  across  the  Strait  would  cut  down  terminal 
operating  expenses  of  the  railway  at  that  point,  and 
whether  or  not  the  additional  capital  expenditure  v/ould 
be  v/arranted. 

(3)  We  would  suggest  that  a  study  of  the  use  of 
the  National  Transcontinental  Railway  from  Joffre,  Quebec, 
to  Pacific  Junction  for  the  handling  of  passenger  trains, 
etc.,  might  be  productive  of  considerable  saving  in  the 
traffic  costs  between  Moncton  and  east  and  points  west  of 
Joffre  or  Levis.     This  not  only  in  the  matter  of  operation, 
but  also  in  the  matter  of  despatch. 
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(4)  We  would  suggest  that  your  Commission  look  over 
the  physical  possibilities  of  the  National  Transcontinen- 
tal Railway  from  Winnipeg  to  the  Atlantic  seaboard,  as 
being  in  itself  a  potential  coiiipet itor  of  the  all-water 
route . 

There  is  an.other  important  question  which  v/e  feel 
your  Commission  might  take  into  consideration,  and  that  is  the 
operation  of  government -ovmed  railway  lines  in  foreign  ter- 
ritory, and  whether  or  not  it  would  be  advisable  for  these 
lines  to  be  disposed  of  in  v/hole  or  in  part.     Certainly  we  do 
not  believe  it  is  in  the  interests  of  Canada  for  the  Canadian 
National  Railv/ays  to  be  operating  coal  mines  in  the  United 
States  in  competition  with  cur  own  mines  and  miners.  It 
v/ould  be  a  better  policyj,  from  a  national  point  of  view,  to 
provide  these  coal  requirements  fran  Canadian  mines. 

For  a  number  of  years  past  there  has  been  a  per- 
sistent enquir7f  as  to  the  feasibility  of  transporting  coal 
to  central  Canada  from  the  I-b-;.ritimes  in  the  empty  grain  cars 
on  the  back  haul.     This  phase  of  the  transportation  que3tion 
so  vitally  affecting  the  Maritime  Provinces  we  suggest  might 
engage  your  consideration  and  investigation.    Yve  understand 
there  are  in  existence  models  of  combination  grain  and  coal 
cars  which  it  is  claimed  would  prove  very  satisfactory  in  a 
service  of  this  kind. 

Before  closing,  there  is  an  important  matter  v/lth 
respect  to  the  Maritime  Provinces  to  which  I  would  like 
briefly  to  refer.     The  Maritime  Provinces  have  been  the  sub- 
ject of  criticism  in  some  sections  of  Canada    ecause  of  the 
so-called  operating  losses  of  the  Atlantic  region  of  the 
Canadian  National  Hailvvays.     ■'fnile  v/e  do  not  attach  much 
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importance  to  criticisms  of  this  nature,  because  they  are 
largely  "oased  on  misinformation,  nevertheless,  we  feel  that 
our  sulomission  v^ould  not  ••)e  complete  without  reference  to  the 
question.     Those  at  all  familiar  with  railway  accoimting  and, 
operation  kno\v  that  it  is  i.mpossi'jle  to  segregate  one  sec- 
tion of  a  railway  and  set  up  a  cost  figure  vYhich  in  any  way 
would  relate  itself  to,  or  he  taken  as  a  measure  of,  the 
tolls  being  charged  on  that  particular  section  of  the  line. 
This  is  particularljr  true  as  the  Canadian  National  Fiailv/ays 
follow  largely  the  Interstate  Commerce  Commission  method 
in  inter-regional  accounting.     Added  to  this,  the  Atlantic 
region  of  the  Canadian  National  Railways  has  more  terminals 
than  any  other  section  of  the  system.      The  fact  that  the 
Intercolonial  Railway  was  forced  to  traverse  a  round-about 
route  is  also  another  factor  which  makes  for  expensive 
operation.    The  operation  of  car  ferries  hetv/een  Prince 
Edward  Island  and  the  mainland  and  also  at  the  Strait  of 
Canso  add  considerably  to  the  operating  expenses.    ¥/e  Virould 
suggest  a  careful  study  of  the  factors  entering  into  this 
operating  loss. 

We  hsRT  6  not  dealt  with  any  of  these  problems  in 
extended  detail,  realizing  that  you  have  available  adequate 
material  of  this  character,     Vi/e  appreciate  that  you  have  a 
serious  problem  to  solve,  and  while  dra:tic  m.easures  may  be 
necessary  to  reduce  the  enormous  losses  with  which  v/e  are 
faced  in  Canada  today  in  relation  to  the  different  forms 
of  transportation,  v/e  also  appreciate  that  you  can  only  go 
so  far  without  imperilling  the  services  to  the  public  and 
in  maintaining  a  fair  balance  of  eqj-  ity  throughout  the 
Dominion. 

Page  1120  follows. 
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My  lord  and  gentlemen^  in  addition  to  submitting 
this  brief  I  am  asking  the  liberty  of  filing  certain  docu- 
ments, most  of  v/hich  I  have  already  referred  to  in  the  state- 
ment I  have  presented. 

First  there  is  a  copy  of  the  Transcontinental  Railway 

Act;  and  I  would  refer  your  Coraiiission  particularly  to 
Chapter  71,   sections  42,   43,  44  and  45,  pages  21  and  22  of 
this  exhibit. 

Also  a  copy  of  the  subm.ission  of  the  Province  of 
Nova  Scotia  to  the  Royal  Corn-mission  investigating  I/Iaritirae 
Claim.s,       In  my  brief  I  have  made  several  references  to 
that  document. 

Copy  of  the  report  of  the  Royal  Com.m_ission  on 
Maritime  Claims        I  also  refer  you  to  certain  sections  in 

that  document. 

Memorandum  respecting  the  transportation  problems 
and  freight  rate  structure  of  the  Province  of  Nova  Scotia, 
as  com.piled  by  P.  C.  Cornell,  which  contains  very  valuable 
information  on  that  phase  of  the  transportation  question, 

LORD  ASHFIELDj     Who  is  Mr.  Cornell? 

Wi,  R.  K«  SMITH;     He  is  at  present  a  freight  rate 
expert  connected  v^ith  the  Halifax  Harbour  Commission. 

Then  there  is  another  document  prepared  by  Mr.  Cor- 
nell, entitled  "Military  and  Strategic  Mileage  added  to  the 
Intercolonial  Railv^ay  as  compared  to  the  Proposed  Commercial 
Route,"  which  I  am  sure  your  Comunission  will  find  m.ost  inter- 
esting and  instructive. 

Copy  of  the  extract  partly  quoted  by  me  in  the  brief 
regarding  the  statement  of  the  Goverruiient  leader  in  the 
Senate  on  the  status  of  the  Intercolonial, 
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Copies  of  two  orders  in  council  passed  in  1923  re- 
lating to  certain  changes  in  the  status  of  the  Intercolonial 
and  the  Grand  Trunk  and  other  lines. 

Address  delivered  by  Hon.  H.  A,  McKeovm,  former 
Chief  Commissioner  of  the  Board  of  Railway  Commissioners  for 
Canada,  on  Transportation  Matters  in  the  Dominion,  perhaps 
with  special  relation  to  the  Maritime  Provinces'  point  of 
view . 

Finally,  my  lord,  there  is  to  be  heard  this  week  in 
Ottawa        on  the  14th  --  an  appeal  from  the  decision  of  the 
Board  of  Railway  Commissioners  to  the  aovernor  in  Council 
with  respect  to  certain  rates  concerning  the  rao-vement  of 
grain  fromi  western  Canada  to  Atlantic  ports.       I  do  not 
think,  my  lord,  that  this  case  can  be  said  to  be  sub  judice, 
although,  as  I  say,  the  appeal  is  being  made  to  the  Governor 
in  Council  from  the  Board  of  Railway  Commissioners.  I 
would  like  very  much,  without  violating  any  of  the  ethics 
of  usual  procedure,  to  file  a  copy  of  the  petition  of  the 
Halifax  Harbour  Commissioners,  and  also  the  brief;  if  not 
at  this  time,  perhaps  at  some  later  date,  because  I  feel, 
m.y  lord  and  gentlemen,  that  the  information  contained  in 
these  two  docum.ents  is  of  essential  importance  to  many  of 
our  transportation  problems  in  the  Maritime  Provinces »  I 
rather  hesitate  to  place  these  before  the  Commission  now, 
but  if  I  may  have  permission  to  do  so  I  shall  be  glaa  to 
forward  them  at  a  later  date. 

LORD  A3HPIELD:     Vi/hen  you  speak  of  a  later  date, 

what  have  you  in  mind? 

m.  R.  Ko  SilITH:     Well,  the  case  will  probably  be 
decided  within  a  couple  of  weeks  or  so,  and  then  of  course 
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it  becomes  public  property* 

L0R1>  ASHPIEKO;     That  might  be  an  appropriate  time 
to  file  the  dccunent.       There  v\/ould  be  no  objection  to  that, 

MR,  R.  K,  SMITH;     Thank  you,  my  lord. 

LORD  ASHFIELDt     The  Commission  thank  you  for  your 
very  exhaustive  statement  and  the  papers  relating  to  it. 
Your  representations  will  receive  careful  consideration, 

COMMISSIONER  IjOREE:     Could  you  give  us  also  for  the 
record,  Mr.  3m-ith,   the  figures  of  export  of  American  grain 
through  Montreal? 

MRo  R,  K.  SMITH:     I  have  not  the  exact  figures  here, 
but  there  is  no  comparison  whatever.       There  is  a  very  small 
quantity  of  Am.erican  grain  shipped  through  the  port  of  Mon- 
treal or  any  other  Canadian  port.      The  figures,  as  a 
matter  of  fact,  are  in  the  brief  which  is  being  presented 
to  the  G-overnor  in  Council  in  connection  v\rith  the  appeal 
from  the  Board  of  Railway  Com-ro.issioners , 

COMMISSIONER  LOREE:     Is  it  fifteen  or  twenty  millions^ 
something  like  that? 

m.  Ro  K,  SMITH;     No^   I  do  not  think  it  is  anywhere 
near  thatc       I  think  it  is  more  around  nine  or  ten  millions, 
speaking  offhand, 

LORD  ASHFIELD:     Perhaps  you  can  get  the  figures? 

MR,  R.  K,  SMITH?     I  can  get  them,  my  lord?  I  have 
them,  here  c 

LORD  ASHF'IELD:     In  connection  with  your  reference  to 
the  large  diversion  of  Canadian  grain  to  United  States  ports ^ 
speaking  particularly  of  New  York  City,  I  may  say  it  has 
been  represented  to  the  Commission  that  one  reason  given 
for  that  diversion        certainly  not  a  full  reason  —  is 
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that  the  consignre  or  shipper  has  a  wider  selection  of 
steamship  facilities  if  he  directs  his  grain  to  United 
States  ports,  and  that  arising  out  of  this  wider  selection 
he  is  able  to  ohtain  the  advantage  of  lower  overseas  rates 
in  respect  of  cargo  carried  on  passenger  liners  as  compared 
with  the  rates  charged  by  cargo  ships,       I  wondered  whether 
in  searching  into  this  question  your  organization  had  run 
across  any  such  instances  as  that. 

}m,  R.  K.  SMITHS     Well,  my  lord,  I  can  assure  you 
that  we  have  not  carel<=ssly  wandered  into  this  question 
without  a  full  study  of  that  aspect  of  the  situation^  A 
great  deal  of  what  you  have  said  is  absolutely  true.  Our 
point  in  that  connection  is  this;  the  shipper  has,  of  course^ 
the  right  to  ship  his  product  over  v/hatever  line  he  prefers 
and  to  whatever  destination  he  prefers.       In  the  statutes  of 
1903  it  was  clearly  stated  that  the  transportation  company 
wou3_d  encourage  in  every  possible  way  the  shipment  of  this 
product  over  Canadian  lines  and  through  Canadian  ports,  but 
that,  we  maintain,  has  not  been  done.       Now,  with  respect  to 
the  crux  of  th<=(  question  that  you  asked,  I  understand  it  to 
be  this?  that  the  grain  goes  to  a  port  which  has  the  assembl- 
ing facilities  and  tonnage  and  cheap  carriage        which  is 
quite  true;  there  are  some  of  them  in  the  United  States, 
Portland,  New  York,   and  others.       Cur  contention,  however, 
is  that  we  would  develop  that  very  thing  in  the  ports  of 
Halifax  and  St.  John  if  we  could  first  get  this  grain  going 
through  these  ports.       In  other  words,  the  traffic  must  come 
first  before  that  phase  of  it  could  possibly  be  developed. 
The  facilities  were  established  in  United  States  ports  be- 
cause the  traffic  was  going  there,  and  until  we  get  the 
traffic  coming  through  our  Atlantic  ports  there  is  no 
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possibility  whatever  of  dex-eloping  that  competitive  phase 
of  transportation  which  is  highly  important  from  every 
possible  angle.       If  wp.  secure  the  transport  of  enough  of 
the  grain  products  through  these  ports,  that  situation  would, 
naturally  develop  and  follow  in  its  trail;  the  liner  tonnage 
and  the  tramps  and  all  other  forms  of  ocean  carriers  would 
be,  as  they  are  in  United  States  ports,  in  close  proximity ^ 
looking  for  the  transport  of  these  products  and  competing 
one  with  the  other  for  it,       I  do  not  know,  my  lordj  whether 
or  not  I  have  made  that  clear, 

LOF(D  ASHFIELD:     Yes^  sufficient,  I  think,  for  the 
purposes  of  the  moment.     Thank  you  very  much,  Mr.  Smith.  We 
will  now  have  a  submission  from  Mr,  C.  B,  Sm.ith  for  the 
Halifax  Board  of  Trade  a 

MRo  C,  B,  SMITH;     My  lord  and  members  of  the  Com- 
mission, it  becomes  ray  duty  to  present  certain  submissions 
on  behalf  of  the  Halifax  Board  of  Trade,       They  are  necessar 
ily  of  a  general  character,  but  are  based,   I  think „  upon 
generally  accepted  facts.       If  any  statement  made  requires 
substantiation,   I  may  say  that  I  have  witnesses  who  are  pre- 
pp.red  to  give  the  necessary  evidence  upon  the  point.  Apart 
from  that  I  propose,  with  your  lordship's  permission,  nierely 
to  rea*^.  the  submission* 

The  Halifax  Board  of  Trade  begs  t»  submit  for  the 
consideration  •f  the  Royal  Commission  certain  matters 
which  in  the  opinion  of  the  Board  are  important  factors 
in  the  general  problem  of  Canadian  Transportation  and  are 
of  vital  interest  to  Halifax  and  the  Maritime  provinces 
generally. 

These  matters  may  be  conveniently  grouped  under 
four  headings,  viz: 


■  I,  o 


1 


1125  - 


Mr»  C .  B  i  Smith 


1,  Rruting  of  Canadian  trade  throu^^h  Canadian 
channels. 

r 

2,  The  calling  at  Boston  of  the  Lady  boats,   so  called, 
of  the  Canadian  National  Steamships, 

3,  The  use  of  intercolonial  rails  and  pert  facilities 
by  other  railroads  on  a  more  equitable  basis. 

4,  Freight  handling  and  charges  at  the  port  of 
Halifax. 

1 ,    Ro uting  of  Canad ian  trade  through  Canadian  channels: 
It  is  understood  that  a  sulpmission  upon  this  point 
will  be  made  by  cr>unsel  representing  the  Transportation 
Commission  of  the  Maritime  Board  of  Trade 
That  has  already  been  done* 

and  we  have  no  desire  to  labour  the  point  further, 
but  wish  to  state  that  we  are  entirely  in  accord  with 
the  views  expressed  on  behalf  of  the  Maritime  Board  of 
Trade • 

It  is,  we  think,  generally  accepted  that  the 
national  development  of  Canada  is  to  a  very  large  extent 
dependent  on  the  establishment  and  maintenance,  in  an 
increasing  degree,  of  east  and  west  routes  of  traffic,  and 
to  attain  this  end  that  it  is  necessary  tb_at  the  Atlantic 
seaboard  ports  be  used  tc  the  greatest  possible  extent. 

In  this  connection  the  Halifax  Harbour  Commission- 
ers  and  the  Transportation  Coram-ission  of  the  Maritime 
Board  of  Trade  have  pending  at  the  moment  an  appeal  to 
the  Governor  in  Council  from  an  order  of  the  Board  of 
Railway  Commissioners  for  Canada  refusing  to  make  appli- 
cable to  the  maritime  ports  the  Quebec  grain  rates,  so 

called. 

Ttiis  was  the  matter  of  which  my  predecessor,  Mr.  Smith, 
has  just  spoken.     I  am  instructed  to  say  on  behalf  of  the 
Halifax  Board  of  Trade  that  v;hen  the   submission  is  filed 
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with,  thi-3  Gemmission  it  is  to  be  understood  that  it  is  en- 
dorsed by  the  members  of  the  council  of  the  Halifax  Board 
of  Trade,       That  is  all  I  v\/ish  to  say  upon  that  pointy  ray 
lord . 

2 ,     The  calling  at  Boston  of  the  Lady  boats,   so  called i 
The  stoa.mors  known  as  the  Lady  boats  operated  by 
Canadian  National  Steamships  were  built  and  put  in  com- 
mission for  the  purposf^  of  establishing  direct  steamship 
connection  between  the  ports  of  Halifax  and  Saint  John,  on 
the  one  hand,  and  Bermuda  and  the  various  islands  of  the 
West  Indies,  on  the  other,  and  in  undertaking  these  ser- 
vices displaced,  to  a  large  extent,   ships  formerly  operat- 
ing between  the  Canadian  Atlantic  ports  and  Bermuda  and 

the  West  Indies* 

In  the  fall  of  19^C ,   the  management  of  Canadian 
National  Steamships  determined  upon  the  policy  of  making 
Boston  the  last  port  of  call  outward  and  the  first  port  of 
call  inward  of  the  boats  engaged  in  this  service. 

As  s*on  as  the  Halifax  Beard  of  Trade  learned  cf 
the  proposed  change,  it  venemently  protested  against  the 
innovation  but  was  informed  that  its  protest  was  too  late 
as  all  arrangements  had  been  made  for  the  Boston  calls 
during  the  season  of  19o0~1931  and  that  tickets  to  the 
value  of  thousands  of  dollars  had  been  sold.      We  wore 
assured,  however,  that  if  the  Halifax  Board  of  Trade 
continued  to  object  to  the  Boston  calls,  the  matter  would 
be  again  taken  up  for  cor  .ideration  by  Canadian  I^ational 
Steamships  at  the  close  o:  the  1930-1931  winter  season. 

A^parently^  however,  that  has  not  been  done;  at  'ill  events 

the  Boston  calls  still  continue. 
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For  the  infonriation  of  the  Royal  Commission,  we  beg 
to  attach  hereto  marked  as  Exhibits  "A",  "B",  "C"  and  "D" 
respectivp>ly  the  following  documents: 

(A)  Report  of  the  V-Jest  India  Committee  of  the  Board 
of  Tradr  re  Boston  call  of  Lady  steamers,  dated 
October  4th,  1930, 

(B)  Memorandumx  submitted  by  Mr.  A.  Allen  on  behalf 
of  the  Canadian  National  Steamships  to  the  Board 
of  Trade,  dated  Novem^ber  14th,  1930, 

(G)     Report  of  special  committee,  dated  Novem.ber  17th, 
1930. 

(rO     Resolution  of  the  Halifax  Board  of  Trade,  dated 
November  18th,  1930. 
These  documents,  we  think,  clearly  set  out  the  many 
disadvantages  of  the  Boston  call,  and  also  indicate  that 
the  only  possible  compensating  advantage  would  be  the  in- 
creasing of  the  revenues  of  the  Canadian  National  Steam- 
ships, but  it  3eem_s  reasonably  clear  that  such  increase 
of  revenues,  if  created  at  all,  v/ould  not  be  brought  about 
by  the  development  of  new  traffic  but  by  diversion  of 
revenues  from,  the  Canad'^.an  railways„  the  Canadian  Atlantic 
ports  and  the  railv/ay  owned  or  controlled  hotels  at  these 
ports , 

We  regret  tnat  v/e  have  not  at  our  disposal  sufficient 
data  with  regard  to  revenues  to  subm.it  at  this  tim.e  a 
correct  comparative  estim^ate,  but  the  figures  should  be 
easily  obtainable  from,  the  Canadian  National  Railways 
and  the  Canadian  National  Steam.shipo. 

In  this  connection  it  is  deemed  necessary  to  point 
out  that  since  the  establishment  of  Boston  as  a  port  of 
call  for  the  Lady  stear.ors,   the  Prince  stea-ners,   so  called, 
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ordinarily  operated  by  the  Canadian  National  Railways  on 
the  Pacific^  have  bsen  transferred  to  the  Atlantic  for 
winter  cruise  purposes  and,  incongruous  as  it  may  seern^ 
Boston  has  been  made  the  borne  port  for  these  steamships 
ovmed  by  the  Canadian  people. 

3.     The  u.se  of  Intercolonial  rails  and  port  facilities 
by  other  railroads  on  a  more  equitable  basis; 

It  is  a  matter  of  history  that  the  Intercolonial 
railway  was  built  as  part  of  the  confederation  pact  for  the 
purpose  of  establishing  direct  ccmraunication  between  the 

Maritime  provinces  and.  the  central  provinces  of  Canada, 

Prom-  the  time  of  its  construction  until  its  absorp- 
tion into  the  Canadian  National  Railway  System  in  1921  or 
1922 y  it  ¥/as  operated  as  an  independent  railway,  the  then 
existing  m.ajor  railway  systems  of  Canada  competing  on  an 
equal  basis  for  traffic  originating  cn  its  lines  and  en- 
joying practically  equal  rights  v^rith  regard  to  traffic 
originating  outside  but  being  furthered  over  Intercolonial 
rails. 

Since  the  absorption  of  the  Interciolonial  b^-  the 
Canadian  National  Railways,  hov;ever,  a  new  situation  b^s 
arisen  which  we  submit  is  detrim.ental  to  the  interests 
of  the  maritime  provinces. 

In  the  result,  Halifax  is  the  only  m^ j or  Canadian 
port  denied  the  privilege  of  the  two  transcontinental 
railway  system.3  using  the  same  terminals  on  terms  of 
practical  equalitye 

This  necessarily  creates  a  disability  because  of 
lack  of  competition  and  detracts  very  materially  from 
the  possible  development  of  the  port  as  well  as  working 
an  injustice  to  shippers  and  receivers  in  the  whole  of 
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tlie  province. 

This  is  in  direct  contrast  to  the  situation  vi^hich 
exists  in  the  Unitv)d  otates  v\fherG  as  many  as  fifteen  Class 
A  roads  serve  one  port  and  enjoy  equal  privileges  thereat. 

The  fact  that  rail  entry  into  the  port  of  Halifax 
must  of  necessity,  under  present  conditions,  be  over  rails 
now  operated  hy  one  of  the  great  transcontinental  railway 
systems,,  under  terms  and  conditions  dictated  by  that  system, 
prohibits  the  use  of  the  Intercolonial  railway  line  by  the 
other  transcontinental  system  except  upon  prohibitive 
terms.      This  has  th?  effect  of  creating  a  practical 
monopoly  for  one  road  in  respect  of  traffic  moving  in  and 
out  of  Novs  Scotia  and  is  naturally  detrimental  to  the 
shipping  public  and  to  the  port  of  Halifax* 

This  applies  not  only  to  the  m.ovement  of  freight 
traffic  but  equally  to  express,  mail  and  passenger  traffic, 

Tho  advantages  of  having  and  the  dicadvantage s  of 
not  having  competitive  railway  services  in  Nova  Scotia 
are  so  obvious  that  ""t  seems  necessary  merely  to  state 
the  facts. 

The  finding  of  the  remedy  for  the  existing  situation 
is,  on  the  other  hand,  a  matter  of  some  difficulty. 

The  question,  however^  is  of  such  paramount  im-port- 
ance  that  we  resriec tfully  subm.it  it  for  the  consideration 
of  your  Royal  Commission,  confident  in  the  hope  that  full 
investigation  will  be  made  and  a  practical  solution  of 
the  difficulty  found. 

It  is  not  the  intention  of  the  Halifax  Board  of 
Trade  to  take  any  side  in  any  controversy  that  may  arise 
between  the  Canadian  l^ational  Railways  and  the  Canadian 
Pacific  Railway  Company,  but  it  is  the  earnest  dasire  of 
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the  Board,  representing  as  it  does  the  coirmercial  popula- 
tion of  Halifax  and  to  a  large  extent  of  the  whole  province, 
that  the  port  of  B;alifax  and  the  province  of  Nova  Scotia 
be  placed  upon  a  parity  with  the  other  mainland  provinces 
of  Canada  in  enjoying  the  benefits  of  the  competing  ser- 
vices of  the  two  great  Canadian  transportation  systems. 

If,   in  the  final  analysis,  this  can  only  be  brought 
about  by  restoring  to  the  Intercolonial  railway  its  identity 
and  integrity,  then  this  Board  would  strongly  favour  such 
a  consuram.ation» 

Under  present  conditions,  the  city  of  Halifax  labours 
under  all  the  disadvantages  of  being  servied  by  a  govern- 
ment -ovmed  railway  without  enjoying  the  advantage  v/hich 
would  necessarily  accrue  to  having  that  government  railway 
operated  along  the  lines  intended  when  it  was  originally 
constructed. 

In  tMs  connection  it  should  be  pointed  out  that  all 
the  Intercolonial  railway  property  in  Halifax  is,  being 
government  owned,  exempt  from  taxation  for  all  civic 
purpose  s . 

The  value  of  railv/ay  property  exempt  from  taxation, 
nnt  including  trackage  facilities  operated  by  the  Halifax 
Harbour  Gommiissioners ,   is  |4, 239, 000  as  shovm  by 
Exhibit  "E"  hereto  attached. 

I  m.ay  say,  m.y  lord,  that  the  exhibits  are  attached  to  and  form 

part  of  the  submissiono 

Ij"-   ^^reight  handlin^^  and  charges  at  the  port  of  Halifax; 

The  conditions  which  exist  at  this  port  v/ith  regard 
to  the  handling  and  interchar-ge  of  traffic  are  largely 
brought  about  by  the  matters  above  adverted  to  relative 
to  the  operation  of  the  Intercolonial  railway  as  part  of 
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the  Canadian  National  Railway  Syaterrio 

The  terminal  facilities  at  Halifax  consist  ofj 
Ocean  terminals,   so  callecLj  in  the  south. 
Richmond  terminals  at  the  Narrows ^  being  the 

entrance  to  Bedford  Basin,  and 
Deepwater  terminals,  approximately  half  way  be- 
tween the  tvifo,  . 

The  assembly  and  classification  yards  are  situate 
at  Rockingham-  about  three  miles  from  the  centre  of  the 
city  and  about  three-quarters  of  a  m.ile  from  Richmond 
yards  and  terminals,  and  occupy  about  a  mile  of  water- 
front at  Bedford  Basin» 

The  roundhouse,   the  machine  shop  and  work  shops  are 
situate  at  Willow  Park,  approximately  a  mile  and  a  quarter 
from  the  centre  of  Richmond  yards  and  reached  therefrom 
by  the  negotiating  of  a  very  steep  grade  3 

As  will  be  seen  from  the  plan  imrked  Exhibit  ^*F"  to 
this  submission^  there  is  no  direct  communication  along 
the  water-front  from.  Deepwater  terminals  to  Ocean  termin- 
als, a  distance  of  approximately  a  mile* 

Under  existing  conditions y  to  transfer  freight  from 
Doepwater  to  Ocean^  or  vice  versa,  entails  a  rail  haul 
of  P. 4  miles  while  the  distance  from  Ocean  terminals  to 
Richmond  is  6.6  miles,  and  from  Ocean  terminals  to  Pair- 
view  Junction  (the  southern  limit  of  Rockingham  Assembly 
yards)  is  a  distance  of  4,94  miles, 

'#hen  the  Ocean  terminals  were  being  planned,  the 
idea  of  placing  rails  along  the  water-front  from  Deep- 
water  to  Ocean  terminals  was  considered,  but  unfortunate- 
ly was  not  put  into  effect.      l^e  laying  of  these  rails 


-  IL^S  "  Mr,  G.  Smith 

now  would  not  only  facilitate  and  oheapon  the  rnovement 

of  freight,  hut  would  make  possible  the  delivery  of  freight 

at  coramsrcial  sidings  along  the  water-front. 

Owing  to  the  distances  between  Ocean  terminals ^  on 
the  one  hand,  and  Richmond  and  Deepwater,  on  the  other, 
exceeding  the  four  miles  permitted  for  switching  areas, — 
As  the  Commission  is  doubtless  aware,  we  have  a  four-mile 
area  in  which  switching  charges  rmj  not  be  exacted. 

—  a  switching  charge  is  made  by  the  Canadian  National 
Railv/ays  against  the  Dominion  Atlantic  Railway,  the  only 
other  railway  using  the  port  of  Halifax,  and  this  switch- 
ing charge,  authorized  as  it  is  by  the  Board  of  Railway 
G orairds sioners  of  Canada,  prevents  the  tv\iu  railways  serv- 
ing the  port  from  enjoying  port  facilities  on  an  equal 
basis. 

By  a  comparatively  recent  ord^r  of  the  Board,  the 
switching  charge  applies  equally  to  all  three  terminals. 

The  rat^,  charged  on  import  and  export  traffic  is  one 
cent  per  one  hundred  pounds,   subject  to  minimum  of  line 
carriers  tariff,  but  in  no  case  less  than  three  dollars 
per  car  on  7th,  8th  and  10th  class  traffic  (Canadian 
classification)  and  a  minimum  of  five  dollars  per  car  on 
all  other  traffic . 
That  is,  a  m.inim.um  of  three  dollars  on  certain  specified 
classes        7th,  Rth  and  10th,  for  export  and  import,  and 

a  minimum  of  five  dollars  per  car  on  all  other  export  and 
import  traffic. 

The  sv/itching  charge  on  local  traffic  is  one  and 
one-half  cents  per  one  hundred  pounds  with  a  straight 
minimum  charge  of  five  dollars  per  car. 

Willie  these  charges  are,  to  a.  certain  extent,  per- 
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mitted  to  be  and  are  absorbed  by  the  Dominion  Atlantic 
Railway,  their  exaction  orevents  the  port  from  being  used 
on  an  equal  basis  by  the  two  roads  as  the  Canadian  National, 
of  course,  pays  no  switching  charge.      And  in  the  final 
analysis  the  switching  charge  while  partially  absorbed  by 
the  Dominion  Atlantic  Railway  is  reflected  in  the  permitted 
tariffs  of  that  road  for  non-competitive  points  and  ulti- 
mately paid,  partially  at  least,  by  the  shipper. 

GOMvlISSIONSR  LEMN :     Within  the  four-mile  limit,  does 
the  Dominion  Atlantic  get  free  switching? 

MR,  G.  B,  SMITH:     We  have  no  four-mile  limit  here, 
sir.       In  Montreal,  for  instance  —  Montreal,  Toronto, 
Winnipeg  —  there  is  an  inter-switching  area  of  four  miles, 
the  railways  exchanging  traffic  doing  so  on  an  equal  basis. 
We  have  not  that  here,  and  we  cannot  get  it  here,  because 
our  yards  are  eight  miles  long.      Our  switching  area  is 
over  eight  m.iles  from  deep  water.      Around  by  Richmond  and 
the  eastern  shore  of  the  Northwest  Arm  to  the  Ocean  termin- 
als includes  an  area  greater  than  is  permitted  for  a  free 
switching  area. 

LORD  A3HFIELD;     It  is  a  geographical  difficulty. 
1^,  Ce  B,  SMITH;     It  could  easily  be  remedied,  m.y 
lord,  by  continuing  rails  around  the  water-front  from 
Deepwater  to  Ocean  terminals,  v;hich  is  only  a  mile.  Rich- 
mond then  would  be  distant  from  Ocean  not  more  than  a  mile 
and  a  half  or  two  miles, 

LORD  ASHFIELDs     Did  you  say  you  havo  a  drawing  or 
map  which  would  indicate  the  situation? 

I^.  C.  B,  SMITH?    Yes,  a  m.ap  showing  the  complete 

layout  • 

COMMISSIONER  LORELs     What  would  be  the  cost  of  that 
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^-xtension? 

Ml.  C.  B.  SMITH:     I  could  not  tell  you  exactly,  sir^ 
but  I  could  get  that  information  for  you,  as  well  as  the 
number  of  cars  switched  in  a  year, 

GOMvILSSIONER  LORSEs     I  mean  the  cost  of  building 
this  ne^N  connecting  line  to  bring  it  within  the  four-mile 

limit, 

MR.  C.  B,  oIvlITIi:     That  is  something  I  could  not  offer 
an  opinion  upon,  because  the  question  whether  surface  rails 

v/ould  merely  be  laid  above  the  pavement  for  the  purpose  of 
transmitting  freight  traffic  at  night,  or  whether  a  complete 
line  of  railway  would  h&ve  to  be  laid  down,  is  a  matter  on 
which  I  would  not  care  to  make  any  statement;,  it  is  an  engin- 
eering problemo 

To  follow  that  up,  my  lord,  I  may  say  that  under  the 
regulations  of  the  Board  of  Railway  Commissioners,  the  Domin- 
ion Atlantic  Railway  is  permitted  to  absorb  one-half  of  the 
switching  charge  on  im.port  and  export  traffic,  either  destin- 
ed for  or  originating  at  competitive  points.      With  regard 
to  local  traffic  it  is  permitted  to  absorb  one-half  cent  per 
hundred  pounds,  or  one-third  of  the  rate. 

Another  matter  of  major  importance  to  the  port  is 
the  question  of  transfer  of  freight  from  and  to  the 
eastern  side  of  Halifax  harbour. 

At  the  present  time^  freight  transferred  by  the 
G.NJU  from  Dartmouth  and  other  points  on  the  eastern 
side  of  the  harbour  must  bo  conveyed  to  VVindsor  Junction, 
which  is  approximately  11  miles  from  Dartmouth,  and  then 
brought  back  to,  Halifax,  a  further  distance  of  IV  miles. 
In  1R80  or  therabouts  a  railway  bridge  was  built 
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aoross  the  Narrows,     (See  Plan,  E^diibit  "p"). 

This  was  a  wooden  pile  bridge  and  about  1890  was 
destroyed  and  has  not  since  been  replaced. 

The  Canadian  National  Railways  now  operate  an  eastern 
branch  extending  from  Dartmouth  about  42  miles  along  the 
eastern  shore  of  Nova  Scotia,  and  all  traffic  between  this 
line  and  Halifax  must  under  present  conditions  be  conveyed 
via  Windsor  Junction  as  above  indicated. 

This  Board  is  of  the  opinion  that,  in  order  that  the 
port  of  Halifax  may  be  developed  to  the  fullest  extent,  the 
construction  of  a  rail^bearing  bridge  between  Halifax  and 
the  Dartmouth  side  is  essential  either  immediately  or  in 
the  not  far  distant  future, 

LOhD  ASHPIELD:     Thank  you  very  much,  Mr,  Smith. 
Are  there  any  others  who  desire  to  make  any  submissions? 
If  not,  the  meeting  will  be  adjourned. 

The  Commission  adjourned  at  4.10  p.m. 
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The  Goramission  resumed  in  the  Executive  Council 
Chamber,  and  representations  were  made  by  Mr,  Walter  A* 
Black  and  Mr »  A.  lu  '^/hitman. 

LORD  ASHFISLD;     I  understand  that  there  hag  been  a 
wish  expressed  that  certain  submissions  should  be  made  when 
the  Press  v/ere  not  present.      Do  you  wish  to  proceed  first, 
Mr»  Black? 

IVIR.  WALTER  A,  BLACK:     If  you  please,  my  lord.  I 
may  say  that  besides  presenting  my  own  views  I  represent 
certain  business  people  of  Halifax  who  rather  agree  with  me 
and  helped  m^e  to  prepare  this  brief. 

It  is  presum.ed  that  the  scope  of  your  investigation 
includes  Canadian  National  Steamiships,  as  well  as  railways 
on  account  of  the  large  loss  to  Canada  due  t'-^  their  opera- 
tion. 

Halifax  was  one  of  a  very  few  places  in  the  Dominion 
to  oppose  government  operation  of  steam.shipsj  and  this  oppo- 
sition has  been  well  justified  by  results. 

The  Minister  of  Marine  responsible  for  inauguration 
of  Government  operation  stated,  about  the  time  the  building 
of  the  Canadian  Government  Merchant  Marine  tonnage  v/as  com- 
pleted, that  the  entire  fleet  could  be  disposed  of  at  cost. 

It  would  appear  that  a  trem.endous  error  was  made 
at  that  time  and  has  continued  ever  since.       The  cost  to  the 
people  of  Canada  as  given  in  the  report  of  the  select  stand- 
ing com:mittee  on  Railways  and  Shipoing  of  June  25th,  1931, 
^•age  277,  is  acknowledged  to  be  to  that  date  over 
^Pl, 000,000,  excluding  any  interest  the  Government  gave  up. 

It  is  imipossible  to  arrive  at  a  correct  estimate  of 
the  losses  of  the  Canadian  National  Steamships  from  the 
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annual  reports  the  reports  of  the  seloct  standing  cornmittftd 
on  railways  and  shipping  of  1931  shows  this. 

Page  279  ~-  vSir  Henry  Thornton  admits  a  loss  of 
1100,000,000.       Incidentally  on  pages  287  and  2R8,  Sir  Henry 
Tliornton  attributes  some  of  the  loss  on  the  West  Indies  ser- 
vice to  the  competition  of  the  Aluminum  Line,  and  says  they 
fill  their  vessels  with  such  freight  as  tbey  can  get  at  any 
price  at  all.       This  is  absolutely  incorrect        the  Ocean 
Dominion  (Aluminum  Line )  has  maintained  the  same  freight 
rates  as  the  Canadian  National  for  several  years. 

These  are  the  admitted  losses,  but  do  they  tell  the 
whole  story? 

Possibly  it  might  interest  the  GoFimission  to  make 
sorae  Inquiry  into  items  properly  chargeable  against  the 
Steamships  v^/hich  have  been  charged  against  the  Railway. 

For  instance,  v\rhen  the  Halifax  Harbour  Gomm-ission 
took  over  the  docks  in  Halifax  from  the  railway,  it  v/as  pro- 
vided that  the  Canadian  National  Steam^shiPs  should  have  cer- 
tain free  privileges  not  granted  to  other  steamship  lines - 

Notwithstanding  the  large  am.ount  for  advertising 
charged  to  the  Vi/est  Indies  service  in  the  last  account,  has 
n<^t  the  railway  absorbed  a  substantial  amount  properly 
chargeable  to  steamships? 

Are  the  .steam-ships  charged  anything  for  their  ad- 
vertisement which  appears  on  the  menus  in  the  diners  of  the 
railway,  and  in  every  timetable  of  the  railway? 

It  is  not  the  custom  of  private  steamship  companies 
operating  a  passenger  service  in  ocean  trade  to  grant  free 
passes,  and  seldom  do  they  even  give  a  reduction  in  rate. 

It  might  interest  the  Comm.ission  to  inquire  into 
the  number  of  free  passes  and  also  the  numlDer  of  reduced 
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rates  granted  to  '^r^s^^^Olj^Bs^  passengers  on  the  Lady  boats 
since  they  coTnmenoed  operating. 

In  addition  to  this,  some  of  the  privileges  which 
the  Canadian  National  Steamships  have  which  private  companies 
do  not,  are  free  telegrams,  free  transportation  for  travell- 
ing representative 3 5  exemption  from  taxation. 

The  first  annual  report  states? 

"That  the  steamers  built  by  the  Canadian  Government 
v/ere  intended  primarily  to  cooperate  with  British  shipping 
in  supplying  the  necessities  of  war,  and  in  tim.es  of  peace 
to  provide  the  m.eans  of  carrying  abroad  the  product  of 
Canada's  farmiSj  forests,  mxines  and  factories,  without 
which  Canada    could  not  hope  to  take  full  advantage  of  the 
opportunity  of  expanding  her  export  trade". 

The  result  of  the  first  year's  operations  vms  a 
profit  of,  in  round  figures,  ^1,430,000.       This  was  one  of 
the  years  of  the  greatest  prosperity  in  shipping  the  world 
has  ever  known o 

If  the  fleet  had  been  operated  by  a  private  concern, 
the  profits  would  have  been  enormously  increased;   the  vessels 
were  kept  in  the  Canadian  trade,  but  carrying  products  in 
m.any  instances  at  lower  rates  than  the  rates  quoted  by  out- 
side tonnage.       This  was  no  doubt  the  reason  why  no  com- 
plaint was  heard  from,  mianuf  acturer s ,  exporters  and  importers 
in  interior  parts  of  Canada  regarding  Government  operation 
of  stearashj.pe. 

The  first  annual  report  states j 

"That  regular  sailings  have  been  established  to 
London,  Liverpool  and  Glasgow;  to  South  Am_erica,  calling  at 
Pernam-buco,    Bahia,  Rio  de  Janeiro  and  Buenos  Ayres,  and 
to  the  V/est  Indies,  calling  at  Havana,  Kingston,  Trinidad, 
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Barbados  and  Demeraraj  etc." 

"Further  trad-,  routes  are  being  established,  includ- 
ing regular  sailings  to  Australia  and  New  Zealand,  and 
additional  services  are  in  contemplation," 

Can  you  explain  what  cooperation  is  made  with 
British  shipping  which  already  had  services  established 
from  Canada  to  practically  all  the  above  ports? 

What  has  been  the  result?      British  ovmed  steamers 
were  driven  off  the  Canadian  routes  in  some  instances;  in 
others  the  established  lines  were  powerful  enough  to  drive 
the  C,N,S.  off  their  routes. 

The  second  annual  report  states s 

"That  new  services  l:iave  been  established  from  Van- 
couver to  Australia  and  New    .Zealand,  and  from  Atlantic 
ports  to  British  India  and  Straits  Settlements." 

"Regular  cargo  services  are  now  established  to 
Australia  and  'New  Zealand,  to  British  India  and  Straits 
Sett  lem.ents ,  to  the  Iciest  Indies,  to  Newfoundland  and  South 
America," 

The  third  annual  report  says : 

"In  addition  to  the  services  inaUt-,urated  during 
1919  and  1920^  new  services  have  also  been  provided  during 
the  past  yeary  as  follows s 

"From.  Atlantic  ports  to  Australia. 
"From  Pacific  ports  to  China,   Japan  and  India  and 
the  Pacific  coastal  service  to  California." 

The  turn  of  the  tide  with  regard  to  new  services 
started  with  the  fourth  annual  report. 

Looking  back  over  the  annual  reports,  various  ex- 
cuses for  losses  are  given.       For  instance,  the  following  is 
an  extract  from  the  fourth  annual  reports 
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"Tlie  loss  in  operation  of  your  fleet  during  the  year 
{i. 6,1922)  owing  to  adverse  conditions  in  the  steamship 
"business  was  to  be  anticipated.       It  is  admitted  "by  the 
best  authorities  that  the  past  year  v^'as  the  worst  in 
recent  shipping  annals.      With  the  experience  of  the  years 
1921  and  1922,  it  is  difficult  to  be  optimistic  as  to  the 
future,  yet  present  indications  are  that  in  several  trades 
conditions  are  improving,  and  wo  have  reason  to  anticipate 
a  gradual  return  to  better  conditions  in  the  near  future." 

Freight  rates  are  no  better,  and  in  most  cases  lower 
now        nine  years  later  --  than  they  v^ere  then. 

Another  extract  as  follows? 

"The  operations  of  the  com.panyy  while  showing  a 
loss  during  1922,,  have  proved  to  be  a  decided  advantage 
to  the  Canadian  National  Railways.      Shipments  turned 
over  to  the  railway  for  the  eleven  months  ending  Nove^r.ber 
amounted  to  172^577  tons,  to  v/hich  should  be  added  36,949 
tons  of  import  freight  handled  over  the  Government  dock 
at  Vancouver  from  December  1st,  1921,  to  Noveir-ber  1st, 
1922," 

We  dispute  the  advantage  to  the  Canadian  National 
Railways,  our  opinion  being  that  the  cargo  carried  by  the 
Canadian  National  steamships  virould  have  come  forward  in  any 
case  by  private  lines,  and  even  if  the  Canadian  National 
Railways  had  not  secured  the  rail  haul  of  all  this  cargo 
they  would  have  been  more  than  compensated  by  other  cargo 
carried  by  private  companies,  who  would  naturally  divert 
any  cargo  they  could  from  a  railway  operating  steamers  in 
competition  v\rith  them.. 

At  the  inception  of  the  Canadian  National  Steamships 
the  difficulty  of  operating  a  fleet,  which  at  the  end  of 
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tho  first  year  consisted  of  19  stearaers,  at  the  end  of  the 
second  year  44  steamers,  the  third  year  66  steamers  of 
380j,000  tons  D»W,,  can  probably  be  only  properly  appreciated, 
by  one  familiar  with  steam.ship  operation. 

It  is  seldom,  if  ever,  you  can  find  a  steamship 
manager  familiar  vi/ith  more  than  a  limited  number  of  trades. 
For  instance,  a  steamship  manager  familiar  with  trans-Atlantic 
business  and  customs  would  be  at  sea  if  transferred  without 
previous  experience  to  South  America  or  West  India  trade. 

You  can  imagine  then  what  it  would  be  to  build  up  a 
staff  to  operate  these  services.       In  many  cases  men  were 
transferred  from  railway  positions  to  steamship  positions. 
One  port  manager  thus  transferred  remarked  that  he  had 
learned  the  "railway  game"  and  did  not  see  why  he  could  not 
learn  the  steamship  game.      Well,  no  doubt  he  could,  but 
experienced  steamship  men  will  tell  you  that  it  takes  years 
to  learn  the  steamship  business;   in  fact,  a  lifetime  ex- 
perience will  still  leave  something  new  to  learn. 

There  has  been  no  policy  propounded,  ships  are  run 
here,  there  and  every^/here,  whether  economically  feasible 
or  not  I  they  are  a  menace  to  the  transportation  interests 
of  Canada,  driving  competitors  off  routes,  and  then  finding 
the  business  unprofitable,  abandoning  the  service. 

Tr  show  the  vagaries  of  operation,  the  following  is 
taken  from  thoir  annual  reports j 

Atlantic     South  America 

1st  report  3  sailings 

2nd      ^'  8 

3rd      "  9 

4th, 5th, 6th, 7th, 

3th, 9th  reports  No  " 
10th  report  4  " 

11th      "  11  " 

12th  "  12  " 
This  service  is  being  abandoned  this  year. 
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Atlantic  to  U»K. 
Varies  from  93  to  34  sailings,  finally  dropped  12th  report. 

Atlantic  to  Newfoundland 
Varies  from  22  to  7j,  finally  dropped  in  11th  report, 

Atlantic  to  Austra lia  and  New  Zealand 
Service  still  operating,  having  driven  New  Zealand 
Shipping  Company  (British)  practically  out  of  the  service. 

Pacific  to  Australia 
Varies  in  3rd,  4th,  5th  and  6th  annual  reports  from 
16  to  5  sailings^  dropped  after  that. 

Pacific  to  India 
2  sailings  each  in  3rd  and  4th  reports 
1  sailing  each  in  5th  and  6th  reports. 

Pacific  to  Orient 
Varies  from  16  to  5  sailings  in  3rd,  4th,  5th, 
6th  and  7th  reports j  then  dropped. 

Pacific  to  U,K. 
Varies  from  22  to  10  sailings  in  6th,  7th,  8th  and 
9th  reports;  then  dropped. 

Pacific  to  Coastal 
Vancouver  and  Victoria  to  California  varies  from  57  to 
20  sailings;  finally  abandoned  in  last  report. 

In  the  report  of  the  select  standing  committee  on 
railways  and  shipping.  Sir  Henry  Thornton  and  Mr.  Teakle 
state  that  it  is  impossible  to  operate  the  Canadian  National 
Steamships  on  account  of  the  steamers  being  obsolete. 

Practically  the  vifhole  of  the  fleet  is  shown  in 
Lloyd's  register  as  being  built  in  1920  and  1921. 

For  comparison,   say  the  fleet  averag,es  12  years  old. 
The  average  age  of  a  few  of  the  fleets  kno¥/n  in 
Canada  arc  as  follows s 
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Cunard  Line  13  years 

*i\/hite  Star  Line  19  " 

Manchester  Liners  14§  " 

Houston  Line  14  " 

United  Fruit  20  " 

Bristol  City  Line  17  " 

County  Line  15-|-  " 

Altliough  the  Canadian  National  Steamships  is  supposed 
ly  free  of  political  influence,  as  a  matter  of  fact  it  is 
note        Officers  on  the  steamships  will  confirm  this  regard- 
ing positions  on  the  steamers  —  just  previous  to  last 
Dominion  election,  contracts  extending  over  one  and  two 

years  were  made  with  supporters  of  the  late  Government. 

Vi/e  understand  the  management  did  not  wish  to  put  on 
the  service  which  was  lately  inaugurated  to  Havana,  but  was 
asked  to  do  so  by  the  Department  of  Trade  and  Commerce, 

The  publicity  department  of  the  Steamships  calls 
this  a  new  service  to  develop  Canadian  trade,  probably  having 
forgotten  they  tried  this  service  some  years  ago  and  found 
it  most  unprofitable.       It  might  be  added  that  this  sam.e 
steamer  brought  a  return  cargo  of  sugar  from  Cuba  to  an 

American  port  at  10-|  cents  per  100  pounds,  a  lower  rate  than 
competing  steamers  were  quoting,  and  an  unprofitable  rate  in 
any  case*       Is  this  developing  Canadian  trade? 

The  steamers  on  the  Australian  and  New  Zealand  ser- 
vices in  many  instances  bring  back  cargoes  to  United  States 
ports.      Any  other  steam.ship  line  would  probably  do  the 
sam.e but  v/ould  not  advertise  themselves  as  developing 
Canadian  trade. 

The  West  India  steamers  wore  built  and  put  in  opera-' 
tion  to  fulfil  the  West  India  trade  agreement,  the  object 
being  to  provide  a  direct  steamship  service  from.  Canada  to 
the  West  Indies, 

Last  year  the  management  arranged  for  these  steamers 
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to  call  at  Boston  to  ombark  and  disembark  passengers*  This 
seems  a  very  strange  way  of  developing  Canadian  trade. 

Not  only  that;,  but  it  diverts  the  bulk  of  the 
passenger  trade  from  the  Canadian  National  Railway, 

It  might  be  said  in  passing,  that  when  the  V>iest 
India  service  was  operated  by  a  private  company  under  sub- 
sidy, the  privilege  of  calling  at  an  American  port,  although 
asked  for  several  tim^es,  was  consistently  refused. 

It  will  possibly  be  remembered  that  one  of  the 
reasons  or  excuses  given  for  building  the  Nova  Scotian  hotel 
was  to  take  care  of  the  large  pas3«=^nger  travel  that  would 
develop  by  the  Lady  boats  to  the  West  Indies. 

In  speaking  of  the  VVest  Indies  trade  agreemjent, 
which  Halifax  Y*fas  opioosed  to  at  the  time  on  account  of  having 
not  a  single  practical  representative  on  the  Canadian  side 
of  the  commission,  the  reprosentati vo3  of  the  Canadian 
GoverKnent  Merchant  Marine  were  present  at  the  conference, 
but  representatives  of  the  Royal  Mail  oteam  Packet  Company, 
who  were  then  operating  the  service  under  subsid.y,  were 
refused  permission  to  be  present. 

The  Lady  boats  of  the  West  Indies  services  were  de- 
livered at  the  end  of  1928;  additional  first  class  passenger 
accomm.odation  was  added  in  1930, 

Is  the  additional  accommodation  used  more  than 
possibly  two  or  three  months  in  the  year? 

In  addition  to  owning  and  operating  steamers,  the 
Canadian  National  Steamships  have  also,   to  a  limited  extent, 
taken  on  agencies  of  other  lines,  this  in  direct  competition 
with  private  interests. 

Numerous  other  cases  could  be  cited  of  interference 
by  the  Canadian  National  Steamships  with  private  enterprise, 
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while  a  waterway  exists  to  places  between  which  a  railway 
runs  there  is  sure  to  be  water  borne  competition,  but  it 
does  seem  an  extraordinary  condition  of  affairs  that  the 
G-overnraent  should  run  steamerci  not  only  in  competition  with 
private  enterprise  but  with  their  own  railway,        Thej,  how- 
over,  did  more  than  this  last  fall        private  lines  were 
charging  20  cents  per  hundred  pounds  on  flour  from  Montreal 
to  Halifax,  but  the  Canadian  National  Steamships  brought 
forv^/ard  a  quantit-;'^-  at  15  cents  per  hundred  pounds. 

The  advantages  derived  by  a  few  people  in  the  way 
of  supplies,  repairing, and  in  some  cases  lower  freight  rates, 
are  infinitesimal,  as  compared  with  the  enormous  losses  which 
have  to  be  borne  by  ohe  taxpayers  of  the  country  as  a  whole. 

I  may  say  th-at  in  Halifax  you  may  have  some  people 
who  are  in  support  of  the  Canadian  National  Steamships,  on 
account  of  the  large  amount  of  supplies,  repairs,  and  that 
sort  of  thing,  but  the  people  of  Canada  as  a  whole  have  to 
pay  for  it» 

Might  I  call  your  attention  to  the  criticism  of  the 
last  three  annual  reports  of  the  Canadian  National  Steamships 
which  appeared  in  "Pairplay",  Great  Britain's  leading  shipp- 
ing journal.      To  the  best  of  my  knowledge  these  articles 
are  original  and  not  inspired  by  steamship  or  other  interests 
opposed  to  G-overnment  operation. 

You,  r.y  lord,  are  no  doubt  famdliar  with  this 
shipping  journal,  "Fairplay,"  and  I  dc  not  think  you  could 
induce  the  editor  of  that  publication  to  accept  anything 
"hut  what  he  thought  for  himself        could  you^,  my  lord? 

LORD  ASHFIELD?     I  am  sure  you  could  not. 

Mil,  BLACK  I     There  is  no  doubt  that  where  there  is 
trade  from  Canada,  it  will  be  taken  care  of  by  privately 
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owned  shipping  compani^^s.      Where  there  is  only  a  small 
trade  in  which  there  are  possibilities  of  development,  a 
subside/-  might  be  required  at  the  beginning* 

Might  the  attention  of  the  Commission  be  called  to 
a  paper  read  before  the  annual  meeting  of  the  Canadian 
Chamber  of  Gemmerce  at  Toronto,  October,,  1930,  "by  Colonel 
Gear,  one  of  the  most  experienced  steamship  men  in  Canada* 
He  concludes  as  follows? 

"For  the  foregoing  reasons  I  submit  the  G-overnment 
ownership  and  operation  of  a  mercantile  fleet  is  a  detri- 
ment to  the  country;  it  involves  the  Government  in  very 

heavy  financial  loss,  it  increases  taxation,  it  prevents 
individual  initiative,  and  for  these  and  other  reasons 
already  mentioned;  I  believe  the  Canadian  Governraent 

viTOuld  be  well  advised  to  dispose  of  the  balance  of  their 

vessels  as  Australia  and  Britain  have  done,  and  -che 

United  States  are  now  gradually  doing*" 

I  may  say  that  Colonel  Gear  was  at  one  time  manager 
of  the  Robert  Reford  Company,      The  copies  of  "Fairplay" 
referred  to,  and  als^  Colonel  Gear's  statement,  are  attached. 
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LORD  AoHFIELD:  Mr.  V/h5_tman,  have  you  any  represen- 
tations to  make  to  the  Conmission? 

MH.  A.  H.  WHITMAN:  Yes,  my  Lord.     Mine  are  very 
brief.     As  drafted  by  me  they  give  possibly  a  little  broader 
viewpoint  than  might  be  said  to  come  from  Mr.  Black,  in  viev/ 
of  the  fact  that  he  is  a  shipping  man. 

LORD  AoHFIELD:  Are  you  speaking  in  the  same  sense 
as  Mr.  Black? 

MR.   i/HITMAK;  On  the  same  subject,  but  from  the 
point  of  view  of  a  man  outside  of  any  shipping  Interest, 
otherwise  than  being  the  head  of  a  company  that  is  a  large 
shipioer . 

LORD  ASIiFIELD:  Not  being  in  the  shipping  interest 
with  Mr,  Black? 

MR,  V/HITIylAN:  I  am  not  interested  in  the  handling  of 
any  steamers,     I  v/ant  to  express  my  own  opinion, the  opinion^ 
I  v/ould  say,  of  the  majority  —  at  one  time  I  thought  of  all- 
of  those  similar  to  myself  who  have  been  in  the  export  trade 
in  flalifax  for  a  great  msjiy  years  and  their  forefathers 
before  them,     I  think  I  am  also  speaking  for  the  same  rep- 
resentative men  in  Saint  John,  New  Brunsiv/ck.     At  the  time 
the  West  India    Treaty  was  dealt  with  I  headed  the  committee 
that  went  to  Ottawa  and  made  representations  to  the  Hon- 
ourable Mr.  Malcolm  before  the  Treaty  was  DUt  through. 
This  is  m_y  submission,  Mr.  Chairman: 
Bncloaed  please  find  copy  of  the  report  of  the  Vvest 
India  Committee  of  the  Halifax  Board  of  Trade,  dated 
October,  1925,  covering  the  then  proposed  West  India 
Treaty,   also  a  page  of  the  Halifax  Herald  of  2lovember  3, 
1925,  containing  a  copy  of  a  letter  of  mine  published  in 
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the  Montreal  Gazette  in  reference  to  said  Treaty,  with 
a  condeiTination  of  the  further  exploitations  of  government 
ownership  and  operation  of  steamers.     Subsequently,  in 
the  face  of  strenuous  opposition  on  the  part  of  both  the 
Saint  John  and  Ealifax  Board  of  Trade  Comi-nittees ,  the 
West  India  Treaty  ¥/as  put  into  effect,   so  that  today  the 
West  India  Treaty  sorvices  cannot  be  done  away  with. 

My  object  in  filing  with  you  the  Halifax  Committee's 
findings  regarding  the  West  India  Treaty  is  to  supply  you 
with  some  of  the  background  of  the  opposition  by  Maritime 
foreign  traders  and  shipping  concerns  to  government  ov/ner- 
ship  and  operation  of  steamships  for  commercial  purposes. 
The  disastrous  financial  results  of  the  V/est  India  Treaty 
are  probably  worse  than  were  predicted.     I  am  of  the 
opinion  that  the  same  groups  of  prominent  merchants  in 
St. John  and  Halifax  that  opposed  government  ov/nershlp  and 

operation  of  steamers  in  1925  continue  of  the  same 
opinion        I  would  say  to  even  a  greater  extent. 

I  have  to  admit  that  in  my  opinion  75  per  cent  or 
more  of  the  voting  public,  unless  steps  ¥/ere  taken  to  edu- 
cate them  of  the  danger  of  their  action,  would  vote  for 
the  continuance  by  the  Canadian  National  Railways 
management  of  the  scattering  of  vi/hite  elephants  on  both 
sea  and  land.     In  view,  however,  that  at  last  the  C.ll.R. 
President  has  agreed  that  the  Canadian  Government  Mer- 
chant Marine  should  r-e  v/ound  up  as  qx  ickly  as  possible, 
there  is  some  hope  that  Canada  v^ill  soon  see  the  end  of 
government  ownership  and  operation  of  steamers,  other- 
wise than  those  services  that  cannot  be  abandoned  owing 
to  the  West  India  Treaty. 
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LORD  ASIiFILLD:  Does  anybody  else  wish  to  make  any 
submissions? 

MR.   oAUNDJ-i-iS( Secretary  of  the  Board  of  Trade):  Yio, 
my  Lord,  not  that  I  Imov/  of. 

The  Commas  si en  adjourned  at  4.35  p.m. 
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ROYAL  COMMISSION  ON  RAILWAYS  AND  TRANSPORTATION 


The  Royal  Commission  appointed  to  inquire  into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,  shipping  and  communi- 
cation facilities  therein,  having  regard  to  present 
conditions  and  the  probable  future  developments  of 
the  country,  met  at  the     Province    Building.  ,  St.  John, 
N.B,,  on  Tuesday,  January  12,  1932. 


Commissioners 


PRESENT : 

RIGHT  HON.  LORD  ASHFIELD,  Acting  Chairman 
■    BEAUDRY  LEMAN,  Esq.  ) 
ILEONOR  FRESNEL  LOREE,  Esq. 
WALTER  CHARLES  MURRA/,  Esq. 
JOHN  CLARENCE  WEBSTER,  Esq. 

Arthur  Moxon,  Esq.,  K.C.,  Secretary 

Executive  Council 
Hon.  CD.  Richards,  K,C.,  Premier  and  Attorney  General 
Hon.  L.  P.  D.  Tilley,  K.C.,  Minister  of  Lands  and  Mines 
Hon.  Antoine  J.  Leger,  Provincial  Secretary-Treasurer  ■ 
Hon.  David  A.  Stewart,  Minister  of  Public  Works 
Hon.  Lewis  Smith,  Minister  of  Agriculture 

Hon.  Henry  I.  Taylor,  M.D.,  Minister  of  Health  and 

Labour 

Hon.  W.  H.  Harrison,  K.C,  President  of  Executive 

C  ounc  i 1 

Hon.  E.  A.  Reilly,  K.C,  Minister  without  Portfolio 
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Province  Building  ,  St. John, 
Tuesday,  January  12,  1932, 

The  Commission  met  at  10  a«m, 

LORD  ASHFIELD:     May  I  first  of  all,  on  behalf  of 
our  Chairman,  Mr.  Justice  Duff,  and  Sir  Joseph  Flavelle, 
convey  to  you  and  to  the  members  of  your  G-overnment  their 
sincere  regret  at  their  inability  to  be  present  this  morn- 
ing.     Our  Chairman  is,  on  doctor's  orders,  prevented  from 
travelling,  and  as  you  know.  Lady  Flavelle  is  not  well  and 
Sir  Joseph  is  unable  to  leave  his  home, 

HON.  C,  D,  RICHAl^S,  Premier  and  Attorney  General: 
My  lord  and  gentlemen  of  this  Coram.ission,  I  may  say  that  I 
had  understood  from  the  press,  and  in  fact  by  personal 
letter  from  Sir  Joseph  Flavelle,  that  the  Chairman  and  Sir 
Joseph  were  not  to  be  here.      We  regret  very  much,  as  I 
know  you  do,  that  they  are  unable  to  be  present  with  you. 
Speaking  for  the  Province  we  extend  to  you  a  cordial  wel- 
come • 

We  are  not  definitely  informed  as  to  the  exact 
points  upon  which  you  may  wish  to  confer  with  us,  but  we  are 
in  a  measure  prepared  to  consider  any  matters  you  may  desire 
to  discuss, 

LORD  ASHFIELD;    We  have  no  definite  programme  in 
our  minds,  Mr,  Premier.      We  are  seeking  information  in 
every  possible  direction,  and  we  shall  be  very  grateful  if 
you  or  any  of  your  ministers  can  give  us  assistance  in 
connection  with  the  task  that  has  been  entrusted  to  us. 
If  there  are  any  special  points  you  have  in  mind  that  you 
would  wish  to  deal  with,  we  shall  be  glad  to  have  you  state 
them. 

HON.  MR.  RICHARDS s    Were  there  any  particular 
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features  of  the  problem  as  it  has  been  presented  to  yoU; 
my  lord,  to  which  you  would  care  to  direct  our  attention? 

LORT'  ASHFIELDj     I  do  not  think  so        not  at  this 
moment,  Mr»  Premier, 

HON.  m.  RICHARDS;     It  is  obvious,  of  course,  that 
the  Government  is  not  in  a  position  to  present  matters  before 
this  Commission  from  any  technical  or  expert  point  of  view. 
We  understand  that  yesterday  in  Halifax  representations  were 
plao<9d  before  you  on  behalf  of  the  Transportation  Coramission 
of  the  Maritime  Board  of  Trade,  which  in  large  measure 
probably  express  the  views  of  the  transportation  interests 
of  these  provinces.      You  will  have  presented  to  you  while 
you  are  here  a  further  representation  by  the  President  of 
the  Transportation  Commission  of  the  Maritime  Board  of  Trade, 
Mr,  Patterson,  who  will  deal  with  what  he  calls  the  histori- 
cal background  of  the  transportation  problem  in  the  maritime 
provinces.      I  have  been  furnished  with  a  copy  of  that 
memorandum  for  the  use  of  the  provincial  Government,  and 
have  had  the  opportunity  of  reading  it.      Then  you  will  also 
have  presented  to  you  in  this  city  a  brief  on  behalf  of  the 
Board  of  Trade  of  the  City  of  St,  John,  the  largest  trade 
organization  in  the  province  of  New  Brunswick,       It  is 
natural  that  it  should  be  so,  representing  as  it  does  the 
commercial  metropolis  of  this  province;  it  is  an  organiza- 
tion which  has  taken  a  very  active  interest  in  trade  matters 
and  includes  in  its  membership  men  who  are  experts  in  deal- 
ing with  these  problems.      So  that  all  these  features  will 
be  presented  to  you  by  men  who  are  skilled  in  transportation 
questions.        We  have  not  in  our  Government  or  in  our 
Government  service  any  such  experts,  and  all  that  we  can 
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s.iy  to  you  will  be  more  of  a  general  character,  and  as  i'lie 
prohlem  presents  itself  to  us  in  a  hroad  way, 
LORD  ASHFIELD;     Quite  so* 

HON.  MR,  RICHARDS;     I  understand  that  the  session 

here  is  in  camera,  and  therefore  we  can  speak  very  frankly; 

and  of  course  in  expressing  the  viev/s  of  the  Government  we 

are  not  making  any  announcGment  of  policy  or  anything  of 

that  character. 

I  suppose  it  is  the  purpose  of  your  Commission  to 

endeavour  to  find  some  means  of  alleviating  the  heavy 
burden  resting  upon  the  country  in  respect  of  our  railways^ 
and  you  are  no  doubt  wondering  v^rhether  there  is  ary  light 
we  can  throw  upon  the  subject  down  here.      Frankly  I  do 
not  know  what  there  may  be.       If  any  way  is  to  be  found  of 
alleviating  that  burden,  it  would  seem  natural  that  it 
would  be  found  in  economies,  or  perhaps  in  reduction  of 
service.      Everybody  who  has  followed  the  development  of 
transportation  facilities  in  Canada  must  appreciate  .at 
least  we  are  beginning  to  appreciate  it  —  that  we  ha^/e  a 
tremendous  railway  mileage  having  regard  to  our  population, 
and  how  we  are  to  meet  all  that  is  involved  in  that  con- 
dition is  a  probte     that  I  suppose  you  will  have  to  solve. 
LORD  ASHFIELD J     Try  to  solve. 

HON.  m.  RICHARDS;    Yes.       That  leads,  of  course,, 
to  a  consideration  of  one  of  the  features  I  know  you  have 
been  dealing  with,  namely  the  question  of  duplication  of 
railway  mileage  and  railway  service. 

LORD  ASHFIELD;    And  branch  lines,  of  course o 
.HON.  MR.  RICHARDS  J     I  suppose  that  l8  one  of  t.-e 
big  features  in  your  problem. '    We  have  thought  somehwab 
of  that  in  its  relation  to  the  situation  in  this  province. 
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I  think  every  member  of  this  Government  is  quite  familiar 
with  the  railway  organizations  and  the  actual  railway  lo- 
cations and  services  in  New  Brunswick,  and  whether  or  not 
it  is  a  matter  of  encouragement  I  am  bound  to  say  to  you^ 
my  lord  and  gentlemen  of  this  Commission,  that  it  is  our 
strong  feeling  that  in  this  province  there  is  very  little, 
if  any,  real  duplication  of  railway  mileage  or  service  at 
the  present  time.      There  is  an  exception,  perhaps,  of  which 
I  will  speak  in  a  moment;  but  that  is  our  considered  view, 
I  have  no  doubt  you  have  examined  the  location  of  the  rail- 
ways in  New  Brunswick  as  part  of  your  investigation,  and  it 
seems  to  me  rather  obvious  that  as  far  as  that  feature  is 
concerned,  it  ctinnot  be  said  that  we  have,  either  in  mileage 
or  in  service,  a  surplus.      If  any  question  should  arise 
as  to  particulars  in  that  respect,  I  shall  be  glad  to  dis- 
cuss them  in  detail.       Looking  at  the  situation  as  it  exists 
in  some  other  portions  of  Canada  —  and  I  do  not  want  to 
make  any  invidious  comparisons        we  do  know  that  there  is 
duplication  of  mileage  and  of  service. 

COWilSSIONER  WEBSTER?    Are  you  referring  to  dupli- 
cation of  Canadian  National  and  Canadian  Pacific  parallel 
line  s  ? 

HON.  MR.  RICHA.RDS;     Paralleling  services,  yes. 

COMMISSIONER  WEBSTER i     When  you  spoke  of  duplication 
first,  did  you  have  that  in  ir.ind? 

HON.  WIR.  RICHARDS:    Yes,  partly,  and  then  not  the 
sama  lines  but  with  the  Canadian  Pacific  and  the  Canadian 
National  generally.      We  know  of  what  is  commonly  spoken 
of  in  that  respect  in  other  portions  of  Canada, 

Now,   I  said  there  was  one  possible  exception  in 
that  respect,  and  that  may  be  the  Transcontinental  through 
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the  central  part  of  the  province,  with  the  Valley  railway 
through  portions  of  the  St.  John  valley^  or  at  least  from 
Grand  Falls  to  St.  John.      You  Vinow ^  of  course,  the  location 
of  what  is  coranonly  called  the  Valley  railway,  which,  as 
has  often  been  said,  begins  nowhere  and  ends  nov/here .  It 
was  first  built  from  Predericton  to  Woodstock,  and  ended  in 
a  plowed  field  thirty  m.iles  north  of  Woodstock,  connecting 
with  the  Canadian  Pacific  at  V'/estfield,   sixteen  miles  up  the 
river.      Before  the  Transcontinental  was  built  from  Grand 
Falls  to  Mono ton  there  was  the  existing  Canadian  Pacific 
line  which  from  the  point  of  view  of  through  traffic  may  be 
looked  upon  as  a  duplication  from  that  point,  but  so  far  as 
the  local  layout  is  concerned  it  is  not  a  duplication  be- 
cause the  lines  pass  through  different  territories.  The 
St.  John  and  Quebec  railway,  or,  as  it  is  commonly  called, 
the  Valley  railway,  is  not  a  duplication,  because  there  are 
no  other  lines  directly  giving  the  local  service  which  that 
line  gives;  and  that  is  all  it  is  giving  to-day        a  local 
service.       There  are  those  who  have  felt,  and  still  feci, 
that  one  of  the  greatest  blunders  that  was  ever  perpetrated 
was  the  building  of  the  Transcontinental  through  the  pro- 
vince       and  I  am  not  speaking  in  any  political  sense  at 
all;  I  am  looking  at  it  from  the  purely  economic  and  busi- 
ness point  of  view        the  building  of  that  line  across 
Canada,  having  regard  to  the  then  existing  business  and 
economic  conditions,  constituting  a  parallel  line  across 
the  whole  country        it  is  the  most  glaring  case  of  dupli- 
cation, I  think,  that  could  be  indicated.      It  might  have 
been  justifiable  if  there  were  sufficient  business  to  main- 
tain it,  but  even  to-day  we  know  there  is  not  sufficient 
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business  ♦     That  is  why  this  Goinmission  was  appointed.  aDd 
it  has  occurred  to  sone  of  us  that  th^re  is  one  of  the 
difficult  problems.      They  went  across  to  Halifa.Xe,  across 
to  Moncton        I  am  not  going  to  enter  into  the  reasons  for 
that;  but  the  line  is  there.      What  should  be  done  with  it 
we  do  not  knoWj  but  that  may  be  looked  upon  in  a  sense  as 
a  duplication,         only  to  the  extent,  however,  to  which  it 
affects  the  through  traffic,  and  not  in  any  local  sense  at 

all,  because  it  series  an  entirely  different  country. 
Frorii  a  local  point  of  view  I  do  not  think  originally  it 
would  ever  liave  been  built;  certainly  the  standard  would 
never  have  been  built  as  it  is  to-day  for  local  tiaffic. 

COlvtVi  IS  SIGNER  WEBSTER:     We  have  been  trying  to  get 
information  on  that  matter,  and  it  seeras  difficult »  Gould 
you  give  us  an  idea  of  the  traffic  on  the  Transcontinental, 
v^hat  you  think  it  is  v\rorth,  what  it  amounts  to? 

HON.  m.  RICHARDS:     Of  course  I  cannot  give  it  in 
train  miles;   I  have  not  any  figures  on  that* 

GOmilSSIOlER  WEBSTER:     What  kind  of  traffic  is  it? 

HON.  i',lR.  RICHARDS:     I  can  give  you  the  character  of 
the  traffic , 

G0lvGvlISSI01\ER  WEBSTER:     In  a  clocal  sense. 

LORD  ASHPIELD:     The  value  to  the  community  furnished 
by  the  railroad        I  think  that  is  what  Dr.  Webster  has  in 
mind, 

HON,  m,  RICHARDS:  Prom  Grand  Falls  into  Moncton^ 
as  you  know.  Dr.  Webster,  it  passes  through  forest  nearly 
the  whole  way.      A  fev\^  little  commuxiities  have  grown  up 

at  the  stations  that  have  been  located,  but  the  local  traf- 
fic is  mostly  timber;  that  is  so  by  the  very  necessity  of 
things.       It  touches  Plaster  Rock,  which  is  quite  a  comraun- 
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ity  and  a  large  potato  growing  section.     Juniper  is  the 
location  of  a  timber  company,  and  Napadogan  is  another- 
Then  the  line  crosses  the  Canada  Eastern  at  McGivney,  and 
there  is  nothing  much  there;  then  you  come  further  along 
and  at  Landers,  Bantalor,  Alward,  Pangburn  and  so  on  there 
are  milling  industries  or  lumber  shipments.       I  think  as  a 
matter  of  fact  instead  of  putting  the  line  through  there  it 
should  have  come  down  in  another  direction,  but  there  it  is 

GOM/i  IS  SIGNER  WEBSTER:     What  is  your  opinion  of  the 
old  Gibson  railway? 

HON«  m,  RICHARDS?     To  tell  you  my  opinion  of  that 
would  not  sound  very  good. 

COMMISSIONER  WEBSTER:     This  is  pretty  much  the  same 
kind  of  territory? 

HON.  IvIR.  RICHARDS:     Oh  no. 

C0i#TISSI01«2R  WEBSTER:    Are  there  settlements? 

HON.  IvlR.  RICHARDS:     That  is  settled  all  the  way, 
with  the  exception  of  what  you  would  call  the  height  of 
land  between  these  two  watersheds.      The  Plaster  Rock  and 
Tobique  district  is  a  fine  potato  growing  section.  There 
is  the  Tcbique  Valley  railway  operated  by  the  Canadian 
Pacific  coming  in  at  Perth  and  running  up  as  far  as  Plaster 
Rock, 

COMMISSIONER  WEBSTER:     So  that  there  would  be  no 
detrim.ent  ty  these  people  if  this  other  line  were  shut  off; 
they  have  the  Tobique  railway? 

HON.  m,  RICHARDS:     They  have  that  line,  of  course, 
A  large  timber  industry  has  developed  at  Juniper  in  con- 
sequence of  this  railway.       There  is  another  at  Napadogan  - 
not  operating  to-day,  because  of  the  curtailment  in  the 
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timber  industryj  there  is  another  at  Maple  Grove,  another 
nt  Bantalor,  and  another  at  Landers, 

GOMISSIONER  V^/EBSTEH ;     Some  reference  was  made  in 
Halifa^v  yesterday  to  the  use  of  trucks  in  the  carrying  of 
pulpwood  and  lumber,  and  the  possibility  of  substituting 
that  service  for  railway  service.      What  would  you  say  as 
to  that;  are  there  roads  developed  up  in  that  section? 

HON,  lUo  RICHARDS;     No,       The  road  touches  at  Juniper, 
and  there  is  a  road  touching  at  Napadogan.       There  are  no 
reads  anywhere  east  of  that. 

GOMISSIONER  WEBSTER  s     Mr.  Stewart  would  like  the 
j'jb  of  building  some  new  roads,  wouldn't  he? 

HON.  ivIR .  RICHARDS :     Yes,  under  present  conditions; 
it  would  be  very  interesting  at  least.       But  there  are  no 
roads  within  available  distances  of  the  territory  served 
)>y  that  railway »       Possibly  the  timber  industry  in  that 
district  Y^/ould  have  been  developed  in  some  other  way  had  the 
railways  not  gone  in  there,  but  to-day  it  is  organized  with 
a  view  of  reaching  the  railway,  that  is  all, 

LORD  ASHFISLD  ;    Was  it  a  railway  built  for  dovelcp- 
ment  purposes? 

HONo  MR,  RICHARDS:     It  was  built  not  for  local  develop 
ment  at  all  but  rather  as  part  of  a  transcontinental  scheme. 
Outside  of  that,  as  I  have  said,   I  think  an  examination  of 
the  province  will  support  the  position  we  take  that  there 
is  no  duplication.       In  fact  I  think  that  is  the  feeling  of 
the  railway  authorities  themselves  as  far  as  the  two  lines 
are  concerned o 

Now,  our  facilities  in  New  Brunswick  have  been  re~ 
duced  to  an  almost  irreducible  mdnimum  v/hen  it  comes  to 
actual  services.      On  ma^nj  lines  there  are  only  tri-weekly 
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Hon.  Mr.  Harrington 

trains.      You  will  reoall  that  when  the  question  arose 
about  this  meeting  with  your  Commission,   it  was  first  suggest 
od  that  we  should  neet  at  Predtiric ton,  and  I  had  to  advise 
you  that  because  we  had  no  Sunday  train  service  it  was  im- 
possible to  get  to  Predericton  before  Monday  evening,  Thero 
is  no  Sunday  train  service  in  Ne\¥  Bruns\¥ick  except  on  the 
main  line  of  the  Canadian  Pacific  or  the  main  line  of  what 
WG  call  the  Intercolonial.       Many  stations  have  been  eliminat 
ed.       Neither  the  Canadian  National  nor  the  Canadian  Pacific 
h-S-s  lately  been  spending  money  lavishly  in  setting  up  hotels 
in  this  province.       I  do  not  want  to  say  anything  against  my 
sister  province;   let  them  have  all  they  are  entitled  to,  but 
we  have  noticed  recently  two  fine  hotels  in  the  city  of  Hali- 
faXy  one  sponsored  by  the  Canadian  Pacific  and  the  other  by 
the  Canadian  National.      Everybody  knows  that  it  is  the  re- 
sult of  senseless  and  needless  competition,  despite  the 
rather  strong  efforts  which  have  been  n-iade  in  Nev/  Brunswick 
to  have  something  the  same        I  will  grant  that;  because  we 
have  all  been  trying  to  get  all  we  can,  and  that  has  tended 
to  bring  the  situation  about.      We  have  not  succeeded 

LOiiD  ASHFIELD ;     There  is  a  little  regret,  perhaps. 

HON. MR.  RICHARDS:     Well,  we  feel  there  is  very  little 
that  we  should  forego,  at  any  rate  at  present, 

HON.  MRr.  HARRISONS  ''''e  succeeded  in  bringing  about  a 
bit  of  cooperation  betv^een  the  Canadian  National  and  the 
Canadian  Pacific  in  our  hotel  situation  right  hero  in  St, 
John,       They  h.ave  cooperated  in  connection  with  tPie  Admiral 
Beatty  hotel,  and  have  been  doing  a  large  part  of  the  financ- 
ing .lomtly, 

HON.  MR.  RIGhARDS:     ..s  one  looks  over  the  situation 
in  New  Brunswick,  v/hile  we  appreciate  generally  the  problem 
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that  arises  out  of  the  duplication  of  railway  roileage  and 
service,  we  feel  wo  may  reasonably  claim  that  that  condition 
does  not  exist  in  this  province. 

I  have  referred  to  the  mGrnoranda  that  the  other  or- 
ganizations are  r^resentin^.       I  have  read  the  memorandum 
which  Mr,  Patterson  will  submit  to  you,  dealing  with  the 
historical  background        as  a  matter  of  fact  it  deals  with 
more  than  that,       I  have  referred  to  the  presentation  made 
by  Mr.  Smith  of  the  Transportation  Gonmission  of  the  Maritime 
Beard  of  Trade.       It  has  seemed  to  me  and  to  the  members  of 
this  Government,  although  we  cannot  speak  as  experts,  that 
in  those  representations  lies  one  of  the  fundamental  factors 
in  the  whole  problem.      As  I  understand  it,  they  are  urging 
the  recognition  and  development  of  what  may  be  a  trite  way 
of  putting  it,  but  surely  it  means  something        a  Canadian 
transportation  policy,  east  to  west  system..       We  quite 
appreciate  the  necessity  of  international  trade  betv/een 
Canada  and  the  United  States,  but  v\^e  do  feel  that  our  first 
obligation  is  the  development  of  our  own  trade  and  the 
building  up  of  our  own  country.       That  can  be  done  only  by 
seeing  that  the  very  extensive  railway  systems  that  wo  have 
get  every  bit  of  Canadian  traffic  that  is  reasonably  -possible, 
for  the  purpose  of  business  for  the  railvi/ays,  Tiusiness  for 
our  own  people,  and  business  for  our  Canadian  ports.  Speak- 
ing generally  we  can  endorse  the  underlying  principle  of  the 
presentation  which  has  already  been  made  in  that  respect 
I  am  viot  speaking  as  to  the  details,  but  as  to  the  general 
id^ea  of  the  subm.ission. 

As  I  have  indicated,  Mro  Patterson  will  deal  with 
the  m^atter  from  an  historical  point  of  view,  and  also  to 
some  e;:tent  frorri  the  economic  and  business  point  of  view. 
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Kon,  ^'^r.  Harrison 

It  will  be  pointed  out  also  that  one  of  the  important  fac- 
tors taken  into  consideration  in  bringing  about  the  confeder 
ation  was  the  matter  of  transportation  and  the  undertaking 
that  Canadian  trade  should  be  transported  through  Canadian 
ports        Montreal,  Quebec,  Halifax,  St.  John.       That  was 
sound  then,  and  it  is  sound  to-day.      With  that  general 
principle  also        I  am  not  speaking  as  to  details  we 
agree;  we  believe  the  meTnorandum  as  it  will  be  submitted  to 
you  is  correct  in  its  general  outline.      So  far  as  New 
Brunswick  is  concerned  we  also  fc^l  that  if  that  principle 
is  applied,  it  means  the  routing  of  traffic,   so  far  as  it 
can  be  done,  so  that  it  will  reach  the  port  of  St.  John. 
The  St,  John  Board  of  Trade,  I  am  told,  will  submit  a 
memorandum  suggesting  a  developm.ent  of  the  routing  of 
traffic  via  the  Transcontinental  from  Grand  Falls  to 
McGivney,  lIcGivney  to  Predericton,  and  Fredericton  to  St. 
John  via  the  Valley  railway  and  the  Canadian  Pacific. 

HON.  HARRISON?     Because,  Mr.  Premier,  of  the 

decrease  in  mileage, 

HON.  RICHARDS;     Yes        I  am  just  giving  that 

first;  that  is  the  location, 

COMvilSSIONER  '/vEBSTSR;     You  would  recommend  that  as 
a  transcontinental  route? 

HON.  mi,  RIGH/u-.DS  :    As  a  transcontinental  route, 

COmilSSIOiJER  WEBSTER:     mj  come  down  to  McGivney 
Junction?      Why  not  carry  it  right  down  the  St,  John  river? 

HON,  mi,  RIGILARDS  ;     The  Valley  railway  does  not  go 
to  Grand  Falls,  although  originally  it  was  intended  to  do 
so.      If  it  went  to  Grand  Falls,  then  t..iat  would  be  the 
natural   selection,      ^-'lany  of  us  have  felt  that  that  was  a 
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proper  location  for  the  Transcontinental,   if  it  were  needed 
at  all;  then  it  vvould  have  obviated  the  building  of  the 
Valley  railw/ay.    However,  it  is  not  there,  and  from  Grand 
Falls  to  the  northern  terminus  of  the  Valley  railway  there 
is  a  gap  of  about  forty  miles. 

COI'MISSIONEH  WxCBSTER;     Isn't  that  gap  bridged  now 
by  the  Canadian  Pacific? 

HON.  MR.  RICHARDS;     By  the  Canadian  Pacific  down  to 
Woodstock,  but  the  route  is  shorter  through  to  McGivney, 
McGivney  to  Frederic ton,  and  then  dovm  the  valley  to  West- 
field  and  St*  John.     That  is  really  the  shortest  route  to-day 
from  G-rand  Palls  to  the  port  of  St.  John  —  we  are  speaking 
of  freight  traffic.      As  I  think  I  have  already  indicated, 
we  do  not  want  to  take  from  Nova  Scotia  or  from  any  other 
section  anything  to  v^^hich  they  are  entitled,  but  nature  has 
put  ot,  John  in  that  location,  making  it  a  natural  port  for 
winter  traffic »       The  mileage  coming  through  from  McGivnoy 
to  St«  John  is  168  miles  shorter  than  to  Halifax,  and  via 
Mono ton  and  then  to  St.  John  it  is  about  100  miles  shorter 
than  to  Halifax,  but  of  course  there  are  higher  grades  there. 
To  bo  fair  with  the  GommAssion,  I  may  add  that  at  the  present 
time  the  particular  section  from.  McGivney  to  Fredericton  is 
net  up  to  the  standard  of  a  transcontinental  railway.  The 
bridge  at  Fredericton  some  day  will  have  to  be  rebuilt;  as 
it  is  it  cannot  carry  heavy  engines.      But  I  noticed  that 
Mr.  Smith  said  yesterday  that  some  times  it  is  necessary 
and  advisable  to  incur  capital  expenditure  in  order  to  save 
in  iriainte nance,  and  we  feel  that  because  of  the  advantages 
offered  by  St,  John  it  is  a  port  v/hich  should  be  utilized. 

Then  of  course  there  are  problems  of  cooperation 
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and  coordination  between  the  two  railwayn ,  say  from  St. 
John  to  Westfield  through  interchange  of  traffic,  and  so 
on,       I  shall  not  go  into  that,  nor  shall  I  elaborate  the 
general  situation,  because,  as  1  say,   the  whole  matter 
will  be  presented  in  a  statement  to  be  submitted  to  you 
later  in  this  city. 

There  are  possibly  one  or  two  other  minor  matters. 
We  have  felt  that  in  the  niaritim.e  provinces  our  importance 
here  as  a  unit  is  sufficient  to   justify  representation  UDon 
the  executive  beard  of  the  Canadian  National  Railways  by  a 
maritime  director,  who  would  have  a  voice  in  the  direction 
of  the  policy  of  the  road.      Vl/e  have  a  member  in  New  Bruns- 
wick and  a  m.ember  in  Nova  Scotia  on  the  board  of  directors 
of  the  Canadian  National  Railways  --in  this  province  Mr. 
Palmer,  who  is  here,  and  whom  I  hope  to  have  the  privilege 
of  introducing  to  this  Goinm.ission  before  you  leave.  Put 
we  feel  that  as  a  unit  the  m.aritime  provinces  might  very 
well  be  considered  as  entitled  to     representaition  on  the 
executive  board.       Neither  have  the  ^naritime  provinces 
representation  on  the  Canadian  Freight  Association.  You 
are  not  dealing  with  freight  rates,  of  course,  and  I  men- 
tion tl'at  only  en  passant.       'fie  foel  that  rates  are  some 
times  fixed  v/ithout  taking  into  consideration  the  interests 
of  the  Maritime  province s„      So  far  as  maritime  represen- 
tation on  the  executive  board  of  the  Canadian  National  is 
concerned,  that  is  perhaps  a  matter  of  internal  econom.y  on 
the  part  of  the  Canadian  National  itself;  at  any  rate  I 
mention  it, 

Nov/,  m^y  lord,   I  think  I  have  said  all  that  I  need 
to  say.       Perhaps  there  are  some  questions  you  would  wish 
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to  ask  on  the  points  that  have  been  mentioned. 

LORD  ASHFIELD:     Referring,  Mr.  Riohards^   to  the 
hotel  situation J  not  in  your  province,   I  think  you  used  the 
phrase,  reckless  competition, 

HON,  I'lFCo  RICHARDS;     I  do  not  kncv^f  whether  it  is  an 
apt  phrase  or  not. 

LORD  ASHI'TllLD ?     Well^  we  have  heard  it  many  times. 
Certainly  that  is  an  aspect  of  the  prohlem  that  must  engage 
the  very  serious  attention  of  the  Coriiraissionc      Here  we  have 
two  great   systems,  and  they  have  been  working  on  a  com- 
petitive basis,       I  vms  wondering  whether  you  would  feel 
free  to  elaborate  the  principle  that  is  involved  in  the 
situation        whether  you  see  prospects  of  improving  the 
financial  position  of  these  undertakings  as  a  whole,  treat- 
ing them  collectively,  or  whether  you  think  some  different 
system  should  be  adopted  or  some  different  method  employed » 

HON-,  MR,  RlCru^IiD;' :     I  assume  vi/hat  you  mean,  my  lord, 
is  this;  whether  instead  of  a  continuation  of  the  existing 
separate  entities,   some  other  system  of  organization  should 
be  brought  about  which  would  m.ean  a  grouping  or  possibly 
a  coordination  of  the  two  into  one  organization.  Frankly 
I  m.ust  say  I  have  not  givan  sufficient  thought  to  the  matter 
to  be  able  to  present  a  considered  view.     Personally  I 
would  be  reluctant  to  see  one  large  organization        that  is 
my  own  view  at  the  present  time.       That  may  be  because  we 
have  grown  up  with  the  one  big  organization        a  wonderful 
organization,  as  we  feel        the  other  having  developed.  I 
am  giving  now  mj  own  personal  view  j.nd  not  speaking  for  the 
Government;   it  is  not  a  thing  the  Covernaent  has  considered, 
but  if  it  were  possible  at  all  I  should  prefer  to  see  a 
continuation  of  the  separate  entities,  with  som-e  coordina- 
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ticn  in  operation  rather  than  a  los.q  of  identiy  in  either 
case  e 

LORD  ASHf'IELD:     It  imy  perhaps  be  truthfully  said 
that  the  present  arrangement  does  prevent  the  public  from 
having  a  real  appreciation  and  a  full  understanding  of  the 
consequences  of  the  vast  expenditures  which  have  been  made 
upon  railway  transport;  that  the  effects  of  the  expenditure 
are  more  or  less  buried  and  the  p)ublic  are  not  kept  alive 
to  them  from  tim.e  to  time.       That  is  a  statement  that  has 
been  madej   I  do  not  know  v^fhether  it  is  wholly  true^  but 
I  wondered  whether  you  had  any  views  on  that        whether  it 
would  be  advisable  to  provide  for  a  segregation  of  these 
amounts,   or  to  bring  them,  m.ore  directly  to  bear  upon  the 
budget  of  the  provinces  or  the  Dominion. 

HON.  MR,  RICHARDS  :     No,  I  m.ust  confess  I  have  not 
given  much  thought  to  that  phase  of  the  problem, 

LORD  ASHFIELD:     Does  road  transport  present  a  pro- 
blem to  the  Government  in  this  orovince?     Is  there  severe 
competition  between  roads  and  rail?      Is  there  any  attempt 
on  the  part  of  the  G-overnment  to  control  the  road  transport, 
and  if  so,  on  what  basis? 

HON.  IvlR,  RICHARDS:     Mr,  Stewart,  Minister  of  Public 
Works,  can  tell  us  something  about  that, 

HON.  DAVID  A,  STEWART  (Minister  of  Public  Works): 
It  is  a  small  thing  as  we  know  it  in  this  province*  Have 
you  in  mind  the  thought  that  the  license  fee  should  be 
raised  or  some  extra  tax  put  on  the  public  carrier? 

LOflD  ASHFIELD;     We  speak  without  any  real  knowledge 
of  the  position*      We  are  only  seeking  information  as  to 
hov/  you  do  control  ito 

HON,  MR.  STEVVART:     It  has  been  suggested  that  wc  are 
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permitting  the  heavy  trucks  and  buses  to  operate  at  alto- 
gether too  low  a  cost  J  and  that  we  should  be  charging  more. 
Well,  suppose  you  double  the  rates*  in  many  cases  our  trucks 
and  buses  are  carrying  stuff  cheaper  than  the  railv/ay  will 

take  it.       It  does  seem  to  me  there  is  something  wrong  with 
the  tariff  on  som^e  of  these  things;  their  charges  for  less 
than  carload  lots  are  too  high.       I  have  in  m.ind  one  par- 
ticular case,  relating  to  the  branch  from  Gam.pbellton  to 
St,  Leonard 'so      Vie  tried  our  best  to  make  arrangements 

P 

with  the  officials  in  Monet on  for  the  carrying  of  gasoline 
—  the  shipments  would  amount  to  about  thirty  barrels  a 
week  —  but  they  would  not  give  us  a  rate  that  would  com.e 
within  a  good  many  dollars  of  what  it  could  be  carried  for 
by  truck o       It  did  not  suit  us  to  take  it  on  the  basis  of 
the  carload  rate,  because  the  gasoline  had  to  be  distributed 
in  two  or  three  places^  and  they  would  not  give  us  a  stop» 
I  tried  to  reason  it  out  with  them  at  Mono ton;  I  did  not 
want  to  run  a  heavy  truck  through  to  do  that  business^  but 
they  would  not  listen  to  it „      Even  if  we  doubled  the  rates 
41  I  do  not  think  it  would  have  very  much  effect.       The  railways 

will  have  to  adjust  their  tariff  before  they  can  expect  to 
get  back  from  the  motor  carriers  thft  business  they  have  lost 
through  motor  competition. 

COMISSIONER  I^MAN;      Adjust  it  dovrawards? 

HON.  MR,  3TE'.'''ART;     Adjust  it  downwards^  yes,  ~- 
reduce  the  cost  of  handling  it. 

COMMISSIONER  LEr^N:     They  will  not  get  additional 
revenue  from  that  source  j»  then, 

HON,  MR.  STE^'vART:     I  think  they  can  if  they  accommo- 
date them.celves  to  the  general  public        that  is  my  opinion. 
Just  recently  we  had  a  meeting  before  a  commission  in 
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Mono  ton,  at  which  one  of  the  coraniissioners  admitted  himself 
that  in  the  final  analysis  they  wanted  us  to  pay  ^6,400  for 
freight  that  they  did  not  carry,  brought  about  through  their 
tariff.       This  was  on  a  branch  line;  the  cars  had  a  capacity 
of  100,000  pounds,  but  they  to]d  us  that  on  account  of  the 
bridges  not  being  sufficiently  strong  and  the  roadbed  not 
being  in  a  condition  to  carry  the  maximum  load,  we  would  be 
restricted  to  115,000  pounds;  yet  they  wanted  us  to  pay 
ninety  per  cent  of  the  capacity  of  the  car» 

HON.  l&i.  TILLEY:     I  m.ay  say  that  one  of  the  main 

lines  that  carries  freight  runs  between  St,  John  and  Preder- 
icton,  a  distance  of  sixty-four  or  sixty-fivd  miles,  is  it 
not.  Ml-,  Stewart? 

HON.  MR.  STE'/ART;     About  sixty-sevena       These  trucks 
do  nothing  else  but  carry  merchandise,  all  sorts  of  sm.all 
package  goods,  but  very  largely  fruit.       In  this  respect 
they  enter  into  competition  vv^ith  the  Canadian  Pacific  going 
into  Frederic  ton  as  well  as  with  the  Canadian  National  from 
St.  John  to  Frederic  ton  along  the  Valley  route*     Then  you 

have  passenger  buses  running  to  St.  Stephen,  to  St,  Andrews, 
to  West  field  and  out  to  Rothesay  and  Chipm^an        all  over  the 
province,  carrying  passengers  at  com.petitive  rates  with  the 
railway.       I  have  noticed  that  their  rates  are  about  the 
sam.e  as  the  railway  rates.       Furthermore,  when  a  man  can 
board  a  bus  and  leave  for  a  certain  point  more  or  less  when 
he  feels  like  it,  he  is  going  to  take  the  bus.     So  far  as 
suburban  routes  are  concerned,  of  course  nearly  every  m^an 
ov/ns  his  own  automobile  now,  but  in  the  summer  tim^e  the 
summer  residents  of  St,  John  who  do  not  go  in  and  out  in 
their  ov/n  cars  use  the  bus.       For  years  I  had  travelled  over 
the  Canadian  National  every  day  from  Rothesay,  nine  miles  out 
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of  St.  John,  but  for  the  past  four  years  I  do  not  think  I 
have  been  cn  the  train  at  all,      A  bus  runs  out  there  every 
forty  minutes,   so  that  it  iQust  be  in  competition  with  the 
railways.      But  the  point  ist  can  you  say  to  these  people, 
"You  must  stop  your  buses,  stop  your  passenger  traffic"? 

LOilD  ASHFIELD.'     Perhaps  you  can  help  us  v/ith  your 
knowledge  of  this  question, 

HOW.  IvIR,  TILLEY;     It  stands  to  reason  that  that  is 
the  situation,  and  it  is  grov/ing  all  the  time.       The  Motor 
Carrier  Board  of  this  province  has  applications  every  year 
for  new  bus  lines,  either  passenger  or  freight,  and  that  all 
means  additional  competition  with,  our  railways. 

LORD  ASHPIELD;     Have  you  regulations  covering  the  use 
of  highways? 

HOWo  m.  STEV'vART:     Yes,   as  to  the  weights  of  the 
vehicles;  they  have  to  file  a  schedule,  and  they  have  to 
carry  liability  insurance. 

LORD  ASHFIiiiLD  J    Perhaps  we  could  have  a  copy  of  your 
regulations  ? 

EOll,  MR.  STEv.iLRT;  Certainly. 

LOPlD  ASPIFIELD:     Are  these  regulations  peculiar  to  the 
province  of  New  Brunswick? 

HOII.  m,  STEvvARTj     Oh  no,  they  are  general, 

L0PJ3  ASHPIELD;     But  are  they  worked  out  by  agreement 
with  the  other  provinces? 

HON,  Iv'IR.  STS  .aRT;     They  are  similar  to  the  regula- 
tions in  otPier  provinces.     They  have  to  carry  liability  in- 
surance, i-iave  to  operate  buses  of  a  certain  vi^eiglit,  carrying 
a  certain  number  of  passengers,  and  so  forth;  and  there  are 
regulations  witp.  respect  to  safety  appliances,  brakes,  and 
so  on « 
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COmilSSIOHER  LOREE:     Do  the  bus  linea  doolare  divi- 
de nd  s  ? 

HON,  M.  HA.RRISON:     Some  of  them  d'^ , 
COM/[ISSIONER  LCREEj     I  was  wondering  whether  the 
"bus  lines  were  profitable  operations, 

HON,  M.  SMART:     Some  of  them  declare  dividends, 

yes. 

.HON.  I'IRo  TILLEY:     Some  de^,  and  some  are  juRt  getting 
by  and  that  is  alle 

GOMIS SIGNER  LOREE;     Those  that  do,  do  they  charge 
depreciation  for  their  equipment? 

HON,  l\tR,  TILLEY:     They  are  supposed  to.     Son.?  of  them 
do  and  some  of  them  do  not* 

COIvMISSIONER  LOREE;     I  wondered  whether  they  were 
paying  it  out  of  capital  or  out  of  earnings, 

HON.  tlR,  TILLEY;     Some  of  them  are  paying  out  of 
capital o     It  depends  on  the  kind  of  management  the  bus  line 
has.      Each  individual  line  stands  on  its  own  merit;   if  it 
is  a  well  organized  line  they  do  make     proper  charges  for 
depreciation, 

HON.  MR.  RICHARDS:     Mr.  Stewart  will  hand  to  the 
Secretary  of  the  Commission  a  copy  of  the  regulations  with 
respect  to  the  motor  traffic. 

HON.  STEWART  t  Yesc 
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.  HON.  L.   P.  D.  TILLEY,  K. C. (Minister  of  Lands  and 
Mines):     My  Lord,  Mr.  Premier,  and  gentlemen,  within  our 
province  we  have  some  16,000,000  acres  of  land.     On  the  wall 
to  your  right  is  a  map  which  shows  our  Crovm  land  territory 
distinguished  in  pink.     Of  that  area  some  7,000,000  acres  odd 
is  owned  by  the  Grown  in  the  right  of  the  province. 

The  lumber  industry  la  very  important  in  the 
Province  of  New  Brunswick,  and  coal  mining,  while  not  nearly 
so  extensive  as  in  Nova  Scotia,  is  a  very  important  Industry 
too,     I  want  therefore  to  submit  to  you  these  items  for  your 
coneideraticn,  which  I  have  put  in  the  form  of  a  lett.-r 
addressed  to  you,  Mr.  Chairman; 
Sir: 

I  have  the  honour  to  submit  herewith  a  short  memo- 
randum corning  ujnder  the  jurisdiction  of  my  department. 
1st      Re  Lumbering  conditions  in  New  Brunswick. 

Four  years  ago,  1927-28,  the  cut  of  limiber,  ties, 
poles,  pulpwood,  laths,  etc.,  from  roth  the  Crown  land 
and  privately  owned  lands  in  New  Brunswick  was  seven 
hundred  and  thirty  million  of  superficial  feet  of  which 
three  hundred  million  was  cut  frori  Crovm  lands.  This 
cut  of  seven  hundred  and  thirty  million  meant  a  pa3rroll 
of  eight  million  dollars  and  the  employiiient  directly  of 
approxiaiately  eiit^hteen  thousand  ra.en  in  the  woods,  drives, 
and  mills,  besides  the  employment  indirectly  of  several 
thousands  more.     For  this  reason  tho  forestry  industries 
are  relatively  of  more  importance  to  the  successful 
business  life  in  New  Brunswick  than  in  any  other  province. 
The  total  value  of  fore:t  products  in  the  year  referred 
to  was  thirty-one  million  dollars.    Due  to  the  lack  of 
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profitable  market  for  our  forest  products  in  Grf^at 
Britain,  the  production  of  lumber  has  dv/lndled  year  by  year 
until  1930,  vvhen  the  total  cut  amounted  only  to  approxi- 
mately one  quarter  of  the  aV/ove,   thus  creating  a  very 
serious  condition  in  the  province  generally,  and  particu- 
larly among  the  thousands  of  people  who  formerly  received 
their  employment  andllvelihood  from  this  industry.  It 
is  therefore  vital  to  this  province  that  our  former  over- 
seas trade  in  lumber  should  ite  restored,  particularly 
that  within  the  British  Isles. 

2nd        Re  New  Brunv/ish  Coal  Industry. 

I  enclose  herewith  a  resolution  presented  by  the 
Prime  Mirister  (Then  Minister  of  Lands  and  Mines), 
Hon.  C.   D.  rvichards,  at  the  last  session  of  the  Provincial 
Legislature,  which  roads  as  follov>;s: 

V/hereas  Canada  imports  ar^nually  one-half  the  coal 
consumed  within  her  borders,  v/hile  Can,adian  coal  iiiines 
find  it  impossible  to  v/ork  to  capacity  because  of  the  high 
cost  of  transportation  from  the  mines  to  points  of  con- 
sumption, and  the  lack  of  a  Canadirji  coal  suitai  le  in 
its  natural  state  to  replace  imported  anthracite; 

And  vAiereas  the  government  now  in  power  at  Ottawa 
has  forecast  the  adoption  of  a  national  fuel  policy,  the 
purpose  of  which  v/ould  be  to  make  this  Dominion  indepen- 
dent in  its  supoly  of  this  necessary  'lasic  commodity; 

And  v/hereas  New  Brunswick,  though  not  one  of  the 
large  coal  producing  provinces,  nevertheless  has  coal 
deposits  of  ccrslderable  extent  and  p.  coal  mining  indus- 
try of  im.portance  to  the  province,  v/hich  could  materially 
expand  if  given  access  to  existing  Canadian  markets; 
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Be  it  therefore  resolved  that  in  the  opinion  of  this 
House  — 

This  was  a  resolution  presenter]  at  the  last  session  of  the 

Legislature  of  the  Province  of  Nev^?  Brunswick. 

—  im:'T:.ediate  steps  should  be  taken  by  the  Federal  dovern- 
ment  to  implement  the  recomr:iendations  of  the  Duncan 
Commission  by  putting  i.nto  effect  freight  rates  low  enough 
to  make  posslolo  the  marketing  of  Nev/  Brunswick  coal  in 
the  Province  of  Quebec  and  in  eastern  Ontario,  and  that  the 
best  qualified  scientific  advice  l;e  obtained  as  to  the 
practicability  of  establishing  within  this  province  a 
plant  to  produce  from  our  own  coal  a  coke  suitable  to 
replace  the  large  quantity  of  anthracite  nov/  imported. 

Attached  to  said  resolution  is  a  full  and  concise 
statement  of  the  case  made  by  Mr«  M.  Benton  Hvsns,  M.P.F., 
representing  the  County  of  Queens,  Province  of  New 
Brunswick,  v/hlch  fully  covers  the  situation. 

I  submit  both  these  items  for  consideration  of  your 

board. 

COmiS SIONjj^R  MUl^rtAY:  Has  there  been  much  settlement 
recently?  At  one  time  you  favoured  a  policy  of  bringing  in 
families  from  outside;  is  that  continuing  and  developing? 

HON.  MH.  RICHARDS:  The  British  Families  Settlement 
scheme  has  been  abandoned  completely  for  this  year,  due  to 
lack  of  assistance  by  the  Federal  Government  as  v/ell  as  the 
British  Government,  which  of  course  is  easy  to  understand; 
and  one  of  the  other  schemes  has  also  been  abandoned  for  the 
same  reason.    So  at  the  present  time  there  is  very  little 
along  those  lines,  but  until  this  year  it  has  been  carried  on 
to  a  greater  extent  perhaps  than  in  any  other  province. 
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Hon.  Mr.  Smith,  Minister  of  Agriculture,  can  give  you  more 
particulars  about  that, 

HON.  LEWIS  SMITH (Minister  of  Agriculture):  Three 
hundred  and  sl::ty-five  have  been  brought  here  in  four  years, 

COMKCtSSIONER  iCEBoTSR:  V?hat  about  Danish  families? 

HON.  ME,  SMITH:  I  have  not  the  exact  number j  every 
year  we  get  some. 

GOMISSXONSR  You  will  get  some  this  year? 

HON.  MR.  SMITH:  We  anticipate  some;  they  wou3.d  not 
have  capital. 

COmiSSIONER  ■.VI;3ST:SH:  How  many  Danish  families  did 
you  have  in  1931? 

HON.  MR.  SMITH:  I  think  about  thirty. 

COMvIISb  lONEH  LmM:  How  are  they  doing? 

HON.  MR.  SMTPH:  Generally  apeaking,  ?7ell.     They  are 
the  best  settlers  we  can  get. 

COMMISSIOTJSR  MURRAY:  V/hat  part  of  the  province  are 
you  settling? 

HON.  MR.   SMITH:  The    southern  portion  generally. 
There  are  some  in  the  upper  section;  they  have  a  colony  there 
that  they  started  thirty-five  years  ago.    They  are  ideal 
settlers. 

C0MXSSI0K3R  LEMAK:  Do  they  go  in  for  mixed  farming? 

HON.  MR.   SMITH:  Mixed  farming.     They  are  good  workers 
and  law-abiding  citizens. 

COMf/lTSSI0rb:iR  LJiiMA^-: :  Do  you  give  them  any  assistance 
financially? 

HON.  MR.  SMITH:  Not  financially. 

HON.  W.  H.  HARRI30N,  E. C. ( President  of  Executive 
Council):  You  give  assistance  by  your  agricultural 
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representative. 

HON.  MR.  SMITH:  They  get  some  service. 

COffiilSSIONl'.R  LL'MAN:  You  insist  then  upon  their  having 
a  certain  amount  of  capital? 

HON.  MR.  SMITH:  No,  not  up  to  the  present.    We  pre- 
fer men  with  capital        Danish  settlers. 

GOMMISSIOlLiK  TORAY:  Do  the^'   get  thoir  farms  on  easy 

terns? 

HON.  MR.  SMITH:  \^en  the  colony  was  originally  estab- 
lished I  believe  it  was  on  Crovm  land,  Mr.  Premier,  was  it  not, 
where  they  settled? 

HON.  MR,  RICH;VLiD3:  Yes,  it  was  set  aside  particularly 
for  settlement  puj?poses. 

HON.  Mil,   SMITH;  It  Is  not  an  opportune  time  for 
jjcamlgration.     Our  own  people  have  quite  a  strenuous  effort 
in  maintaining  themselves  in  any  decent  shape  from  an  agri- 
cultural standpoint  at  the  present  time. 

LORD  ASHFISLD:  Your  figures  v/ould  seem  to  support 

that . 

C0MI33I0]\TSR  LEMAI-I:  How  do  they  tide  over  the 
initial  stages  of  their  settlement  if  you  do  not  insist  on 
their  having  capital  and  do  not  offer  any  financial  assistan- 
ce? 

HOH.  MR,  SMITH:  The  only  explanation  I  could  give  is 
this:  They  are  v^orkers,  they  will  work  at  anythr'.ng. 

HON.  TILLiilY:  They  have  three  years  to  cultivate 

ten  acres  and  build  a  house  sixteen  by  twenty,  which  is 
generally  a  log  cabin. 

HON.  MFi.  SIvUTH:  It  is  taken  out  of  the  CrouTi  leases. 

HON.  MR.  RICH/'RDS:  That  does  not  apply  to  people 
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frora  tlie  I3rit3.sh  Isles* 

COMMI:iSION;-.R  LSMANj  I  was  asking  the  question  with 
regard  to  all  your  settlers,  V'/hother  British  or  Danish. 

HON.  Ml,  HI  GfI/'J{DS ;  But  the  British  have  capital, 
HON.  Mh.   SMITH:        purchase  the  farm,  and  their  own 
home  governiiient  provido  them  with  -11,500'  for  stock  and  equip- 
ment . 

HON.  Ivlii.  HIGHAPlDS:  The  Danish  settlers  come  on  their 
ov/n  responsioility- 

HON.  MR.   SMi'TK:  They  come  of  their  own  accord, 

HON.  MR.  RICHARDS:  They  usually  have  some  means,  and 
are  vory  thrifty  people. 

LORD  A3HFIj3jD:Is  there  any  iiiimigration  restriction 

on  them? 

HON.  MR.  RICHMDS:  There  has  mot  been  so  far, 

LORD  Aoilx^TRLD:  Nothing  against  them  at  all? 

HON.  MR.  TILLRY:  They  must  come  In  on  the  recommen- 
dation of  the  government  here« 

LORD  ASHPIlilLD:  You  roview  each  one  as  he  comes  in  ? 

WM.  MR.  TILLEY:  Sach  one  stands  on  his  ovm  "basis. 

Hai  .  MR.  RICHi-iRDS:  These  men  are  selected  of  course 
before  the^^  come  over. 

COMMISSIORER  L:SMAN:  Most  of  your  land  requ2.res  clear- 
ing? 

HON.  MR.   KIGHARDS:  Originally. 
HOR.  IvfR.  TILLSY:  That  was  Crown  land. 
COMMISSIONER  WEBSTER:  Are   you  placing  any  on  aban- 
doned farms? 

HON.  MR.   oMITEi:  Yes.     They  go  in  for  mixed  farming. 
They  invariaVdy  v/ork  for  some  farmer  first  perhaps  for  a 
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year  or  so, 

COMMISSIOiraR  MURRAY":  As  Individuals  or  families? 
HON.  MK.   SMITH:   In  b^jt  h  cases. 

HON,  ME.  RICHARDS:  The  Danish  settlement  established 
in  Victoria  County  is  one  of  the  most  prosperous  settlements 
in  this  province.     Just  at  the  moment  they  are  feeling  the 
effect  of  the  depression  in  the  alm_ost  complete  obliteration 
of  the  potato  market,  but  it  is  a  splendid  community. 

OOmilSSIONER  miAN:  There  is  no  bonusing  on  behalf 
of  the  province  to  clear  up  land  upon  which  forestry'-  oper- 
ations are  practically  completed? 

EON.  MR.   SMITH:  Yes,   there  is  a  bonus  for  cutting 
and  clearing,  and  ten  dollars  an  acre  for  the  first  plough- 
ing, 

HON,  MR.  TILLBY:  That  is  after  he  has  cleared  his 
hundred  acres. 

HON.  MR.   SMITH:  Yes. 

COMMISSIOHSr  LEMAK:  So  you  do  give  him  a  certain 
amount  of  assistance. 

HON.  MR,  SMITH:  That  has  been  in  operation  for  one 

year. 

HON.  MR.  TILLEY:  We  are  just  trying  it  out. 

COMMISSION ITi  tSMAK:  So  you  have  not  any  practical 
results  to  date? 

HON.  MR.  SMITH:  Other  than,  the  amount  we  would  be 
liable  for, 

HON.  MR.  HARRISON:   It  runs  into  quite  a  figure. 
C0MMIS3I0Ki:h(  LEMAN:  Has  that  been  availed  of  by 
many  people? 

HON.  MR.   SMITH:   Oh,  yes. 
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HOil.  MR.   TILLEYt   I  obtsAned  froFi  our  Iminigra t ion 
Department  these  figuTea  of  Scandinavian  settlers  that  have 
come  into  the  province:   1928,  444;     1929,  802;     1930,  .357; 
1931,  64:  Total,  1,567. 

H01>I.  MIi»  SMITH:  Those  are  the  ones  that  enter  the 
province «  Of  necessity  thej  do  not  all  remain. 

LOUD  ASIiFI.iLD:  Has  the  province  any  financial  obli- 
gations in  connection  v/ith  the  railways? 

HON .  MR.  RICHAiiDS :  I  have  here  a  statement  v/hich 
shows  the  contrihutions  and  obligations.     It  rna^r  be  of 
valne  in  relation  to  the  question.     These  are  answers  to 
certain  questions  v/hich  v/ere  asked  in  the  Legislature,  and 
which  may  "be  found  ' in  the  s^moptical  reports  of  the  session 
of  1921;       After  reading  these  questions  and  answers  I  will 
have  the  Provincial  Secretary-Treasurer  bring  the  statement 
up-to-date  and  submit  it  to  yc'Ur  Secretary. 

LORD  ASHFI.^LD:   Quite  so. 

Hon,  Mr,  Richards  having  read  the  statement: 

COMMISSIOKbR  LORE:i;:  Referring  to  land  values,  in  the 
"orairie  provinces  land  viras  appraised  generally  at  a  dollar  an 
acre  at  the  time  of  the  transfer.     I  wonder  how  you  arrived  at 
the  b7.50  an  acre. 

HON.  MR.  RIGHAJiDS:  That  was  more  on  a  stumpage  value. 

COlilRISSIORRR  LORSE:  How  was  the  province  pursuaded 
to  put  four  and  a  half  million,  dollars  into  the  Intercolonial 
iiaili-vay  which  seems  to  hrve  been  badly  located  from  the  point 
of  vir;W  of  the  province  itself? 

HON.  HR.  RICHARDS:  I  do  not  know,  sir. 

HOH ,  MR.  TILLEY:   If  you  read  the  history  of  the  times 
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jon  will  find  that  the  contentions  between  the  parties  were 

very  very  heated. 

COM/xIoSIOKriirv  MUliMY:  This  is  the  earliest  railway 
in  the  iDrovince  and  it  ran  over  the  line  on  which  we  travel- 
led today.     That  was  really  the  -"est  part  of  the  province 
along  the  St. John  valley. 

HON.  MR,  iilGHAKDS:  That  would  he  the  explanation;  if 
jou  take  it  from  St.   John  to  Monet on,  then  there  is  no  ques- 
tion arising  as  to  the  con  triV^ution . 

COMMISSIOHEii  LORES :   1  was  thinking  of  the  Inter- 
colonial Kailv/ay. 

HOH.  MRo  TILLEY:  The  main  argument  in  those  days, 
v/ithout  any  disrespect  to  jout  great  country,  was  that  that 
location  v/as  farther  avvay  from  the  United  States.     They  were 
not  feeling  very  friendly  at  that  time. 

COMMISSI  ONLR  LORLHl:  How  far  is  it  from  St.  John 
down  the  Bay  of  Fundy  to  the  open  sea? 

HON.  MR.  TILLLY:   I  suppose  it  is  ahout  eighty  miles 
to  get  clear  around  the  head  to  Yarmouth. 

LORD  ASHPILLD:  Mr,  Premier,  on  hehalf  of  my 
colleagues  I  desire  to  thank  you  and  your  Ministers  for  the 
time  that  has  been  given  to  us  this  morning.     V/e  shall  very 
carefully  consider  all  th'it  has  oeen  presented  to  ns .  v/e 
are  glad  to  know  that  you  and  your  associates  are  not  unmind- 
ful of  the  magnitude  and  seriousness  of  the  proiilem  which 
hPs  'been  entrusted  to  our  care.     I  hope  that  ultimately  we 
shall  find  sufficient  light  to  suggest  a  solution  that  will 
be  helpful;  at  the  m.oment  we  are  finding  it  rather  per- 
plexing. 

The  Commission  adjourned  at  11.30  a.  ra. 
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The  Royal  Commission  appointed  to  Inquire  Into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,   shipping  and  communi- 
cation facilities  therein,  having  regard  to  present 
conditions  and  the  prohahle  future  developments  of 
the  country,  met  at  the  Board   of  Trade  Building, 
St.  John,  N.Bc,  on  Tuesday,  January  12,  1932. 


PRESENT » 

RIGHT  HON.   LORD  ASHFIELD, 
BEAUDRY  LEMAN,  Esq., 
LEONOR  FRESNEL  LOREE,  Esq., 
WALTER  CHARLES  MURRAY,  Esq., 
JOHN  CLARENCE  WEBSTER,  Esq., 


Acting  Chairman 


Commissioners 


Arthur  Moxon,  Esq.,  K.   C.  Secretary 


Representations  were  made  hy; 


Dr.  W. 


White,  Mayor  of  St.  John, 


Mr.  Ao   L.  Foster,   President  of  the  St.  John  Board 

of  Trade, 

Mr,  Co   Po  Patterson,  for  the  Transportation 

Comm.ission,  Maritime  Board   of  Trad 

Mr.  Arthur  No   Carter,   for  the  New  Brunswick  Forest 

Products  Association, 

Mr.  P.  Maclure  Sclanders,  for  the  St.  John  Board 

of  Trade, 
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Board  of  Trade  Building,  St.John, 
Tuesday,  January  12,  1932. 

Tlie  Commission  met  at  11,45  a.m. 

LOrs  ASHFISID;  Before  we  proceed,  gentlemen,  I  wish 
to  convey  to  you  the  sincere  regret  —  a  regret  shared  by  the 
other  members  of  the  Commission  —  of  both  ou.r  Chairman,  Mr. 
Justice  Duff,  s..nd  Sir  Jooeph  Flavelle  because  of  their  un- 
avoida'-'le  absence.     The  Chairman  is  unable  to  travel,  being 
confined  to  his  room  with  a  severe  cold;  and,  as  you  probably 
Imov/,  Lady  Flavelle  is  ill. 

DR.  V/.  W.  WITITb( Mayor  of  St.  John):  My  Lord  and 
gentlemen  of  the  Royal  Commission,  before  your  proceed  to 
discuss  the  various  important  questions  v/ith  respect  to  trans- 
portation, I  feel  it  my  duty  as  Ma^?or  of  this  city  to  express 
our  appreciation  not  only  of  the  creation  of  this  Commission, 
but  also  of  its  personnel.     We  feel  satisfied  that  the  sub- 
ject matter  is  in         most  capable  hands,  and  we  look  for- 
Y/ard  to  the  most  favoiorable  results  from  your  labours.  I 
wish  you  a  very  hearty  welcome  to  this  community  a 
community, I  may  say,  that  perhaps  more  than  most  other 
communities  has  its  future  bound  up  largely  in  matters  of 
transportation.     As  you  Imow,  St.  Jo'an  is  a  long  established 
seaport,  and  it  is  to  be  hoped  that  far  from  being  depen- 
dent upon  an  alien        although  friendly  —  coimtry,  our 
people  may  participate  to  the  fullest  possr,>le  e,.tent  in  the 
benefits  to  be  derived  from  the  business  which  may  originate 
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in  Canada  or  may  be  brought  to  it  from  other  co-untrles. 

Again,  allov/  me  to  welcome  you  most  heartily  to  the 
City  and  port  of  St,  Johno 

MR,  A.  L.  POSTEH( President  of  the  Board  of  Trade, 
St.  John):  May  I    express',  •.:      Mr.  Chairman,  on  behalf  of 
the  St.  John  Board  of  Trade  our  appreciation  of  your  visit 
and  of  the  time  and  attention  that  you  are  giving  to  the  very 
important  matters  which  have  heen  entrusted  to  your  care. 
We  realize  the  m-agnitude  of  the  task  you  have  undertaken, 
and  v/e  promise  you  the  fullest  cooperation, 

LORD  ASHFIELD:  Your  Worship  and  the  President  of 
the  Board  of  Trade,  on  behalf  of  my  colleagues  may  I  say  how 
cleliglited  we  are  to  have  this  opportujiity  of  spending  what 
I  aja  afraid  must  be  only  a  fleeting  houj^  or  two  in  your  his- 
toric city*     We  are  grateful  to  you^  Your  Worship,   for  your 
cordial  welcome  and  certainly  for  the  very  generous  terms  in 
\¥hich  you  have  described  the  qualities  of  my  associates  and 
myself.     I  only  hope  that  we  shall  be  able  to  live  up  to  the 
very  high  stajidard  v/hich  jou  have  set  for  us.      We  v/ill  do  our 
best  to  bri:ig  to  bear  upon  this  involved  problem  all  the  skiH 
and  exDerience  at  our  command..     vfnatever  form  our  final  re- 
port may  take,  it  is  perhaps  unlikely/        I  do  not  put  it  too 
high  —  that  it  v/ill  receive  the  full  and  complete  acceptance 
of  the  ten  million  and  more  people  VYho  are  privileged  to  live 
in  the  Dominion  of  Canada^  but  I  hope  the  disappointment  will 
not  be  too  great. 

We  will  now  proceed,  Mr,  Patterson. 

MR.   C,   P.   PATT.SKSON{  for  the  Transportation  Commis- 
sion of  the  Maritime  Board  of  Trade):     My  Lord  and  gentle- 
men of  the  GoTnmission,  may  I  endorse  the  remarks  of  the 
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Mayor  and,  on  behalf  of  the  Maritime  Board  of  Trado,  thank 
you  for  holding  sessions  in  this  province  so  as  to  make  it 
convenient  for  our  people  to  present  our  views  to  you. 

The  Maritime  Board  of  Trade  is  cor\prised  of  seventy- 
nine  Boards  of  Trade  located  throughout  the  three  Maritime 
Provinces . 

Speaking  for  the  Trc.nsportation  Commission  of  the 
Maritime  Board  of  Trade,  which  v/as  established  previously  to 
the  appointment   of  the  Duncan  Commission  for  the  purpose  of 
securing  relief  for  the  Maritimes  from  the  injustice  they 
v/ere  suffering  in  connection  M±tYi  transportation,  and  which 
has  given  considerable  ctudy  to  Canadian  and  international 
transportation,  may  we  say  we  appreciate  the  great  difficult- 
ies that  confront  yovir  Commission  in  finding  a  solution  for 
perhaps  the  greate-.t  tran_spcrtat ior  problem  that  has  ever  con- 
fronted any  couintry;   and  our  earnest  desire  is  to  assist  to 
the  limit  of  ou.r  knowledge  along  strictly  oroad  and  national 
lines. 

We  recognize  that  certain  transportation  institutions 
and  policies  being  established,   it  would  not  be  nationally 
beneficial  to  destroy  or  change  same  unless  something  better 
be  substituted.     But  we  are  nf  the  opinion  that  ir  a  large 
measure  such  Institutions  and  Dolicies  are  of  sectional  and 
international  character,  FJid  thr,t  they  can,  be  rendered  more 
purely  national,  and,  therefore,  m.ore  nationally?-  beneficial. 

In  preparing  this  submission  we  deem.ed  it  advisa'-'le 
to  refer  to  some  events  of  the  past  v/hich  we  felt  had  a 
direct  bearing  upon  the  development  of  the  present  trans- 
portation and  econom.ic  problem. 

With  respect  to  past  events,  may  I  say  that  they  are 
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not  referred  to  p/ith  any  feell.ng  of  complaint  or  criticism  for 
what  v/as  done.     Such  an  attitude  at  the  present  time  and  with- 
out accurate  knowledge  of  all  the  details  of  the  conditions 
which  then  existed  and  prompted  those  actions  would  he  pre- 
sumptuous and  ujnfair.     Speaking  as  a  Marltimer,  I  feel  that  Vv^e 
should  realize  the  ver^r  considera'/:le  degree  to  ?/hich  Maritime 
political  and  educational  leaders  and  people  were  parties  to 
and  re spcnsi'.'le  for  what  was  dene.     Reference  to  the  past  is 
roade  solely  with  the  hope  that  it  may  he  of  sorne  assistance 
to  you  in  solving  the  present  proelem., 

MarithT.e  interestsY^hich  have  given  careful  consider- 
ation to  present  transpr-rtation  arrangements,  especially 
in  relation  to  the  American-St  .La\'7rence  trade  route,  I  feel 
sujre  greatly  appreciate  the  difficulty  of  finding  a  solution 
for  that  pro-lemi  also  how  difficult  it  will  he  to  v/ork  out  a 
fair  adjustment  of  the  freight  rate  structure  to  ensure  the 
iust  regulation  of  trside  hetween  the  provinces,   and  conse- 
cpently  are  willing  to  assist  in  any  wa^;  they  can. 

It  seems  apparent  that  Canada  has  reached  a  point 
in  her  national  development  v'here  the  centralization  of 
Y/ealth  and  international  transportation  arran^: oment s  are 
threatening  her  sta';ility  and  future  economic  welfare;  and 
therefore  it  seerus  to  ".;e  essential  to  adjust  her  domestic 
and  international  transportation  machinery  in  a  manner  v/hich 
in  the  future  will  more  effectively^  pror.ioto  the  creation  and 
distrihution  of  v;ealth  among  all  the  provlfices  and  rdece 
Canada  in  a  position  to  handle  all  her  own  trsffic. 

I  presujne  you  do  not  wish  m_e  to  read  our  subm.issir>n 
through,     ^-e  have  had  it  printed  so  that  vou  may  consider  it 
at  your  leisure.     It  is  respectfully  presented  with  the 
earnest  hope  that  it  may  in  some  m.easure  he  helpful  to  you. 
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LORD  ASHPIELD:  Thank  you,  Mr.  Patterson. 

I\m.imTHmi  ll.   carter (Por  the  New  Brunswick  Forest 
Products  Association):  My  Lord  and  gentlemen,  I  v/ish  to  make 
a  sulimission  on  "behalf  of  the  llew  Brunswick  Forest  Products 
Association.     It  is  a  body  ?/hich  consists  of  the  main  m.anu~ 
facturers  and  shippers  of  lumher,  pulpwood  and  paper  in  Nev/ 
Brunswick,  and  its  memoers  are  well  qualified  hy  their  know- 
ledge, their  experience  and  their  interests  to  spea^k  on  behalf 
of  the  industries  in  which  they  are  engaged.     With  a  viev/  to 
saving  time  mej  I  be  permitted  to  read  the  memorandum  v/hich  I 
have  prepared. 

Ever  since  the  province  was  formed,   one  hundred  and 
fifty  years  af'O,  lumber  has  ];een  a  basic  industry,  surpassed^ 

as  a  source  of  wealth  and  employment  to  the  inhabitants  only 
by  agriculture.     It  has  cortributed  more  than  any  other  in- 
dustry to  the  provincial  revenues.     The  Y.'hole  econom_ic 
structure   of  the  province  is  vitally  dependent  on  lumber, 
pulp  and  paper^     On  the  welfare  of  these  industries  depends 
in  large  part  the  prosperity/  of  the  people  of  New  Brunswick. 

During  the  last  ten  years  Nev/  Brunswiclt  manufactur- 
ers and  shippers  of  lumber  have  faced  increasing  difficulties. 
Russia  and  exporters  from  the  Baltic  countries  have  supplied 
the  market  in  Great  Britain  at  uneconomiic  prices;  exporters 
from  the  pacific  Coast  have  flooded  eastern  United  States  with 
wood  products  likev/ise  at  prices  belov/  the  cost  of  pro- 
duction.     These  markets,  v/hich  have  always  taken  the  great 
bulk  of  New  Brunswick  lumber,   are  largely  lost  to  New 
Brunswick  shippers.     Contemporaneous  v/ith  the  loss  of  markets. 
New  Brunswick  lumbermen  have  had  to  meet  increased  taxes 
and    heavy  transportation  charges.    As  a  result  of  these 
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adverse  conditions  those  engaged  in  the  lumber  industry  in 
New  Brunswick  are  in  a  orecarious  state.     The  operators  are 
making  no  profits;  the  workers  are  receiving  v/ages  almost 
incredibly  small;  men  are  working  this  season  in  the  New 
Brunsv/ick  '..oods  for  from  fifty  cents  to  seventy-five  cents 
a  day  with  their  hoard        a  total  wage  of  probably  thirty 
dollars  a  month.     Even  at  such  v/ages  as  these  li:iinbermen  are 
experiencing  great  difficulty  in  providing  employment  for  men 
v/ho  are  an^cious  to  v/ork.     vrnen  an  industry  reaches  such  a 
state  its  condition  is  clearly  critical.     The  Provincial 
government  receipts  from  stumpage  reflect  the  difficulties  of 
the  industry:   In  1928  they  were  -^SSO^OOO,   xn  1930,  $535,000, 
amd  the  prospective  cut  for  1930-51  v/as  stated  in  the  report 
of  the  Departonent  of  Lands  and  Mines  for  the  fiscal  year 
ending  Octo;oer  51,  1930,  (page  9)  to  be  90,000,000  feet  as 
compared  with  224,000,000  feet  for  1929-30. 

Those  engaged  in  the  pulp  and  pap>..r  industry  in  Nev/ 
Brunswick  are  faced  by  overproduction  of  their  products,  low 
prices  and  a  dimini'-shed  dem^and  aving  rc   the  wide  soread 
denression. 

The  mem.bers  of  our  Association  realize  the  extreme 
difficulties  v/hich  beset  the  Canadian  rai.lv/ays.     They  appre- 
ciate fully  that  the  railways  reprc-sent  immense  investments 
of  capital  and  that  these  are  in  jeopardy.     But  they  v/ish  to 
point  out  that  the  railways,   important  though  they  are,  are 
essentially  auxiliary  services  and  subsidiary  to  the  basic 
industries  of  the  country.     Without  the  basic  industries, 
such  as  the  lumber  8nd  pulp  and  paper  industries  in  Nev/ 
Drijnswick,  they  canrvot  exist,  and  v/ithout  prosperous  basic 
industries  they  cannot  tl-iT'lve.     Any  step  therefore  taJcen  to 
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relieve  tlie  railways  v/hicli  v:ill  affect  uiif avourablj  the  l-umber 
and  pulp  and  paper  industrials  in  Nev/  Brunsv;ic ■.'i  v^ill  in  their 
present  state    have  most  serious  consequences,  not  only  to 
those  industries  "out  to  the  v/hole  economic  structure  of  the 
province,   8n.d  must  inevita''jly  react  upon  the  railways.  Any 
increase  of  rat  s,  for  example,  might  well  be  the  last  straw 
v/hich  YJill  break  the  shippers  and  manufacturers  of  lumber  and 
pulp  and  paper  in  Nev/  Brunswicl:  hy  making  it  impossible  for 
them  to  compete  in  the  American  and  upper  Camadian  markets. 

On  TsSl\'iaj  rates  as  they  affect  forest  products,  in Ifew 
Brunswick  ¥/e  wish  to  point  out  that  they  are  today  65  per  cent 
higher  to  points  in  the  United  States  then  they  were  in  1917, 
and  even  with  the  reduction  allowed  under  the  legislation 
following  upon  the  Duncan  Repcirt  45  per  cent  higher  today  to 
points  in  upper  Canada  than  in  1917.     The  legislative  re- 
duction does  not  apply  to  shipments  to  the  United  Stat.-s. 
Vftiat  a  serious  difficulty  to  our  industries  ic  presented 
by  the  T')resent  railway  rates  is  demonstrated   '^j  the  fact  that 
it  costs  as  much  to  ship  a  carload  of  lumber  from,  St.  John  to 
Toronto  as  it  does  to  produce  it. 

Much  as  v/e  appreciate  the  difficulties  of  the  rai/~ 
ways,  we  are  convinced  th<;t  any  relief  granted  to  them  which 
will  prejudice  our  Industries  may  well  ■■.e  fatal  to  us,  will 
indirectljr  have  m.ost  serious  consequences  for  the  whole  prov- 
ince, and  will  ultimately  fail  to  assist  the  railv/ays. 

vYe  have  read  with  interest  the  statements   of  the 
average  earnings  of  each  class  of  railway  employees  for  the 
year  IG/SO,  which  was  included  in  the  finding  of  the  majority 
of  the  Board  of  Conciliation  and  Investigation  in  the  dispute 
between  the  Canadian  ri'ational  liailwaiT's  and  Canadian  Pacific 
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Railway  and  their  employees »     {See  the  Labour  Gazette  pub- 
lished by  the  Department   of  Labour  of  Canada,  December,  1951, 
at  pages  1297  and  1298).     We  have  noted  that  the  average 
y;ages  of  brakemen,  haggagemen  and  flagmen  ranged  between 
|2,052  and   :j;2,202,  and  those  of  firemen  and  helpers  between 
^1,971  and  ,;^2,528.     The  majority  of  the  Conciliation  Board 
recomraended  of  course  a  ten  per  cent  reduction  in  the  basic 
rates  of  pay  of  these  and  other  employees,  but  v^e  observe  at 
page  1351  of  the  same  issue  of  the  Labour  Gazette  that  the 
cost  of  the  family  budget  in  terms  of  the  average  prices  in 
sixty  nine  cities  in  Canada  has  been  reduced  between  1918, 
when  the  wages  of  the  railv/ay  employees  were  fixed,  to 
Novem-ber,  1931,  when  the  report  v/as  made,  from  |21.61  to 
|17.81  or  nearly  20  per  cent.    Moreover,  when  we  compare  the 
present  wages  paid  to  unskilled  railway  employees  with  those 
paid  to  men  who  work  in  the  woods  in  the  Imber  5,ndustry  in 
New  Brunswick,  we  feel  that  the  disparity  is  extreme  and 
difficult  to  justify.    We  think,  too,  that  the  skilled  rail- 
way employees  are  too  generously  remunerated.    With  respect, 
therefore,  we  recommend  to  your  consideration  as  a  means  of 
effecting  substantial  savings  to  the  railways  of  Canada  sjid 
of  redressing  grievous  inequalities  between  the  wages  paid  to 
their  employees  and  those  paid  to  the  employees  in  other 
industries  a  further  reduction  in  the  railv;ay  rates  of  pay. 

We  also  desire  to  emphasize  the  substantial  in- 
crease in  business  which  would  probably  accrue  to  the  in- 
dustries \'ie  represent  from  any  reduction  in  freight  rates. 
Any  such  increase  would  mean  increased  railway  traffic  and 
very  proba^ay  greater  railway  revenue.     This  consideration 
v/ill  we  knov:  receive  from  you  its  full  weight. 
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If  there  ±3  any  fuj^ther  information  v/liioh  our  jnem- 

iDers  can  furnish  to  the  Commission  they  \¥ill  he  very  glad  to 

do  so . 

LOKD  ASHFISLD:  Thank  you. 

I  ijnderatand  that  Your  \1^orship  devsires  to  address 
a  fevi'  Y/ords  to  the  C onimi s s i on  » 

m,  W.  W.  LITTLS( Mayor  of  St.  John)-,  My  Lord  and 
gentlemen,  it  is  not  the  intention  of  the  government  of  the 
city  to  prsent  an  independent  stateinent  on  these  Important 
questions,  v/hich  after  all  are  better  handled  by  those  who 
are  more  directly  concerned  with  the  v/orkings  of  transpor- 
tation and  business  generally;  but  I  'vvish  to  associate  my- 
self as  well  as  my  colleagues  v/ith  the  Board  of  Trade  Members 
¥/ho  have  prepared  and  presented    the  report  which  is  now  in 
your  hands. 

LOUD  ASHFIELD:  Are  there  any  further  siibmissions? 

Mile  F.  MACLURS  3CLANDERS ( For  the  St.  John  Board  of 
Trade):  My  Lord  and  gentlemen  of  the  Commission,  I  have  been 
asked  to  make  the  following  presentation  for  the  St.  John 
Board  of  Trade,  which  presentation  our  city  and  also  our 
Harbour  Commission  endorse «     Since  this  report  was  prepared 
it  has  been  decided  to  m_a]:e  certain  slight  alterations  in  it, 
and  with  yoiu"  permission  I  will  road  the  report  as  altered 
and  send  to  your  Secretary  the  corrected  submission,  if  that 
is  agreeaole. 

LORD  ASHFIELD:  Certainly, 

MR.  SCLAinjiURS :  Theoretically  the  transportation 
system  of  Canada,  dating  from  Confederation,  has  neen  designed 
to  serve  Canadi9j;a  Interests.     In  practice  little  has  been 
achieved  in  this  direction c     Solemn  agreem-ents  covering  the 
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movement  of  Canadian  railway  traffic  have  simply  been  dis- 
regarded.    Parliamentary  enactments  to  assist  in  building  up 
Canadian  trade  routes  have  been,  either  ignored  or  evaded 
through  loop-holes  deliberatel?/  incorDorated  in  legislation 
alleged  to  have  been  adopted  for  the  benefit  of  Canada. 

The  Confederation  agreement  v/hich  v/as  concluded  in 
London  in  December,  1865,  contained  two  vevj  important  sec- 
tions concerning  Canadian  tran.sportation. 

I  submit  the  original  blue-book  published  by  Her 
Majesty's  Government  in  1867.     These  are  the  resolutions 
passed  at  the  Confederation  Conference  in  London: 

65.  "The  construction  of  the  Intercolonial  Railv/ay  being 
essential  to  the  consolidation  of  the  Union  of  British 
North  America  and  to  the  assent  of  the  Maritime  Provinces 
thereto,  it  is  agreed  that  provision  be  made  for  its 
immediate  construction  by  the  General  Government,  and  that 
the  Imperial  guarantee  for  £3,000,000  sterling  pledged  for 
this  work  be  applied  thereto,   so  soon  as  the  necessary 
authority  has  been  obtained  from  the  Imperial  Parliament." 

The  next  section  we  co-nsider  to  be  particularly  important: 

66.  "Tlie  communication  with  the  llorth-West ern  Territory, 
and  the  improvements  required  for  the  development  of  the 
trade  of  the  great  v^est  Y;ith  the  seaboard,  are  regarded  by 
this  Conference  as  subjects  of  the  highest  importance  to  the 
Confederatlor ,  and  shall  be  prosecuted  at  the  earliest 
possible  period  that  the  state  of  the  finances  will  permit," 

Oddly  enough  section  67  of  the  Conf edoration  Agreem.ent 
proceeds : 

"The  sanction  of  the  Imperial  Parliament  shall  be  sought 
for  the  Union  of  the  Provinces  on  the  principles  adopted  by 
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"tlUs  Conference," 

These  resolLit5,oins  bear  the  s Signatures  of  John  A. 
Macdonald,  Chairman,  and  H.  Bernard^  Secretar?/. 

As  the  constitutional  aspect  of  the  transportation 
question  will  be  presented  on  oehalf  of  the  Maritime  Board  of 
Trade,  it  is  unnecessary  to  deal    -ore  particularly  with  that 
feature,   except  to  say  that  Section  66  (read  in  conjun.ction 
with  Section  65)  -was  the  deciding  factor  in  securing  the 
consent  of  Nova  Scotia  and  New  Brunswick  to  the  Confederation 
Agreement,  and  one  has  lost  its  intended  usefulne-^s  vvhile  the 
other  has  ■■een  practically  forgotten.     There  can  he  no  ques- 
tion that  at  the  time  of  Confederation  the  attending  dele- 
gates were  definitely  committed  to  the  construction  of  rail- 
ways throu[3.hout  Canada  v/hich  wouldbe  utilized  to  serve  Cana- 
dian ocean  ports. 

Again,  when  the  Grand  Trunk  Pacific  bill  v/as  con- 
sidered in  parliament,  provision  was  F.ade  for  the  u_se  of 
Canadian  ports  by  the  Grand  Trunk  Pacific  and  National  Trans- 
continental.    Their  employment  in  the  strengthening  of 
Canadian  trade  routes  was  emphasized  oy  members  of  the  then 
government  who  submitted  the  legislation;  but  iinf ortunately , 
the  act  provides  that  freiftht  specifically  routed  must  be 
directed  as  the  shipper  desires.     Later,  v/hen  the  Federal 
Government  advanced,  moneys  to  the  Canadian  Northern  Railway 
Company,  the  same  provision  was  included  in  the  enabling  act. 
In  theory,  the  legislation  may  have  been  designed  to  assist 
ocean  terminals:   In  practice,  at  least  in  the  case  of  the 
Canadian  National  Railways,   efforts  were  directed  for  years 
to  the  strengthening  of  that  railway's  connection  with  Port- 
land, Maine,   £jid  an  attempt  was  even,  mad:.'  to  create  a  new 
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ocean  terminus  at  IJew  London,  Connecticut,  which  was  to  be 
financed  with  the  money  of  the  people  of  Canada;  a  notable 
effort  being  made  at  that  time  to  deliberately  canvass  for 
Canadian  traffic  through  that  prooosed  additional  United 
States  outlet. 

The  cost  of  the  railv/ay  enterprises  in  Canada  has 
been  fully  dealt  v/itn  by  the  Minister  of  Railv/ays.  There~ 
fore,   it  is  unnecessary  to  present  those  figures,  but  it  is 
of  interest  to  note  that  Canada  has  invested  in  its  so-called 
National  Transcontinental  Railv/ay  system  practically  tv/o  and 
three-quarter  ivillions  of  dollars,  not  taking  into  consider- 
ation public  lands  or  other  natural  resources  which  may  have 
been  distributed  in  the  form  of  railv/ay  subsidies.  The 
Saint  John  Board  of  Trade  respectf ull3r  contends  that  v/hile 
regret  at  this  tremendous  public  outlay  will  not  afford  re- 
lief in  a  deplorable  situation,  methods  shouJd  be  devised 
which  will  ensure  to  Canada  all  possi'-le  advantages  which 
may  be  salvaged  from,  the  disaster. 

Since  18V8,  the  professed  desire  of  all  Canadian 
governments  has  been  to  afford  employinent  for  Canadians. 
Increasing  unem.ployment  during  the  last  two  years  has 
strengthened  the  "Bu3''~ In -Canada"  campaign.     No  Opportunity 
has  been  lost  to  impress,  upon  Canadians  the  need  of  "Buy 
Gpnadian"«     In  the  field  of  transpurtation ,  however,  the 
sam.e  solicitation  for  the  emplo3nnent  of  railway  labour  and 
ocean  terminal  labour  has  not  b^een  so  much  in  evidence.  Too 
often,  we  find  large  manufacturing  concerns,  enjoying  ample 
protection  under  the  Gansdian  tariff,  who  are  inclined  to  use 
United  States  ports  im  connection  with  their  overseas  trade. 
The  effects  of  this  practice  are  far  more  im.portant  theji 
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appear  on  tYie  surface:  v'Jlien  Canadian  goods  are  ah3.pped 
through  an  American  port^   it  means  much  more  than  the  payment 
of  freif^:ht  rates,  in  part,   to  United  States  railwa3's.  Once 
Canadian  freight  enters  the  United  States ^  it  affords  em- 
ployment not  only  to  train  crews  moving  the  goods  hut  :1 1 
calls  for  additional  section  men;   it  assujr'es  cmplo^nnent  in 
United  States  repair  shops  for  damaged  cars;   it  provides 
jun.ction  employees  v/ith  additional  labour;  it  engages  the 
services  of  stevedores  and  other  port  workers:   it  brings  to 
United  States  ports,   steamiers  which  in  case  of  accident  must 
he  repaired  in  United  Stateo  shipyards,  and  supplies  requi- 
site to  the  repair  of  such  steamers  are  purchased  from  United 
States  manufacturers;  it  means  that  the  boats  are  provisioned 
from  United  States  farm.s  and  that  United  States  ports  derive 
all  the  advantages  in  the  form,  of  port  dues,  etc,  which  are 
attendant  on  the  entry  of  vescels  to  United  States  waters. 

The  entr^r  of  goods  under  the  British  preference  into 
Canada  is  subject  to  the  parliamentary  regulation  that  such 
goods,   in  order  to  receive  preferred  treatm.ent,  must  be 
entered  through  Canadian  portso 

At  this  tim.e,  V'/hen  the  federal  and  provincial  govern- 
ments find  themselves  hard  put  to  furnish  employment  for 
Canadians,   surely,   some  scheme  can  be  designed  to  guarantee 
greater  use  of  Canadien  railways  and  Canadian  labour  in 
connection  with  the  forv/arding  of  Canadian  exports. 


Page  1300  follows  a 
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Possibly    no  Canadian  industry  is  more  vitally  inter- 
ested in  transportation  costs  than  the  grain  trade.  The 

building  of  the  Hudson  Bay  Railway  and  the  present  negotia- 
tion for  a  new  outlet  from  the  Peace  River  to  the  Pacific 
ocean  set  forth  very  clearly  the  importance  of  low  grain 
rates  so  far  as  the  grain  gr/^wer  is  concerned.      The  port 
of  Vancouver  has  enjoyed  a  very  pr'^fitable  grain  traffic 

originating  in  Alberta  an*  parts  of  Saskatchewan.  The 
eastern  flow  of  wheat  finds  its  outlet,  in  part,  through 
Montreal  in  the  summer  months;  but  during  suinmer,  a  very 
large  ■.mount  of  Canadian  grain  passes  through  United  States 

ports  and  particularly  through  New  York,      Defending  the 
practice  of  using  United  States  ports  to  such  a  large  extent, 
grain  shippers  claim  that  they  get  tetter  service  and  cheaper 
rates.      luring  the  shipping  season  193C-1931,  it  is  estiraat- 
ei.  that  i:'2,476,864  bushels  of  Canadian  wheat  were  forwarded 
through  United  States  ports. 

The  experience  of  the  port  of  Saint  John  has  been 
that  whenever  a  slight  charge  in  connection  with  wheat  ship- 
ments has  been  made,  grain  exporters  have  urged  that  such 
additions  t«  the  cost  of  handling  grain  work  serious  injury 
and  hamper  grain  movements  through  this  terminal.       It  has 
been  stated  by  authorities  on  grain  that  an  additional  charge 
of  one-eighth  of  a  cent  per  bushel  will  influence  the  move- 
ment of  grain  from  one  Atlantic  port  to  another.       In  order 
to  verify  this  estimate,  the  Montreal  Corn  Exchange  was  «.sk- 
ed  to  name  a  figure  which  might  be  regarded  as  having  a 
definite  influence  on  the  change  of  grain  routing,  and  on 
December  14,  1931,  that  organization, v/hich  is  a  branch  of 
the  Montreal  Board  of  Trade,  replied  as  follows; 
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"I  have  for  acknowledgment  your  coinraunicatiDn  of 

tiie  9th  instant,  and  in  reply  would  point  out  that  there 
is  no  doubt  whatever  that  one-eighth  of  a  cent  a  bushel 
would  tend  to  divert  grain  cargoes  from  one  port  to 
another.      As  you  know,  the  export  grain  business  is 
highly  competitive  and  the  margin  of  profit  is  exceeding- 
ly small.      Any  advantage,  however  small,  is  usually 
taken  into  consideration." 

It  is  assumed  that  the  Montreal  Corn  Exchange  is  an 
authority  on  such  matters.      If  one-eighth  of  a  cent  per 
bushel  will  effect  the  movement  of  grain,  then  it  would  only 
have  been  i^^ecessary  for  the  government  of  this  country  to 
have  granted  a  subsidy  of  ^103,096.08  to  Canadian  railways 
in  order  to  ensure  that  the  grain  tonnage  which  passed 
through  United  States  ports  last  year  would  have  found 
Canadian  outlets.      But,  for  the  sake  of  argument,  let  us 
suppose  that  it  be  necessary  to  bonus  the  movement  of 
Canadian  wheat  to  the  extent  of  one-half  cent  a  busbel. 
That  would  mean  that  the  Canadian  treasury  would  be  called 
upon  to  pay  Canadian  railways  moving  such  cargo  |412, 384.32, 
This  can  hardly  be  regarded  as  a  large  sum  of  money  in  view 
of  the  sacrifices  which  all  Canadians  are  forced  to  make  in 
the  form  of  taxes  to  provide  the  moans  of  operating  one  of 
the  Canadian  railway  systems. 

The  suggestion  is  respectfully  made  that  if  it  is  in 
the  interests  of  Canada  to  protect  Canadian  factories,  the 
same  fiscal  policy  should  recognize  the  importance  of  em- 
ploying all  possible  Canadian  railway  and  associate  trades. 
At  this  time,  large  numbers  of  Canadian  railwa^Tnen  are  un- 
employed, many  of  whom  might  be  very  profitably  engaged  in 
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the  forwarding  of  Canadian  grains  and  other  produce  over 
all-Canadian  routes.      Other  objections  are  raised  agaijist 
this  programme;  but  surely,  Canadian  enterprise  and  Canadian 
intelligence  can  devise  some  method  of  forwarding  Canadian 
traffic  as  an  all-Canadian  enterprise. 

Only  wheat  has  been  dealt  with  in  this  reference; 
>ut  when  we  consider  the  many  other  Canadian  commodities 
which  are  handled  through  United  States  channels,  and  the 
immense  sums  paid  out  for  this  service,  it  will  be  recognized 
that  here  is  an  important  outlay  which  can  be  retained  in 
Canada, 

Canada's  major  problem  is  the  reduction  of  the  enor- 
mous deficits  which  have  been  Incurred  in  the  operation  of 
the  Canadian  National  Railway.       The  appalling  falling  off 
of  revenue  of  the  Canadian  National  and  Canadian  Pacific 
railways  has  forced  upon  these  transpatation  systems  econo- 
-mies  which  a  few  years  ago  would  have  been  considered  im- 
practicable.     The  Canadian  National  passenger  service  has 
->een  cut  to  the  extent  of  approximately  8,^0,wO0  train 
miles  per  annum  from  the  maximum  of  1929.      The  Canadian 
Pacific  has  reduced  its  passenger  operations  3,090,808  train 
miles  per  annum.      Where  there  has  been  duplication  of  ser- 
vice by  the  two  railways,  certain  trains  have  been  eliminat- 
ed by  mutual  consent.      In  the  Maritime  provinces  whole 
p».ssenger  services  have  been  discontinued  and  very  con«- 
siderable  reductions  have  been  made  in  others. 

In  this  connection,  an  agreement  between  the  Cana- 
dian National  and  the  Canadian  Pacific  Railways  was  announc- 
ed whereby  Canadian  Pacific  steamships  made  Halifax  a  port 
of  f.all  with  the  result  that  passengers,  mails,  etc.,  were 
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taken  on  and  discharged  at  that  point.      We  believe  that  for 
such  traffic  the  port  of  Halifax  is  located  and  adapted  in 
a  sense  exceptionally  favourable.      On  the  other  hand,  the 
port  of  Saint  John  is  closest  to  the  main  sources  of  Canada's 
exports  and  to  the  main  destinations  of  Canada's  imports, 
and,  therefore,  from  a  freight  standpoint,  is  also  in  a 
position  exceptionally  favourable.      Thus,  each  port  has  its 
own  outstanding  recommendation,  so  that        together  they 
can  serve  nationally  in  the  fullest  and  very  best  measure. 
The  Minister  of  Railways  in  endorsing  the  agreement  in  point, 
stated  that  "the  two  railways,  faced  with  falling  revenues 
and  a  decrease  in  business  were  determined,  it  is  understood, 
to  gain  common  relief  wherever  possible,"      The  wisdom  of 

this  policy  is  not  questioned  provided  the  same  diligence  in 
effecting  savings  and  removing  unnecessary  expense  in  the 

general  operation  of  railways  is  consistently  exercised. 

May  we  also  call  your  attention  to  another  direction 
in  which  millions  have  been  spent  to  reduce  the  land  haul  to 
a  minimum:    Large  outlays  have  been  mad«  on  the  National 
Transcontinental  Railway  and  the  Grand  Trunk  Pacific  to 
supply  low  gradients,  especially  designed  to  facilitate  the 
movement  of  freights  from  west  to  east.      V\fhen  the  Grand 
Trunk  Pacific  legislation  was  passed  a  rosy  picture  was 
painted  of  the  flow  of  Canadian  v\fe stern  rail  traffic  through 
eastern  ports.      No  less  than  three  transportation  systems 
were  prr^jected  towards  the  Pacific  ocean  to  enable  freight 
to  be  cheaply  moved  to  Prince  Rupert  and  Vancouver.  The 
latest  contribution  to  the  policy  of  bringing  tidewater 
nearest  to  rail  head  is  afforded  in  the  building  of  the 
Hudson  Bay  Railway.      On  the  St.  Lawrence  route  immense 
sums  have  been  spent  in  deepening  that  waterway  sr  as  to 
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bring  ocean  traffic  to  the  port  of  Montreal;  and  in  this 
connection  v/e  are  reminded  that  a  canal  system  costing  to 
date  |3«0,597,'493<61  has  been  provided  and  that  practically 
all  of  this  money  has  been  spent  in  constructing  the  Great 
Lakes  and  the  St.  Lawrence  canals.       In  sixty-three  years, 
the  income  from  all  canals  in  Canada  has  been  |27, 139,532.66 
and  the  expenditures  i|68, 612,003 .75  or  a  deficit  of 
141,472,471,09,      Furthermore,  the  suggestion  is  being 
made  that  a  round  billion  dollars  be  spent  in  providing  a 
further  addition  to  the  St,  Lawrence  waterways  so  as  to 
create  what  vi^ould  be  the  equi-valert  of  ocean  ports  at  Port 
William  and  Port  Arthur.      But  the  effort  to  bring  rail 
head  closer  to  tidewater  does  not  stop  there:     The  Dominion 
Government  has  provided  on  the  St,  Lawrence  river  an  ice 
breaking  fleet  at  a  cost  of  |2, 898, 009  and  during  the  year 
1930-1931  expended  on  the  ice  breaking  service  of  the  St. 
Lawrence  route  if702, 902 . 58 .       This  large  outlay  is  needed 
to  afford  passage  to  Montreal  for  ocean  steamers  a  day  or 
two  earlier  than  would  be  the  case  if  nature  were  allowed  to 
take  her  course.      The  practice  is  important  because  of  the 

apparent  advantages  which  Canadian  railways  concede  to  short 
rail  routes  to  the  sea. 

The  only  known  example  of  where  the  shortest  land 
haul  is  ignored  by  the  Canadian  National  Railways  is  in 
connection  with  the  port  of  Saint  John.       Based  on  sound 
railway  administration  there  can  be  no  economic  defense  of 
a  policy  by  whloYi  the  Canadian  National  Railway  neglects 
this  opportunity  to  effect  savings  running  into  millions, 
through  the  greater  use  of  the  port  of  Saint  John,  The 
distance  from  Montreal  to  Saint  John,  via  the  National 
Traji3C<>nHTirmri:tal_^iij.  ^68  miles  less  than  the  distance  to 
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any  other  Canadian  Atlantic  port.      If  the  old  Intercolonial 
syiitem  is  used  to  Ealifax  and  the  Transcontinental  is  used 
to  Saint  John,  the  saving  in  distance  from  Montreal  to 
Saint  John,  as  against  any  other  Canadian  Atlantic  port, 
is  208  miles.      Even  if  freight  is  hauled  to  Saint  John 
via  Koncton,  the  saving  is  99  miles  which  should  constitute 
a  very  helpful  contribution  toward  the  reduction  of  the 
operating  expenses  of  the  Canadian  National  Railways  on 
ocean-bound  traffic  . 

With  all  deference,  we  sul^mit  that  the  Canadian 

National  Railway  should  avail  itself  of  every  advantageous 
geographical  condition,  and  should  therefore  be  compelled 
to  use  the  vort  of  Saint  John  to  a  reasonable  extent  for 
its  import  and  export  traffic. 

When  the  attention  of  the  Canadian  National  Railway 
officials  has  been  directed  to  the  wasteful  system  of  operat- 
Inn  to  which  we  refer,  their  explanation  is  that  at  Halifax 
they  have  control  of  all  their  freie>ht  and  are  not  called 
upon  to  share  it  with  any  other  transportation  system.  How- 
ever,  the  mutual  agreement  recently  entered  into  between 
the  Canadian  Pacific  Railway  Company  and  the  Canadian 
National  Railways  for  the  exchange  of  freights,  passengers, 
etc.,  at  Halifax  and  Saint  John,  entirely  removes  any  sound 
reason  for  continued  discrimination  against  the  port  of 
Saint  John  by  the  aovernment  controlled  railways  of  the 
country. 

With  regard,   sir,  to  the  statement  with  respect 
to  discrimination,  I  might  say  that  during  the  period  from 
the     1st  of  November,  1929,  to  the  30th  of  April,  1930  - 
these  are  the  latest  figures  we  have  compiled,  but  I 
understand  there  is  no  change  -  the  Canadian  National 
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had  5^  sailings  from  Halifax  and  but  15  from  Saint  John, 
11  of  which  were  shared  with  Halifax*  That  is  the  dis- 
orimination  to  which  we  refer* 

The  Saint  John  Board  of  Trade  is  impressed  with  the 
importance  of  terminating  all  further  railway  construction 
in  this  country  until  the  need  for  additional  lines  is  more 
manifest.       It  has  been  the  practice  for  years  to  construct 
main  lines  and  branches  vi/ith  an  abandon  that  has  placed 
such  financial  ctrain  on  the  resources  of  this  country. 
The  Commission  v\rill  have  the  sympathy  of  the  Saint  John 
Board  of  Trade  in  its  effort  to  remove  as  much  of  the  load 
as  possible  from.  Canadian  taxpayers,  and  v/e  trust  that  its 
deliberations  will  not  be  unavailing  in  restoring  some  mea- 
sure of  relief     in  the  situation  to  which  it  is  now  devoting 
its  attention. 

There  is  another  feature  in  connection  with  the 
Canadian  National  Railways  which  we  suggest  for  the  close 

attention  of  the  Commission,  ---  the  operation  of  its  United 
States  branches.       The  losses  incurred     on  foreign  lines 
v/ill  have  been  placed  before  you  and,  doubtless,  Vi^ill  be 
dealt  with  in  a  proper  way.      Any  Canadian  government  con- 
trolled railway  should,  through  its  officers,  devote  its 
best  efforts  toward  rendering  that  system,  a  real  asset  in 
the  life  of  Canada,  and  we  do  feel  that  too  much  import anco 
cannot  be  placed  on  this  phase  of  the  conduct  of  a  national 
railway  system  so  often  stated  to  be  the  property  of  the 
people  of  all  Canada,  but,  which,  unfortunately,  has  been 
and  IS  a  very  costly  obligation  to  finance » 

I  m.ight  ado.,  sir,  that  in  our  references  to  Halifax 
there  is  nothing  invidious  intended.  Wo  have  the  kindest 
regard  for  Halifax,  and  we  are  profoundly  convinced  that 
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there  is  business  enough  to  keep  both  ports  busy  under  a 
really  national  transportation  system. 

COMMISSIONER  LOREE :     It  is  only  within  recent  years 
that  the  shipper  has  had  the  right  to  route  his  product  be- 
tween terminals  to  suit  his  own  convenience-.      Do  you  think 
it  would  be  wise  to  give  consideration  to  the  propriety  of 
vesting  that  right  in  the  railroad  or  the  government?  They 
did  have  it  for  about  eighty  out  of  one  hundred  years  during 
which  the  railroads  have  been  in  operation;  should  they  now 
be  deprived  of  it  again? 

MR,  SCLAND^RS:  That  would  be  a  very  easy  way  to 

settle  the  matter, 

OOMIISSIONER  LOREE:     It  is  suggested  to  me  by  your 
paper.      Another  question  I  have  in  mind  is  this:  what 
significance  do  you  attach  to  the  opening  of  the  port  of 

Churchill? 

M.  SC LANDERS  :    We  have  been  watching  that  with  some 
considerable  interest.    We  have  even  hoped  that  the  opening 
of  the  Port  of  Churchill  might  have  some  favourable  commer- 
cial significance  so  far  as  the  fort  of  3t,  John  and  other 
ports  in  the  maritime  ;:^rovinces  are  concerned.      It  is  per- 
haps a  little  too  early  to  express  an  opinion,  but  we  are 
hopeful  that  the  development  of  the  Hudson  Bay  line  may 
involve  some  commercial  potentialities  for  the  maritimes 
that  will  be  quite  favourable.      But  we  will  be  in  a  better  ' 
fosition  to  speak  as  to  that  a  little  later  on, 

LORD  ASHPIELD:    Are  there  any  other  submissions  t« 
be  made?      If  not,  I  desire  to  thank  those  who  have  submitt- 
ed information  to  us  this  morning,      I  am  sure  it  will  be 
very  useful  to  the  Commission,  and  I  may  say  we  appreciate 
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the  help  we  are  receiving  from  overyhody  in  dealing  with 
this  very  difficult  problem. 

The  Commission  adjourned  at  12,30  p.me 


(Page  1320  follows) 
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ROYAL  COmiSSION  ON  RAILWAYS  MP  TRAIJSPORTATION 


The  Royal  Commission  appointed  to  inquire  into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,  shipping  and  communi- 
cation facilities  therein,  having  regard  to  present 
conditions  and  the  probable  future  developments  of 
the  country,  met  at  the  Chateau  Frontenac,  Quebec, 
on  ViJednesday,  January  13,   1932 » 


PRESENT: 

RIGHT  HuN.  LYT\ra  POORE  DUFF,   P.C.,  Chairman 
RIGHT  HONo  LORD  ASHFIELD 
SIR  JOSEPH  Wo  FLAVELLE,  Bart,, 
BEAUDRY  LEMAl^,  Esq., 
LEONOR  FRESNEL  LOREE,  Esq., 
WALTER  CHARLES  MURRAY,  Esq., 
JOHN  CLARENCE  WEBSTER,  Esq» 

Arthur  Moxon,  Esq.,  K.   C,  Secretary. 


Commissioners 


M e mb e rs  of  the  Executive  Council 

Mr.  J.   Ao  Begin,  Comptroller  of  Provincial 
Revenue,  appeared  on  behalf  of 
the  Executive  Council. 
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Chateau  Prontenac,  Quebec, 
Wednesday,  January  13,  1932, 

Morning  Session. 

The  Commission  met  at  11,00  a.  m, 

TI-IE  CHAIRMAN:  Mr.  Begin  has  something  to  say  on 
"behalf  of  the  Premier ^  and  is  familiar  with  the  subject  gener- 
ally. 

MRo  J.  A.  BEGIN{ Comptroller  of  Provincial  Revenue): 
Gentlemen,  in  one  way  the  provincial  government  is  not  much 
interested  in  the  solution  of  the  problem  before  you,  because 
it  belongs  more  to  the  Federal  authorities  than  to  the  prov- 
incial.    There  is  in  fact  only  one  point  in  which  the  provin- 
cial government  is  interested  in  a  special  way  —  transpor- 
tation by  motor  vehicles.     I  have  been  asked  by  the  Premier 
of  Quebec  to  give  you  whatever  information  you  may  desire  in 
this  respect  as  far  as  the  province  is  concerned. 

Everybody  admiits  of  course  that  com.petition  by  motor 
vehicles  is  one  of  the  troubles  of  the  railway  cystems.  The 
question  is,  whether  this  can  be  remedied,  and  how.     There  is 
no  doubt  that  no  government  in  order  to  favour  the  railroads 
would  undertake  to  restrict  private  transportation  by  motor 
vehicles;  but  as  far  as  public  transportation  by  motor 
vehicles  is  concerned,   something  might  be  done. 

We  have  a  law  in  this  province,  similar  to  that  in 
most  of  the  other  provinces,  v^hich  empowers  the  Quebec  Public 
Service  Gorrmiission  to  allow  a  particular  party,  to  the  ex- 
clusion of  others,  to  do  transportation  service  on  a  certain 
route.     If  the  railway  companies  ?/ere  to  go  into  the  motor 
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transport  Imsiness,  tlie  Quebec  Government  would  be  inclined 
to  favour  an  amendment  of  the  law  so  that  the  Quebec  Public 
Service  Ccnmission  might  give  to  railv/ay  auto  buses  and  rail- 
v/ay  trucks  an  exclusive  privilege  on  routes  paralleling 
railv^av  lines*     We  have  to  cater  to  the  needs  of  the  public, 
and  there  is  no  doubt  that  the  public,  at  least  in  our  prov- 
ince,prefers  a  door-to-door  system  both  for  persons  and  goods. 

But  this  arrangement  coul_d  not  take  place,  and  it 
v/ould  not  be  just,  unless  the  railv/ay  companies  v/ere  pre- 
pared to  take  over  v/hatever  public  a.uto  buses  and  trucks 
viere  actually  being  used  alorg  those  routes  o     Of  course,  1 
am  simply  expressing  my  personal  views.     The  right  to  ex- 
propriate could  easily  be  given,  provided  that  the  basis  of 
the  expropriation  price  bQ  well  understood.     I  think  the 
railway  companies  should  be  prepared  to  pay  for  the  buses  and 
trucks  actually  in  use  on  the  basis  of  cost  price,  less 
physical  depreciation,  but  not  considering  good-will,  be- 
cause the  railway  companies  v/ould  take  over  those  vehicles 
as  a  going  concern,  and  leaving  aside  what  we  might  call 
commercial  depreciation,  v/hich  is  about  25  per  cent  of  the 
vehicles  value. 

Those  conditions,  I  think,  about  represent  what  Mr. 
Taschereau  would  entertain,  because  he  would  be  well  dispos- 
ed to  help  the  railways,  and  he  thinks  that  so  long  as  the 
public  are  properly  served  as  they  are  today  they  would  be 
pleased  with  such  an  arrangement. 

If  1  understand  rightly,  in  the  United  States  the 
railways  have  gone  extensively  into  the  bus  business.  There 
seventy-four  railway  companies  use  over  seventeen  himdr^d 
auto  buses;  in  fact  nine  of  the  main  railway  companies  have 
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l:>etween  them  over  nine  hundred  out  of  the  seventeen  hundred 
buses.     So  this  would  not  be  a  new  thing  to  run  as  a  railway 
business.     As  a  matter  of  fact  the  experiment  is  being  tried 
in  the  province  of  Quebec-     The  Quebec  Central  Railv/ay  Com- 
pany, controlled  by  the  Canadian  Pacific  Company,  last  fall 
formed  a  subsidiary  company  and  as  an  experiment  started  opei?- 
ations  with  auto  buses  from.  Levis  to  Moriscet,  which  is  about 
fifty  miles  distant,     I  am  not  in  a  position  to  say  whether 
the  exporim-ent  has  shown  any  profit.     This  information  no 
dou''.:^t  you  could  obtain  from  the  Quebec  Central  Railway  peo- 
ple.    If  this  could  be  done  oy  the  railway  companies,  auto 
buses  could  take  the  place  of  some  of  their  trains.    That  is 
about  all  I  have  to  say  on  that  aspect  of  the  problem. 

Some  contend  that  one  railv/ay  system,  should  take 
over  the  other;  some  say  th?t  they  should  not  —  there  are 
all  kinds  of  opinions  expressed  either  way.     But  if  wo  leave 
aside  all  political  questions  and  take  into  consideration 
only  the  main  principles  of  political  economy,  we  shall  find 
that  the  trouble  is  not  in  the  physical  p:' operty  of  each  rail- 
way system;  in  fact  they  have  got  too  much  for  the  business 
they  are  called  upon  to  perfor^.^!  j\ist  now.     So  we  may  leave 
aside  what  I  may  call  the  Intrinsic  value  of  the  property 
of  v-ach  railway  system.     They  are  looking  for  revenue.  Rev- 
enue may  be  increased  in  two  ways  —  by  raising  the  rates; 
by  lowering  the  expenses.     In  my  humble  opinion  this  result 
could  be  obtained  if  the  administration  of  the  two  railways 
was  made  one.     In  this  way  a  lot  of  expenditures  which  are 
incurred  by  each  railway  through  competition,  or  the  needs 
of  competition,  v/ould  be  dispensed  with  and  the  pu;')lic  would 
be  satisfactorily  served,  although  the  number  of  trains  or 
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cars  would  be  dimi-nfehed  Sfrmewhat^ 

Of  course,   I  am  just  e:xpr6ssing  my  personal  opinion 
about  the  matter »     But  I  believe  it  is  a  question  of  adminis- 
tration,  a  question  of  earnings,  much  more  so  than  giving  one 
property  to  the  other  or  merging  the  properties.     They  may 
remain  legal  entities  and  still  be  administered  by  one  board. 
For  years  we  have  ooen  one  administration  of  m^any  different 
railway  properties.    The  Canadian  Pacific  administers  quite  a 
number  of  railway  properties  which  are  separate  entities .VAiat 
has  been  done  in  the  past  on  a  sc.all  scale  could  nov/  be  done 
on  a  bigger  scale,  especially  in  view  of  the  actud.  needs 
of  the  present  situation,     I  do  not  want  to  go  too  far  in 
expressing  personal  opinions. 

THE  CHAIRMAN:  We  shall  be  very  glad  to  hear  you  elab- 
orate any  views  that  you  have  formed,  Mr,  Begin, 

MR.  BEG-IN:   I  have  not  studied  the  problem.,  I  am  not 
in  the  transportation  business;  I  a;-n  just  expressing  m:y  views 
based  entirely  unon  political  economy,  nothing  m.ore.  The 
first  part  of  my  remarks  was  in  connection  with  the  require- 
ments of  all  the  people.     They  prefer  a  door-to-door  service, 
and  in  fact  if  we  were  living  where  they  are  we  vfould  express 
the  same  opinion?  there  is  no  doubt  about  it.     The  only  way 
to  do  that  is  for  the  railways  to  go  into  the  truck  and  auto 
bus  business  on  the  roads  alongside  their  lines.     So  to  pre- 
vent comnetition  there  would  be  only  one  administration.  It 
may  be  said  that  to  buy  those  trucks  and  buses  would  involve 
a  heavy  expend itm-^e  ou  the  part  of  the  railway  companies* 
Well,   they  m.ay  build  fewer  locomotives,  fewer  pullmans,  few-  ^ 
or  coaches, and  so  save  capital  in  that  direction.     As  far  as 
the  province  of  Quebec  is  concerned,  I  have  been  told  by  some 
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people  in  the  motor  vehicle  Imsiness  that  of  the -motor .  l>uses 
that  operate  in  the  province  518  do  not  operate  on  routes 
paralleling  railway  lines.     So  there  would  not  he  518  to  ex- 
propriate       no,  I  -would  say  there  v/ould  not  be  more  than 
half  of  that  numher.     They  say  that  the  518  represent  a  capi- 
tal of  :ii]4,000,000.     I  do  not  think  so,  I  think  it  would  coat 
much  less  than  that  to  cover  the  ground  and  give  satisfaction 

to  the  public. 

TIffi  CHAIl-lMAN:  Are  these  public  buses  and  trucks  pay- 
ing? 

MR.  BEGIN:  I  do  not  think  they  arc  paying  unless 
they  are  well  administered.     I  do  not  think  they  take  into 
consideration  sufficiently  the  ohysical  and  commercial  de- 
preciation . 

SIR  JOSEPH  FLAVLLLl;:   Just  what  is  the  distinction 
between  commercial  and  physical  depreciation,  Mr.  Begin? 

MR.  BEGIH:  If  you  buy  an  automobile  today  for  your 
ovm  personal  use  there  is  a  commercial  depreciation  of  25  per 
cent  of  its  value;  besides  that,  at  the  end  of  the  year  you 
must  add  an  average  of  15  per  cent  depreciation  for  reason- 
able use.    That  is  why  I  distinguish  between  physical  depre- 
ciation and  commercial  depreciation. 

SIR  JOS.:uPd  FLAVBLLE:  Coroiaercial  depreciation  really 
being  o',' solescence . 

MR.  BEGIN:  Yes,  it  is  taken  out  by  the  trade;  it  is 
not  the  result  of  use,    men  you  buy  an  automobile  from  a 
trader  in  motor  vehicles  you  stistain  a  depreciation  of  25  per 
cent;   then  there  is  a  limited  depreciation  of  15  per  cent, 
which  is  pretty  near  equivalent  to  the  commission  which  the 
vendor  of  the   net or  vehicle  earns • 
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■  C0MMI3SI0K::;R  ^^BbTJilR:  You  mean  even  if  jou  do  not 

use  that  cap  opce  T-ut  keep  it  in  jonr  garage  a  raontli^  you  can- 
not sell  it  as  a  new  car,  you  must  take  off  25  per  cent  de- 
preciation;  and  the  insurance  companies  do  the  same  thing? 
Mil.  Ba5GI1T:  Yes. 

COMISSIOIOR  LEMAN:  Whereas  the  physical  deprecia- 
tion is  the  actual  wear  and  tear. 

Uxi,  BEGIN:  Yes*  The  com^iercial  depreciation  is  based 
upon  the  fact  that  it  is  taken  off  oy  the  trade,  and  is  also 
the  obsolescence  v/hich  takes  place  from  year  to  year, 

COMMISSION} Jxl  UMMh  Prom  month  to  month  even. 

MR.  BB'GIN:   In  fact  they  divide  it  hy  qmrters. 

SIR  JOSEPH  PLAVELLE:  Mr.  Ber-in,   in  determining  the 
license  fees  which  will  be  collected  from  the  ovmers  of  pri- 
vate automo'dles,  motor  buses  and  n-otor  trucks,  do  you  seek 
to  estaLaish  a  a'm  sufficient  to  pay  interr-st  on  the  bonds 
representing  the  money  to  build  and  maintain  your  roads  and 
to  set  aside  a  sinking  fund  for  amortization? 

•    MR.  BEGIN;   If  we  put  together  the  different  sources 
of  revenue  froioi  motor  vehicle  registrations,  the  mileage  tax 
and  the  gasoline  tax  for  five  years,  and  set  against  that 
revenue  five  years  disbursements  by  our  road  department,  thers 
is  left  a  deficit  of  .'|-2,500,000 .     That  is  prior  to  last  year. 
Last  year  our  road  department  spent  ;|14,000,000,   and  all  the 
revenue  v/e  obtained  v^as  ■■>10,000,000 . 

CCMalSoIONEK  LEMAN:   In  the   cne  year? 

MK .  BEGIN:  This  last  year  we  were  short  :f;4,000,000. 
But  v/e  consider  v.-e  are  8h.ead  of  almost  any  provinces  in  tax- 
ation of  I'lotor  vehicles        much  ahead  of  Ontario.     Por  "'"-ig 
truck  license  fees  we  come  ne^^r  to  British  Colum.bia.     As  far 
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as  the  gasoline  tax  is  concerned  —  well,  we  think  we  are 
doing  our  duty.     Last  month        raised  it   cne  cent  more;   it  is 
six  cents  now.     For  a--X)ut  seventeen  ye8.rs  we  have  had  a  five 
dollar  fee  for  each  license,  v/hether  for  thechauffeur  or  the 
ordinary  operator.     Some  of  the  provinces  lately  have  been 
collecting  a  one  or  two  dollar  fee. 

TIE  CHAIRMAN:  The   ::a4, 000,000  comprehends  all  the 
expenditure  on  roads? 

tIR,  BEGIN:  No,  it  does  not  co;-iprise  the  expenditures 
on  hridges.     But  you  must  not  forget  that  for  three  years  the 
provincial  government  has  undertaken  the  maintenance  of  all 
the  public  roads •     This  is  a  oig  item  of  ejcpenditure . 

C0i\1MI33I0N.:.R  LEMAH:  That  is  included  in  the 
:ii;l4,000,000,  maintenance  and  capital  construction. 

TIE  CHAIRMAN:  You  are  not  taking  into  account  any 
item  for  interest  on  capital? 

MR,  BLGIln  No, 

THE  CHAIRMAN:  How  do  ycu  finance? 

MR.  BEGIN:  The  f/alance  comes  out  of  general  tax^^s. 

THE  CHAIRMAN:  There  are  no  special  road  dehentures? 

MR.  BEGIN:  No.     Years  a^o  all  of  the  gasoline  tax 
and  our  motor  VGh:..cle  taxes  v/ere  ear-marked;  hut  we  discon- 
tinued that  practice  three  years  ago. 

SIR  JOSEPH  FLAVEELE:  Ear-marked  for  what? 

MR.  BEGIN:  To  oe  used  speciallj  or:  the  roads.  What 
v/aa  the  use?  The  revenues  from  those  sources  were  always 
much  short  of  the  expenditures,   and  they  arc  still  short. 
We  had  to  take  the  balance  out  of  our  general  taxes  every 
year.     I  think  the  undertaking  given  to  ouild  and  maintain 
roads  docs  not  require  any  ear-marking  of  revenues,  We  have 


ti 


-  1328  -  Mr,  Begin 

got  to  provide  the  revenues  to  cover  that  expenditure ;  that 
is  all  there  is  to  itj  ear -marking  does  not  amount  to  much 
after  all, 

COMMISSIOim  LEMAN:  Would  you  have  in  mind,  Mr.  Begin, 
to  what  extent  the  actual  debt  of  the  province  may  have  been 
increased  by  the  capital  and  maintenance  expenditures  on  high- 
ways?   That  is  to  say,  what  would  be  the  difference  r.-etween 
joviT  revenue  and  your  total  expenditure? 

MRe  BBGIH:  No,   I  cannot  give  any  further  figures 
than  those  I  gave  you  a  few  minutes  ago.     For  another  purpose 
I  made  some  calculations  for  five  years  hack  and  the  one  for 
this  year, 

TI-O  CHAIRMAN:  How  do  you  provide  for  that  dis- 
crepancy of        000*000,  out  of  current  revenue? 

MR.  BEGIN:  Current  revenue  from  other  sources. 

SIR  JOSEPH  FLAVELLE:  Do  I  understand,  Mr.  Begin, 
that  the  province  of  Quebec  borrov/ed  no  money  for  road  build- 
ing? 

MR.  BEGIN:  Certainly,   I  did  not  say  that, 
SIR  JOS:iiP]I  FLAVELLE:  It  is  claimed  that  the  railways 
pay  for  their  roadbed  and  for  its  maintenance  and  betterment, 
and  that  their  only  source  of  return  is  from  the  earnlngc 
they  receive  from  the  use  of  such  roadbed.     Now,  from  the 
license  fees  paid  by  the   amers  of  all  the  private  automo- 
biles and  all  the  trucks  and  buses  using  the  highways,  to- 
gether with  the  various  taxes  associated  with  that  enter- 
price,  including  the  gasoline  tax,  do  you  receive  a  sum  of 
money  sufficient  to  pay  interest  on  the  cost  of  the  roads 
and  to  provide  adequate  maintenance  and  a  sinking  fund  to 
take  care  of      rebuilding  at  sometime  when  the  necessity 
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arises?    The  railways  must  provide  this  cost  from  the  use  of 
their  right-of-way,  or  somebody  else  must  pay  it  for  them. 

MR.  BEGIN:  Dealing  first  v^ith  the  latter  part  of 
your  question,   our  taxation  upon  railv/ays  is  based  upon  mile- 
age.    V/e  have  seventeen  different  railways;   of  course  they 
m_ay  be  controlled  and  operated  by  one  or  two  corporp.tions ,but 
they  are  seventeen  different  legal  entities.     We  receive  only 
|91,000  a  year  from  those  seventeen  railways.     We  receive 
|10,000,000  from  motor  vehicles.     So  it  cannot  be  said  that 
the  province  is  taking  taxes  from  the  railways  to  help  main- 
gain  the  roads. 

SIR  J03EPE  FLAVELLE:  I  was  not  questioning  the  tax- 
ation levied  by  the  province  upon  railway  property.     The  rail- 
ways claim,  that  m_otor  vehicles  carry  passengers  and  freight 
over  roadways  for  the  use  of  which  they  do  not  pay  a  suffici- 
ent share  to  absorb  interest  and  maintenance  charges  inciden- 
tal to  the  building  and  upkeep  of  those  roads;  whereas  the 
railways  can  only  secure  from  the  services  they  operate  the 
money  necessary  for  the  maintenance  of  their  roadbed  their 
right-of-way        and  for  interest  on  capital  accOLmt  and  for 
the  setting  aside  of  a  sinking  fund. 

M?.,  BEGIN:  Twenty  years  ago,  in  1912,  the  province 
of  Quebec  decided  to  undertake  the  building  of  new  roads c  At 
the  time  the  law  read  that  the  province  would  furnish  half 
and  the  respective  municipalities  the  other  half  of  the  cost 
of  Vifhat  they  call  the  refection  or  resurfacing  of  the  roads. 
The  half  payable  by  the  municipalities  was  represented  by 
bonds  Y^hich  were  delivered  to  the  province,  and  the  province 
paid  for  the  whole  cost.     Those  bonds  were  to  be  extinguished 
by  pa^mients  sufficient  to  provide  for  interest  and  sinking 
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fund  spread  over  a  certainperiod .       I  do  not  remember  the 
rate  charged  at  the  time,  out  it  was  very  lev/.     That  was  the 
practice  for  some  years.     Certain  of  the  municipalities  met 
their  yearly  maturities,   others  could  not  afford  to  meet  them. 
Still  the  work  v/as  proceeded  viith  hy  the  province,     It  was 
found  to  be  useless  to  make  nev/  roads  or  to  resurface  old  ones 
unless  afterwards  they  v/ere  properly  maintained,   otherwise  the 
expenditure  was  lost.     so  a  few  years  ago  the  province  under- 
took to  m.aintain  all  those  pulilic  roads.     It  was  easier  and 
cheaper  for  the  province  to  do  this  than  for  any  m.uniclpalit;^ 
to  undertake  the  work.     This  work  required  costly/"  machinery, 
and  you  can  quite  understand  that  m_any  of  the  municipalities 
could  not  afford  such  a  heavy  expenditure.     Three  years  ago 
there  v;as  a  change.     Last  year  the  province  held  against  the 
municipalities  bonds  amounting  to  between  sixteen  and  seven- 
teen m.lllion  dollars.     It  was  decided  to  rem.it  to  the  munici- 
palities the  unpaid  balance  on  all  those  honds.     That  is  the 
situation,     Nov/  our  purpose  is  to  raise  our  revenue  from  gas- 
oline or  from  registratior  a.nd  license  fees  to  meet  not  only 
the  yearly  expenditure  on  refection  and  on  m.aintenance,  hut 
also  the  amount  which  we  consider  has  been  put  into  the  roads 
out  of  the  total  debt  of  the  province. 

SIR  JOSEPE  FLAV]::LLEs  The  interest  on  it? 

MR.   BEGIN:   Interest  and  sinking  ftmd.     But  we  cannot 
get  that  revenue  today  because  to  do  so  we  would  have  to  ex- 
act from  our  motor  vehicle  people  a  gasoline  tax  at  the  rate 
of  al-out  ten  cents  a  gallon,  and  from,  the  owners  of  private 
and  Dublic  cars  we  would  have  to  exact  much  higher  fees  than 
we  do  today;  and  still  we  are  away  above  most  of  the  other 
provinces  in  this  respect. 
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SIR  JOSEPH  FLAVSLLE:     In  dealing  with  the  problem  of 
highway  competition  with  the  railways,  do  you  consider,  Mr, 
Begin,  that  any  duty  rests  upon  the  provincial  administration 
to  see  to  it  that  the  railways  should  not  he  confronted  Dy  a 
coinTDetitor  who  does  not  pp.y  enough  for  the  privilege  of  liis 
roadhed  to  recoup  the  province  the  cost  of  its  construction 
and  maintenance? 

MRo  BEGIN;   I  think  it  is  the  aim  of  the  administrate 
ion  Of  this  province  to  obtain  that  result,  but  it  can  be  ob- 
tained only  step  by  step.     I  may  cite  you  an  instance.  This 
year  v/e  fo'ULnd  that  v/e  had  1,760  fev/er  motor  vehicles  in  the 
province  than  last  year.     So  if  the  number  decreases  at  this 
rate  it  is  net  going  to  help  our  revenue.     If  you  raise  youj? 
rates  of  registration,  your  license  rates  and  jcvlv  gasoline 
tax  so  high  as  to  stop  the  buying  of  privatQ  cars  and  their 
running  on  the  road,  it  would  not  increase  our  revenue  from 
this  source.     You  cannot  go  beyond  a  certain  fig'are  in  the 
taxation  of  motor  vehicles,  even  if  it  is  your  -ourpose  to  help 
the  railroads, 

COMISSIONER  LEMAN:  Mr.  Begin,   taking  your  ^5lO,OOOpOO 
of  revenue  derived  from  motor  vehicles,   is  ther^^  not  a  certaii 
amount  left  over  yearly  for  construction  of  new  roads  and  re- 
fection of  old  ones? 

MRc  BEGIN:  There  are  two  things  v/hich  we  are  doing 
v/ith  our  revenue.     First,  we  have  to  repair  our  roads  where 
repair  is  needed;  it  is  a  case  of  urgencj,  it  m.ust  be  done. 
Second,  we  have  to  maintain  our  roads  in  proper  condition;  if 
you  do  not  do  so  you  lose  your  capital  outlay.     Those  are  the 
t'No  first  considerations;'   Interest  will  com.e  next.     But  we 
cannot  tax  om"  people  much  more  than  we  are  taxing  them  now. 
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C0MMI3SI0rI!-iR  LEMANt  No;  but  is  the  :|lO,000,000  in- 
sufficient? 

Mh.  BEGIN:  Last  year  vve  spent   ^;14,000,000  in  main- 
tenance and  refection  alone, 

CcmaSSlOl^ii  LEMAN:  without  building  any  new  roads? 
MR,  BIi]GI?l":  Except  to  taVe  off  some  curves  and  to  im- 
prove some  level  crossings,  work  v/hich  has  to  be  carried  on 
every  year.  I  had  occasion  last  week  to  speak  to  J^r .  Vlen 
aoout  it.     He  represents  the  auto  hus  business.     He  has  e  cma 
figures  as  to  what  the  railroads  have  received  fra--  the  gov- 
ernment "by  way  of   land  grants  and  cash  subsidies.     But  I  do 
not  think  that  this  is  the  q.Liestion  to  be  considered.  The 
question  is,  as  far  as  our  province  is  concerned,  do  our  peo- 
ple want  the  convenience  of  a  door-to-door  service,  or  do 
they  prefer  the  station-to- station  system.     Of  course,  I  do 
not  need  to  ansv/er.    We  have  only  to  put  ourselves  in  their 
boots  to  get  the  ansv/er  right  off. 

COM!£[SbIO?IER  LOIlEE:  Might  I  approach  the  subject 
frora  a  somewhat  different  standpoint.     In  the  first  place, 
what  is  the  lousiness  for  which  the  motor  truck  competes  withthe 
railroad?     I  think  generall-  it  is  v/hat  is  known  at   the  less- 
than- carload  business,  the  package  business. 
MR.  BEGIN:  Yes, 

COMiasaiOHER  LOKEE:  Kow,  what  is  the  plant  that  the 
railroad  furnishes  to  conduct  that  business?     It  furnishes  as 
a  rule  a  yard  station  in  the  more  central  part  of  the  town; 
it  is  a  piece  of  hiegh-cost  property  and  is  one  of  its  most 
expensive  investm.ents  as  a  unit.     In  the  second  place,  it  has 
to  have  a  considerable  staff  to  operate  the  business.  It 
sets  a  freight  car  at  a  mine  and  the  coal  is  rolled  down  into 
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the  car  from  a  chute;   or  5.t  sets  a  freight  car  at  a  manufac- 
turing plant  and  the  nianuXacturer  loads  the  car  and  steve- 
dores the  freight.     But  ••-.t  the  st?:tion  the  railroad  has  to 
stevedore  the  freight,  load  the  car,  unload  it  and  truck  the 
freight  across  the  platform,  weigh  it  and  decide  which  class 
of  traffic  it  is  to  X^e  moved  in  for  revenue  purposes,   to  make 
out  waybills.     The  average  receipt  for  the  waybills  is  onl3r 
arout  tv/enty-five  cents.    The  revenue  received  from  that  bus- 
siness  is  a  little  more  thsn  4  per  cent  of  the  total  revenue; 
the  freight  weighed  is  ahout  4  per  cent  of  the  totalfreight 
carried;   it  takes  20  per  cent  of  the  cars  ov/ned  by  the  rail- 
road to  handle  tliat  4  per  cent  business.     In  the  States  where 
I  sjTi  more  familiar  with  the  business  v/e  have  not  dope  any 
considera'-'le  amount  of  door-to-door  delivery;  we  triedit  opce 
or  twice  and  gave  it  up.     But  the  English  roads  have  done  it 
for  a  hundred  years.     Last  year  their  door-to-door  deliveries 
netted  them,  a  loss  of    'G, 000, 000.     So  there  are  many  railroad 
people  who  v^onder  whether  they  would  not  be  better  off  if  the 
truck  companies  took  the  whole  business  and  the  railroads 
copld  get  out  of  it,   sell  their  stations  and  recover  the  money, 
and  use  their  equipm.ent  much  more  economically  than  it  is 
used  now.        They  v/onder  whether  there  is  anything  in  the  bus- 
iness that  is  worth  fighting  for,  whether  they  had  not  better 
let  the  public  sort  that  cut  to  suit  themselves,  Y/hether  it 
v/ould  not  he  the  part  of  wisdom,  for  the  railroads  to  protect 
themselves  by  reduction  of  their  costs  rather  tlian  by  com- 
peting for  the  business. 

Mb.  BSGIb:  How  will  the  pubbic  protect  themselves? 

COMMI33I0Nbb  LOKbb:  I  suppose  by  the  organization  of 
private  truck  companies,  or  the  abandonment  of  the  business 
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by  the  truck  companies  and  throv/ing  it  all  back  on  the  rail- 
roads. 

MR.  Bj^GIN;   In  this  province  we  have  been  talking  of 
.public  trucking  and  public  passenger  traffic  for  about  ten  or 
eleven  years.     At  the  time  some  of  the  railros.d  officials 
were  told  to  take  hold  of  th-.t  business  in  its  infancy,  but 
they  did  not  consider  it  advisa-.le  to  do  so;   they  did  not 
then  expect  that  the  pU'-lic  motor  vehicles  would  damage  their 
property.     I  thinly  the  damage  comes  m.ore  fro'n  the  private  car 
and  the  private  truck  than  from  the  public  car  and  the  public 
truck. 

COMhISSIOKER  L0R3.-;:  Yos,   the  latter  are  a  very  small 
percentage  of  the  total. 

MR.  BEGIN:  Very  small.     v/e  have  518  out  of  155,000 
private  passenger  cars  —  not  one  tenth  of  one  per  cent.  So 
that  is  not  where  the  dam.age  lies.     The  dam.age  to  the  railroad 
traffic  lies  in  the  private  truck  and  the  pri'^ate  car.  Nov/, 
are  y-u  going  to  take  them  off  the  roads?  , 

COMMISSIOI^ER  LOREE:  My  own  feelirg  hr  s  been,  no, 
decidedly  not.     I  think  the  public  is  entitled  to  the  very 
best  m.eans  of  transportation  that  science  affords,   and  to 
the  freest  resort  to  that  transportation.     But  to  my  point 
of  view  the  railroads  are  faced  with  a  problem,  very  much  of 
the  same  character  as  that  which  faced  them  thirty  years  ago 
when  suburban  electric  lines  were  built.     At  that  time  many 
of  the  railroads  had  the  ssjne  fear  of  the  loss  of  their 
busiriess  thpt  they  now  have,   and  they  proceeded  to  buy  up 
trolley  lines.     Nearly  all  the  lines  in  the  Mohawk  Valley 
were  bought  by  the  New  York  Central,   end  nearly  all  those  in 
the  Hudson  Valley  by  my  ovm  company. 
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We  operated  those  roads  for  about  twent?/-five  years, 
we  lost  a  groat  deal  of  money  in  the  operation,  we  lost 
1^20,000,000  in  the  investmentj   and  the  people  who  bought  them 
from  us  have  lost  their  entire  investment  and  they  are  nov^r  in 
the  hands  of  a  receiver*     Twenty-five  years  is  a  long  period 
to  struggle  with  a  situation  of  that  kind.     If  we  could  have 
foreseen  the  future  and  taken  the  loss  when  it  could  have  been 
limited  to  |5, 000, 000  or  ;|;i6,000,000  we  would  have  been  very 
much  bettor  off.     So  from  that  point  of  view  motor  trucking 
has  not  made  m.any  railroads  feel  very  gjixious  to  go  into  it. 

MR.  BEGIN:  But  if  the  railroad  lines  claim  that  the 
motor  truck  is  injuring  their  business  to  such  an  extent  that 
it  should  be  taken  off  the  road,   then  ?/hy  don't  they  do  the 
traffic  themselves?     It  is  one  of  two  questions. 

COMMISSIONER  LORIiE:  My  own  feeling  has  been  that  in 
dealing  with  the  use  of  the  highway  by  m.otor  veliicles  it  was 
a  question  for  police  regulation.     Last  year  in  the  United 
States  we  killed  —  not  injured,  but  actually  killed  over 
thirty  thousand  people;   that  is  almost  one  hundred  a  day. 
I  do  not  think  the  public  vdll  let  that  go  on  indefinitely. 
The  lives  destroyed  in  that  way  are  above  the  average  value 
of  the  single  life  in  the  communJ-ty. 

MRo  B5GI1I:  But  you  don't  claim,  that  the  auto  Imses 
Y/ere  solely  responsible  for  those  fatal  accidents? 

COMMISSIOKbh  LORSi;:  I  think  to  some  extent  they 
were  responsible.     They  are  large  and  unwieldy  and  shut  off 
the  view  to  such  an  extent  that  they  are  the  primary  cause 
of  many  accidents c     My  own  feeling  has  been  that  the  States 
have  been  very  derelict  in  dealing  with  the  policing  of  the 
hig^QV/ays.     They  could  resort  to  the  use  of  automatically 
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controlled  speed  and  various  other  things. 

MR.  BEGIH:  Yes.     We  have  special  restrictions  in 
connectioD  with  the  rimning  of  auto  buses.     For  instance, 
passengers  are  not  permitted  to  talk  to  the  chauffeur,  and 
he  must  have  passed  a  certe.in  examination.     There  are  certain 
provisions  in  the  law  which  tend  to  prevent  accidents  as  much 
as  possible. 

COlvMISSIONER  LEMAN:  Did  you  loo3^  into  the  question, 
Mr.  Begin,  of  the  effect  of  v/inber  conditions  in  dealing  with 
those  particular  proj-lems?     On  the  railroads  is  placed  the 
responsi.::ility  of  affording  service  for  tv;elve  months  in  the 
je8.T;  whereas  many  of  the  other  vehicles  afford  service  only 
during  the  most  advantageous  season,   the  summer  Torths. 

MR.  BEG-IK:  Everybody  knows  those  facts.     '7e  cannot 
prevent  winter  from  setting  in.     Still  the  people  prefer  to 
have  door-to-docr  service  for  v-hatever  number  of  months  in  the 
year  they  can  octair  it.     We  understand  that  the  problem  ex- 
ists.    But  it  is  no  use  merely  to  admit  the  problem;  we  must 
try  to  find  a  remedy.     It  is  a  question  whether  the  remedy 
lies  in  the  elimination  of  public  trucking,   because  there  are 
not  enough  public  trucks  to  materially  affect  the  earnings  of 
the  railroads.     If  on  the  other  hand  we  include  private  cars 
with  public  cars,  then  I  admit  it  is  one  of  the  causes  in  the 
diminution  of  the  railway  revenues;  thera  is  no  doubt  about 
that . 

COMMISSIONER  L0R5E:  Along  the  line  of  police  regula- 
tion what  would  be  the  effect  if  you  limited  the  load,  for 
example?     Last  fall  the  State  of  Texas  oassed  a  law  limiting 
the  load  to  7,000  pounds,   and  limiting  the  speed  of  the  truck 
by  means  of  automatic  control. 
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MR.  B?]GIN:  A  governor. 

COMMIoSION:.;H  LOK^E:  A  governor e     Tliey  also  regulated 
the  lengt'i  of  the  truck  and  introduced  police  regulations  of 
&  rather  stringent  character  frora  the  standpoint  of  pi'o- 
tcction  of  human  lives,  not  fro-n  the  standpoint  of  protection 
of  competitive  husinesa  at  all. 

MK.  That  ?/as  done  some  years  ago. 

GOmitiil  Omm  LORLE:  do  you  think  it  has  heen  carried 
far  enough? 

MR.  BEGIN:  We  have  no  mechanical  governor,  "but  all 
the  other  points  "we  have  insisted      on  for  years.  For 
instance,  the  limitation  as  to  speed  is  ten  and  twelve  miles 
an  hour,   and  we  raise  that  to  fifteen  and  sixteen  miles  an 
ho^JT  on  som.e  special  roads.     The  limitation  as  to  the  length 
of  motor  trains  we  have  had  in  force  for  fifteen  years ^  it 
was  extended  eight  years  ago.     'He  have  a  limit  of  ninety-six 
feet  for  the  length  of  a  motor  train,   and  there  cannot  he 
more  than  three  units-. 

SIR  JOSEPH  FLAVELLE:  You  have  a  rd.nety-six  foot  max- 

imura  limit? 

MRo  BEGIil:  Yes. 

SIR  JOSEPn  FLAVELLE:  A  three-unit  trailer? 

MR.  BSGIlM:  There  are  three  units;  that  I  am  positive 
of.     I  think  I  am  mistaken  as  to  the  length        it  is  eighty 
feet. 

bIR  JOSEPH  FLAVELLE : Is ±t a  motor  and  two  trailers 
or  a  motor  ano  three  trailers? 

MR.  BEGIN:  It  depends.     We  call  a  tractor  ^7ith  a 
trailer  one  motor  vehicle.     We  call  a  truck  \"ith  a  trailer 
two  imits.        A  tractor  has  no  hodj  to  carry  anything,  so 
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to  make  it  a  motor  vehicle  vje  ccncicler  that  the  tractor  must 
he  accompanied  hy  another  vehicle,  eithf.r  a  trailer  or  a  semi- 
trailer . 

SIR  JOSEPH  PLAYhLLh:  But  your  three  vehicle  regu- 
lation means  a  motor  truck  capa-''le  of  carrying  a  load  and  two 
trailers? 

MR.  BhGIN:  Yes. 

C0M!TS3I0'5ii;R  LORhS:  In  this  v/eek's  Saturday  Even- 
ing Post  there  is  an  article  Dy  Arthur  Curtis s  James,  one  of 
the  largest  investors  in  railway  properties  in  the  States. 
He  said  that  recently  he  vY^  s  in  Detroit  and  sav/  on  the  streets 
a  truck  that  had  come  from  New  York  V7ith  a  load  of  furniture 
am.ounting  to  thirteen  tonso     The  man  had  driven      18    hours  a 
day  coming  up  and  was  hunting  for  a  load  to  go  hack.  He 
figured  that  his  earnings  would  he  ninety- three  cents  an  hour, 
hut  that  m.ade  no  provision  for  any  return  on  his  capital  or 
for  depreciation  of  his  vehicle o     Now,  it  seems  to  me  that  a 
very  large  part  of  this  truck  mileage  is  going  to  disappear 
as  it  is  unprof ita.  le  and  as  the  super-salesm.anship  of  the 
autoraooile  manufacturer  oegins  to  '.::e  understood  hy  his  cus- 
tomers.    I  look  to  see  the  truck  very  largely  pursue  the 
same  career  as  the  interurhan  trolley  did:  I  think  eight  or 
ten  years  from,  now    it     will  have  pretty  well  disappeared. 

Page  1550  follows. 
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im.  BEGINS    There  is  a  feature  that  might  bo  con- 
sidered, ttiat  of  limiting  the  length  of  the  route  given  to 
f^  truck.       That  would  help  the  railroads  to  a  certain  extent 
the  long  hauling, 

GOMviISSIONER  LOREE:     There  is  a  great  deal  of  that 
going  on  now.      The  Endicott  and  Johnson  shoo  factory  at 
Binghamton,  New  York,  are  moving  by  truck  thirty-six  car- 
loads a  month  of  material  and  shoes  into  Boston.     That  is 
a  haul  of  about  400  miles.     I  cannot  imagine  that  will  con- 
tinue any  more  than  a  year  or  two,-  when  they  get  the  exper- 
ience they  will  go  out  of  it. 

iVtR.  BEGIN;     Long  hauls  by  trucks  could  be  restricted. 

SIR  JOSEPH  FLAVELLE:     In  the  case  you  cite,  Mr. 
Loree,  it  is  a  private  corporation  shipping  its  own  pro- 
duct s  ? 

GO  MI  SSI  ONER  LOREE;  Yes, 

Sm  JOSEPH.  FLAVELLE:     Exclusively  by  truck? 
COMMISSIONER  LOREE;  Yes. 

m,  BEGIN:     Only  about  18  per  cent  of  the  trucks 
in  the  province  of  Quebec  are  public  carriers j   the  rest  are 
privately  owned,  especially  by  local  industries  and  whole- 
sale trades,  who  use  them  for  the  delivery  of  goods  to  . 
purchasers  around  the  centre  in  which  they  are  located. 

COMMISSIONER  LOREE:     We  classify  these  motor  carriers 
in  three  groups;  the  privately  owned  truck,  who  carts  only 
for  himself  J   the  contract  truck,  which  is  ovmed  by  an  in- 
dividual, who  works  under  contract  exclusively  with  one  or 
more  persons  or  f  irm,s ;  and  then  the  public  carrier,  who 
takes  anything  that  is  offered. 

m.  BEGIN;     We  have  had  only  t¥yo  such  classes,  but 
under  a  judgment  rendered  by  the  Superior  Court  of  Montreal 
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about  a  month  ago  we  would  have  to  make  a  third  class,  which 
is  the  second  to  which  you  referred        those  who  are  under 
contract  o 

GOMvilSSIOWER  LORSf:;;     E9W  much  would  that  reduce  your 
10  per  cent? 

MR,  BEGIN:     Oh,  not  much.       In  fact  there  are  very 
few  in  Montreal  who  truck  only  for  one  concerno       It  is  only 
in  Montreal  that  this  occurs. 

LORD  ASHFIELD;       May  I  ask  whether  a  copy  of  the 

regulations  covering  the  use  of  the  roads  and  a  statement 
showing  the  taxes  imposed  upon  the  various  classes  of 
vehicles  will  he  submitted? 

mi,  BEGIN;     Certainly;  that  can  be  done. 

LORD  ASHFIELD 2     I  am  much  interested  in  what  you  say 
v/ith  regard  to  the  question  of  expropriation  of  motor  trucks 
and  motor  buses.       I  gather  fr»m  what  you  havo  said  thid 
morning  that  if  such  a  law  were  made  effective,  it  would 
result  in  some  of  the  present  owners  losing  money, 

l/IR»  BEGIN;     I  consider  that  the  various  roads  in 
taking  them  over  would  continue  the  business        that  is, 
the  trucks  would  continue  to  be  used;  they  would  not  be 
put  back  into  commerce.      Consequently  we  should  tak^  into 
consideration  as  a  basis  of  expropriation  tnly  their  cost 
price  less  physical  depreciation, 

LORD  ilSHPIELD  i  The  argument  might  "le  made  on  beh^Llf 
of  those  who  have  been  carrying  on  this  business  that  they 
are  pioneers  in  the  industry;  that  in  the  early  years  the 
business  does  not  pay  and  there  is  no  oprcrtunity  for 
adequate  depreciation ^  but  that  if  they  are  left  alone  they 
will  ultimately  come  to  a  self-supporting  basis.       There  is 
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no  question  that  that  is  the  experience  in  England,  Con- 
sequently they  might  say  that  such  a  procedure  would  be  very 
unfair  to  them,  because  the  railways  would  get  the  advantage 
of  their  early  work  in  connection  v/ith  v/hich  they  took  a 
loss  • 

MR.  BEGIN:    Almost  all  arrangements  of  this  kind  in- 
volve a  compromise  one  way  or  the  other.       The  railv/ay  com~ 
panies  would  be  running  a  risk,  and  I  consider  that  they 
should  not  be  called  upon  to  pay  anything  for  the  goodwill 
or  for  commercial  depreciation;  because  the  car  was  bought 
to  be  used,  not  for  resale*      Prior  to  the  advent  of  the 
railways  water  transport  was  the  chief  method  of  carriage 
of  goods,  yet  nothing  was  done  for  the  owners  of  the  boats 
when  the  railways  started  their  operations.       In  fact  water 
transport  is  still  competing  with  the  railways. 

SIR  JOSEPH  PLAVELLE:    VVe  gave  them  free  canals,  free 

waterways,  free  berthing. 

THE  GHAIRMN:     But  the  vessels  were  allowed  to  con- 
tinue their  operations «      As  I  understand  your  suggestion, 
Mr,  Begin,   it  is  that  the  province  would  not  be  indisposed 
to  consider  a  proposal  on  the  part  of  the  railways  to  enjoy 
exclusive  rights  on  certain  routes        what  might  be  called 
competitive  routes,  subject  to  the  condition  that  they 
should  take  over,  on  the  basis  of  valuation  that  you 
suggest,  the  vehicles  actually  now  engaged  in  commercial 
transport, 

mi,  BEGIN?     That  is  it, 

THE  OEAIKmN:     I  take  it  your  proposal  does  not 
contemplate  any  interference  with  private  trucks, 

m.  BEGIN:     Oh  no  j  that  is  impossible,  because  if 
you  get  into  that  field  you  get  into  the  private  car 
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"business . 

GOmiSSIOKER  LEMN:    You  have  reference  only  to  the  • 
common  carriers? 

lURo  BEGIN;     Yes,  public  carriers, 

TtlE  GHAIRivaNs    So  that  it  v*/ould  affect  the  18  per 

cent? 

f/IR.  BEGIN :    Eighteen  per  cent  of  the  trucks.      As  far 
as  passenger  cars  are  concerned,  there  are  518  in  use  out 
of  155,000  private  users,  which  is  not  one  per  cent. 

SIR  JOSEPH  PLilVELLE:     With  respect  to  your  earlier 
suggestion  that  as  a  possible  method  of  dealing  with  the 
railvvays  they  should  continue  in  their  ownership  as  at 
present  but  be  operated  by  a  common  board,  have  you  pro- 
jected your  mind  into  the  practical  aspect  of  tiiat  possi- 
bility?     I  am  thinking  now  of  the  distribution  of  earnings; 
do  you  suggest  a  pooling  of  the  earnings,  considering  them 
as  one  and  dividing  them  upon  some  pre-arranged  basis  be- 
tween the  two  cor^oorations  ? 

MR.  BEGIN*.     I  think  the  earnings  should  be  dis- 
tributed according  to  holdings;  in  fact  that  is  the  practice 
generally  followed  under  the  law.      The  valuation  will 
certainly  have  to  be  based  upon  the  physical  value  of  the 
property  of  each  railway  system,  and  even  of  the  steamship 
services  if  they  are  put  in.      The  value  will  have  to  be 
set  for  the  purposes  of  distribution  of  earnings.      Such  an 
administration  shou?Ld  endeavour  to  meet  expenditures  and 
provide;  for  indebtedness,  and  that  could  not  be  done  unless 
a  valuation  were  set  upon  each  transDortation  system  in- 
volved; otherwise  discrimination  would  result. 

LORD  ASHPIELDs     I  shall  not  press  you  too  far  in 


r 


-  1354  -  Mr,  Begin 

respect  of  that  situation        I  gather  you  ha-ve  not  studied 
it  in  great  detail. 

IviR  o  BEGIri:     Oh  no  =       In  fact  it  was  only  yesterday 
that  I  v^as  asked  to  come  here,  and  I  am  going  a  lit  Me  fur- 
ther than  I  intended  to, 

LORD  ASiiFIELD;     Of  course  this  point  always  presents 
itself  in  connection  with  any  scheme  of  that  kind  —  there 
might  he  a  loss  and  not  a  profit. 

IIR.  BEGIN:     In  administering  the  two  properties  as 

one  ? 

LORD  ASHFIELDj    Yes.       VVho  would  bear  the  loss? 

MRc  BEGIN;     ''Hiere  are  certain  features  to  be  taken 
into  consideration  in  that  rej^ard.       First  there  would  be 
the  diminution  in  the     effects      of  competition,  decrease 
in  the  cost  of  obtaining  business  and  in  the  expenditure  of 
comjDetitive  services  generally.      At  present  there  is  more 
of  than  than  is  necessary  to  meet  actual  needs. 

LOhD  ASHFIELD:     I  take  it  there  can  be  no  dispute 
that  the  present  systeia  is  grossly  extravagant? 

MR.  BEGIN:  That  is  the  general  feeling,  with  respect 
to  both  systems.       The  whole  question  will  have  to  receive 
very  careful  consideration;   you  must  not  be  too  quick  to 
apply  a  rem^edy  AA/hich  will  not  effect  the  desired  results. 

C0LMI3SI0NER  LOREE:     You  suggest  the  possibility  of 
reducing  the  expense  of  furnisbdng  transportation.  The 
price  of  steel  rails  to-day  is  generally  s^43  a  ton.  The 
price  of  scrap  is  no  higher  now  than  it  was  in  1913,  when 
the  railroads  were  buying  their  steel  rails  at  ::|28;  in 
other  words  they  are  to-day  paying  a  little  in  excess  of 
50  per  cent  m.ore  than  it  cost  them  in  1913,      You  cannot 
buy  rails  from  the  manufacturers  in  the  States  or  Canada 
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any  cheaper,  and  you  cannot  buy  steel  rails  in  Europe  de- 
livered in  the  States  any  cheaper.       If  these  roads  'were 
combined,  what  vrould  be  the  effect  on  the  price  of  material? 
Do'  you  think  they  would  then  be  strong  enou^^h  to  have  their 
own  way  with  regard  to  prices? 

MR.  BEGIN;     I  do  not  think  a  single  administration 
would  benefit  in  respect  of  y-jurchases,  because  they  have  to 
meet  other  competition. 

COMMISSIONER  LOi'iEE :     I  am  interested  in  a  road  in 
the  southwest  on  which  last  year  and  the  year  before  we  laid 
no  new  steel  rails.       Suppose  the  policy  of  the  roads  in  the 
United  States  had  been  so  controlled  that  they  were  able  to 
say  to  the  manufacturers:     Either  give  us  your  rails  at  $28 
or  we  will  buy  no  rails  this  year,  and  we  shall  probably 
buy  no  rails  next  year;  what  would  be  the  effect  of  that? 
Could  we  get  prices  down  in  that  way? 

MR.  BEGIN;     That  might  be  all  right  so  long  as  your 
roadbed  could  stand  it.      A  railroad  must  do  as  anybody  else 

r 

when  the  house  is  liable  to  fall  down  you  have  to  attend 
to  the  foundation. 

COMISSIONER  LOREE:     Would  they  not  be  in  a  stronger 
position  in  that  respect  than  the  rail  m.anuf acturers? 
:^R.  BEGIN:  Possibly. 

COMIJIS;:;IONER  LOREE:     In  St.  John  yesterday  we  had 
the  complaint  of  the  lumbermen  that  tbey  were  receiving  only 
about  50  cents  a  day,  and  that  as  comroared  with  the  very 
high  wages  of  railroad  men  they  were  suffering  hardship. 
The  implication  was  that  the  way  out  was  to  reduce  the  cost 
of  railroad  labour. 

i'/IR.  BEGIN:     A  business  must  be  run  so  as  to  m.ake 
money.       It  is  with  the  operation  of  a  railway  as  with  any 
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other  business;  if  they  have  too  many  employee they  should 
put  some  out  I  if  an  industry  has  too  many  employees,  it  should 
put  some  out.      The  Government,   I  am  sorry  to   say,  is  the  last 
one  to  put  them  out,  but  at  the  same  time  they  get  their  reve- 
nues from  the  people  they  serve. 

THE  GEAIRMAljj     Mr.  Begin,  you  will  be  able  to  let  us 
have  the  regulations,  and  particulars  with  regard  to  the 
taxation,  and  so  on? 

MR,  BEGIN?      Yes  sir,  we  shall  be  glad  to  furnish 

that . 

LORD  ASHFIELD:     This  type  of  road  you  are  building 
is  very  interesting.     Is  it  successful  in  dealing  with  this 
heavy  motor  traffic? 

B,iR.  BEGIN:     Different  experiments  have  been  made. 
It  has  been  found  that  while  cement  is  good  to  drive  on,  it 
is  not  the  m.ost     durable     material,  because  it  is  likely  to 
break  under  the  action  of  different  temperatures  in  winter 
and  sunim.er,        A  softer  and  more  malleable  mxiterial  lasts 
longer,  because  it  may  bend  and  come  back.        On  many  of  the 
country  roads  where  there  is  not  m^uch  traffic  we  make  a  foun- 
dation first  and  then  put  gravel  on« 

LORD  ASHFIELD;  Have  you  any  idea  what  it  costs  per 
mile  to  build  a  first  class  road? 

M,  BEGIN:  I  am  not  in  a  position  to  tell  you  now, 
but  the  information  could  be  obtained  from  Mr.  Eraser,  the 
nhief  engineer  of  our  departmtent. 

COMIoSION'ER  LE:;1AN:     You  could  subm-it,  or  have  filed, 
a  statement  as  to  the  cost? 

Mi.  BEGIN?     I  could  file  his  opinion  on  the  subject 
if  he  does  not  give  it  to  you  himself        he  may  call  this 
afternoon;   I  do  not  know. 
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COfvMISSIONER  LEf.lAN :     Well,  if  you  or  Mr.  Fraser 
could  give  us  £i  raemorandum  on  this  subject,   that  would  be 
satisfactory . 

MR.  BEGIN;     Yes  —  of  the  general  cost  of  different 
kinds  of  roads. 

GOMi^ISSIONER  LOREE;     The  surfacing,  not  the  grading, 
because  that  would  depend  on  the  character  of  the  country  or 
the  preparation  of  the  roadbed  itself, 

RIR*  BEGIN;     It  is  pretty  hard  to  distinguish  the  pre- 
paration of  the  roadbed  from  the  treatment  of  the  surface. 

SIR  JOSEPH  P'LiiVELLE :     Is  the  breaking  of  your  cement 
not  caused  sometimes  by  faulty  drainage  and  the  heaving  in 
the  spring? 

}SR,  BEGIN:     By  the  heaving  in  the  spring,  but  not 
faulty  drainage.       I  am  not  a  civil  engineer,  you  know,  but 
the  cement  is  a  dry  material  and  when  the  frost  gets  into 
the  earth  it  has  a  tendency  to  bend  it,  and  when  it  bends 

of  course  it  cracks*       If  the  surface  is  made  of  a  more 
malleable  material,   it  bends  but  does  not  crack, and  it  comes 
Vack, 

COi'iiVIISSIONER  I£!REE:     Are  you  using  bitumen  macaCam  a 
gord  deal? 

MR.  BEGIN:     I  cannot  tell  that.      We  are  making  dx- 
yeriments  here,  as  they  are  doing  in  the  other  provinces  and 
in  the  States.      We  have  an  orgi-nizat ion  known  as  the  Cana- 
dian Good  Roads  Association,  v^fhich  meets  once  a  year  in 
general  convention,  with  sectional  or  executive  meetings  at 
other  tim^es,  and  they  talk  over  these  mtters,  consider  the 
experiments  th^it  are  being  made,  and  so  on.      So  far  aa  the 
railroads  are  concerned,  the  trouble  is  not  in  the  physical 
value  of  the  property,  it  seems  to  me;   it  is  rather  on 
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account  of  lack  of  revenue.      As  I  said  before,  there  are 
two  ways  of  dealing  with  that  —  decreasing  expenditure  or 
increasing  rates.      So  it  is  a  question  of  administration, 
and  that  is  why  in  my  opinion  something  should  be  done  to 
eliminate  entirely  the  competition  betvi^een  them.      Of  course 

I  am  simply  expressing  my  own  views;  I  cannot  do  any  more 
than  that, 

THE  CHAlRivUK  s     Well,  you  have  given  us  a  good  d3al  to 
consider,  I.lr.  Be^^in,  and  we  are  very  m.uch  obliged  to  you. 


( 
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The  Royal  Coramission  appointed  to  inquire  into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,   shipping  and  cormmni- 
cation  facilities  therein,  having  regard  to  present 
conditions  and  the  prohahle  future  developments  of 
the  country,  met  at  the  Court  House,  Quebec,  on  Wednesday, 
January  13,  1932. 


PRESENT : 

RIGHT  HON.  LYl'/LIN  POORE  DUFF,  P  .C  . ,  Chairman 
RIGHT  HON.  LORD  ASHFIELD 
SIR  JOSEPH  VI/ o  FLiiVELLE,  Bart. 
BEAUDRY  LEJVIAN,  Esq. 
LEONOR  PRESNEL  LOREE,  Esq. 
WALTER  CHARLES  MURRAY,  Esq. 
JOHN  CLARENCE  WEBSTER,  Esq. 


Commissioners 


Arthur  Moxon,  Esq.,  E.C.,  Secretary 
L_I  C  JffiE  TIN  G 

Representations  were  made  to  the  Commission  by: 

Mr.  Paul  Taschereau,K.C . ,  Quebec  Railway  Light 

and  Power  Company 
Mr,  J.  A.  Cote,  Superintendent,  Montmorency 

Division 

Mr.  J.  E.  Tanguay,  General  Manager 

Mr.  W.  J.  Lynch,  Assistant  General  Manager 

Mr.  Noel  Belleau,  K.C.,   legal  adviser,  Chamber  of 
Comm.erce,  District  of  Levis 

Mr.  H.  E.  Weyman,  President,  Chamber  of  Commerce, 

District  of  Levis 

Mr.  Thomas  Vien,  K.C.,  Canadian  Electric  Railway 

Association,  Provincial  Transport  Company, 
Ontario "Motor  Coach  Operators,  Montreal 
Tramways  and  its  bus  services 

Mr.  Thomas  Vien,  K,C.)  L 'Association  de  Proprietaire s 
•   Dr.  J.  Beaudet  )  d 'autobus,  district  de  Quebec 

Mr.  H.  0.  Blanchet,  President,  Railway  Employees 
Association,  province  of  Quebec 
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Court  House,  Quebec, 
Wednesday,  January  13,1932 


The  Gomiriission  met  at  3  p.ra* 
THE  GMIRMNt     Mr.  Tasohereau, 

MR.  PAUL  T^iSCHEiiEAU,  K.G  =  ,    (Quebec  Railway,  Light 
and  Power  Company)?       Mr.  Chairman,  we  appear  on  behalf  of 
the  Quebec  Railway,  Lie;ht  and  Power  Company,  operating  a 
tramway  system  within  the  limits  of  the  city  of  Quebec >  and 
a  railway  between  the  city  of  Quebec  and  St.  Joachim,  a 
distance  of  about  twenty-five  miles.       We  claim  that  the 
buses  and  trucks  are  hurting  the  company  to  such  an  extent 
that  at  the  present  time  the  company  has  practically  no 
traffic  between  Quebec  and  St.  Joachim.      Vv'e  have  here  T.fr . 
Cote,   superintendent  of  the  company^  who  will  lay  the  case 
before  the  Commission.       I  may  add  that  Hra  Cote  is  super- 
intendent of  the  yiontmorency  division,  which  is  the  system 
between  Quebec  and  Bt,  Joachim. 

MR.  J.  A.  COTE:     Mr.  Chairman,  I  have  prepared  some 
statistics  with  regard  to  the  freight  handled  in  carloads 
during  the  years  1927,   1928,   1929,  1930  and  1931,  An 
examination  of  the  figures  shows  that  in  carload  traffic  we 
have  had  in  1931  a  decrease  of  56  per  cent  as  compared  with 
1927.       Tlie  different  commodities  handled  aro  set  forth 
here.      It  will  be  noted  that  some  of  these  the  trucks  are 
not  handling,   such  as  steam  coal  or  hard  coal,  new,..print  ^nd 
pulpwood.      But  v\fhere  we  are  most  seriously  affected  by  this 
truck  competition  is  in  the  handling  of  stone,  for  the  crush- 
ing of  which  there  are  two  industries  located  on  the  railway, 
It  was  about  two  years  ago  that  the  trucks  started  to  run 
into  our  traffic.      About  that  time  I  asked  the  m_anager  of 
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one  of  the  companies  why  they  had  practically  discontinued 
shipping  by  rail  --  this  was  a  brick  factory*  Their  con- 
tention was  that  the  contractors  in  Quebec  City  did  not  wish 

to  receive  such  large  quantities  of  freight  all  at  the  same 
time,   in  carload  lots        say  ten  or  twelve  thousand  bricks; 
that  it  was  occupying  too  much  space  around  their  shop,  and 
th&t  they  would  much  prefer  to  receive  the  material  by  truck 
In  that  way  they  could  get  anywhere  from  one  to  three  thous- 
and bricks  a  day  and  set  them  up  during  the  day.       The  mana- 
ger of  the  brick  factory  told  us  that   if  we  could  possibly 
waive  the  demurrage  charges  on  cars  which  would  not  be  un- 
loaded within  the  prescribed  tim.e,  forty-eight  hours,  they 
might  be  able  to  continue  shipping  by  rail.       In  other  words 
what  they  wanted  was  to  enable  the  contractor  simply  to  call 
at  the  station  at  Quebec  and  take  from,  the  car  whatever 
bricks  he  wanted  to  use  during  that  day,   so  that  in  some 
cases  it  v/ould  take  a  week  or  two  before  the  car  would  be 
completely  unloaded.      But  we  could  not  possibly  waive  that 
dem.urrage  charge,  because  we  were  compelled  to  abide  by  the 
rules  and  regulations  of  the  Canadian  Car  Demurrage  Bureau. 

With  respect  to  the  other  traffic,  in  the  less  than 
carload  lots  in  1931  wc  had  a  decrease  of  75  per  cont  as 
compared  with  the  less  than  carload  freight  during  1927. 
Of  course  the  highway  runs  parallel  to  the  railway,  and  many 
of  the  merchants  in  Quebec  deliver  the  l.c.l.  freight  direct 
to  the  consignee.       ^f  course  I  have  no  doubt  that  the  con- 
signee finds  it  much  more  convenient,  because  the  goods  are 
delivered  right  to  his  store.       On  the  other  hand,  the 
charges,  as  far  as  I  can  see,  arc  not  quite  ri^sht,  because 
it  does  not  give  the  railway  company  a  fighting  chance. 

We  have  been  approached  by  contractors  to  quote  them 
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freight  rates  for  the  handling  of  material  to  be  used  in  the 
construction  of  a  bridge  that  is  to  be  built  between  Mont- 
morency and  the  Island  of  Orleans,  and  no  matter  how  low  may 
be  the  rates  we  quote,  they  tell  us  they  can  get  it  much 
cheaper  by  trucks 

Passenger  traffic  has  als^  decreased  to  quite  a  sub- 
stantial extent.      The  figures  here  show  that  in  1927  we 
carried  on  the  twenty-five  miles  of  railway  1,517,996  paasen- 
gersy  while  in  1931  we  carried  1,253,915,  a  decrease  of  17 
per  cent.      Our  average  revenue  psr  passenger  has  come  down 
fr»m  19.57  cents  in  1927  to  17.87  in  1931.      This  decrease 
in  the  number  of  passengers  carried  is  mostly  due  to  the 
auto  buses  and  privately  owned  cars.       I  have  said  that  the 
highway  runs  almost  parallel  to  the  railway,  and  our  exper- 
ience is  that  Mr.  Owner  leaves  his  home  to  go  up  to  town, 
stops  right  opposite  the  station  where  passengers  are 
waiting  to  beard  our  train,  and  invites  one  or  m.ore  friends 
to  ride  with  him,   som.etimes  as  many  as  five  or  six.  The 
result  is  that  they  are  taken  into  Quebec,  as  I  understand 
it;  without  any  remuneration  to  the  owner  of  the  car,  but 
at  the  same  time  the  railway  is  deprived  »f  its  legitimate 
revenue . 

There  is  another  thing  I  should  like  to  point  out 
with  regard  to  the  operation  of  these  auto  buses.  Yp-u. 
gentlemen  all  know  that  the  railway  companies  have  to  file 
their  tariffs  with  the  Board  of  Railway  Commissioners.  We 
are  obliged  to  issue  commutation  tickets  which  are  at  a 
very  lov/  rate  per  mile.      The  handling  of  commuters  every 
day  requires  a  very  extensive  train  service,  but  when  it 
comes  to  the  passenger  travelling  at  odd  times,  he  takes 
the  bus  instead  of  the  railway.       So  that  our  average 
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Mr,  Vyeyman 

revenue  per  passenger  is  low  because  while  we  get,  I  should 
say  about  80  per  cent  of  the  passengers  who  travel  on  com- 
mutation tickets,  the  auto  bus  gets  the  big  fare  every  time. 
The  auto  bus  will  not  handle  the  commuter  at  such  a  low  rato; 
it  would  not  pay  them  to  do  so.       There  does  not  seem,  to  be 
any  law  requiring  him  to  take  care  of  the  commuter,  whereas 
the  railway  is  compelled  to  do  so. 

I  think,  Mr.  Chairman,  that  is  about  all  I  have  to 
place  before  the  Board,  but  I  shall  leave  this  statement  with 
you,       I  may  add,  however,  that  from  one  brick  factory  alone, 
located  about  seven  miles  from  Quebec  City,  approximately 
4,500  truck  loads  of  brick  were  shipped  last  year,  which 
would  represent  about  five  million  bricks.      We  did  not 
handle  a  single  car  load  of  brick  from.  Boischatel  to  Quebec; 
the  only  bricks  we  carried  were  those  that  were  shipped  a 
considerable  distance,      You  will  notice  in  this  statement 
that  in  1931  we  handled  746  carloads  of  bricks  as  against 
2,944  carloads  in  1927. 

THE  GhAIKiVlAN;     Have  you  anything  to  add,  Mr.  Tascher- 

eau? 

MR.  Ti-^SChErtEAU ;     That  is  our  case,  Mr.  Chairman. 
TEE  CHAIRl^i^iN;     Mr.  Belleau. 

m,  NOEL  BELLEAU,  K.Cv,   (Legal  Adviser,  Chamber  of 
Commerce,  District  of  Levis):       Mr.  Chairman  and  gentlemen, 
on  behalf  of  the  Board  of  Trade  of  the  District  of  Levis 
I  have  pleasure  in  introducin^s  to  you  its  president,  who 
has  a  brief  to  file  before  your  Commission        Mr.  Weyman. 

Mi.  H.  E.  WSYl';iiiH;     Mr.  Chairman,  would  yo\x  prefer 
that  I  read  this  brief,  or  simply  file  it? 

THE  CHAIuMWf     Perhaps  you  liad  better  read  it,  Mr. 

We  yman . 
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MR.  ^IEY'm\Bi     We  desire  to  submit  the  following: 

This  Chamber  of  Goramerce  which  covers  the  whole 
south  shore  of  the  harbour,  coraprising  some  30,000  popu- 
lation, believe  it  desirable  in  the  interest  of  the  public 

of  the  district  to  place  before  you  their  views  on  the 
present  transportation  situation^  particularly  so  as  the 
established  railway  systems  of  Canada  together  with  the 
highways  are  the  principle  source  of  taxation  on  the 
public  of  Canada  and  the  people  of  this  district.  The 
present  situation  in  which  the  transportation  of  the  coun- 
try finds  itself  is  practically  in  its  infancy  and  likely 
to  become,  if  it  is  possible,  more  serious  in  the  near 

future. 

V'/ej  therefore  p   submit  the  following  as  our  opinion: 

1,  The  continuance  and  extension  of  the  railway  system.s 
is  vital  for  the  growth  and  develcoment  of  Canada  and 
no  other  form  of  transportation  can  replace  it. 

2.  Commercial  m-Otor  vehicle  bus  and  truck  transportation 
is  rapidly  becoming  a  serious  menace  to  the  contin- 
uance of  the  railways  which  can  only  result  in  further 
increased  taxation, 

3»    Canada  and  all  sections  can  continue  to  thrive  and 

develop  without  commercial  motor  vehicle  transportation 
outside  of  towns,  cities  and  communities. 

4.  Highv/a7/s  throughout  every  province  in  Canada  have 
been  developed  primarily  for  the  benefit  of  the  pri- 
vate automobile  and  tourist  traffic,  v/ith  no  idea 

of  using  the  highways  for  commercial  purposes, 

5,  Commercial  motor  vehicles  are,  in  miost  cases,  not 
subject  to  the  co'^mon  carrier  law  which  the  railways 
are  comipelleci  to  observe. 
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6.  Commercial  motor  vehicles  operate  at  their  own  dis- 
cretion without  control  or  interference  by  anyone  and 
furnish  such  facilities  as  appeal  to  themselves  only, 

7.  In  most  cases,  coimercial  motor  vehicles  are  not  re- 
quired to  file  or  observe  schedules  of  their  service  . 
and  may  operate  or  refuse  to  operate  at  their  dis- 
cretion . 

8.  Coramerc-'al  motor  vehicles  are  permitted  to  charge  any 
kind  of  tolls  they  choose  and  are  not  required  to  levy 
such  tolls  with  equity  and  can  discriminate  at  their 
own  discretion. 

9.  The  commercial  m.otor  vehicle  is  not  required  to  fur- 
nish land  for  its  ri£,ht  of  way  or  to  build  its  right 
of  way  and  does  not  contribute  in  any  near  proportion 
to  the  exploitation  and  use  of  the  hij^^hways. 

10.  The  coram_ercial  motor  vehicles  pick  up  their  loads  at 
the  door  of  the  shipper  and  deliver  at  the  door  of 
the  receiving  agencies,  as  compare;-  with  the  rail- 
roads who  receive  freight  at  the  depot  and  deliver 
to  the  depot,  which  requires  the  shippers  or  receiv- 
ers  t(-  pay  additional  charges  for  transportation  to 
and  from  depot  to  final  destination. 

SUGGESTIONS 

1.  All  provinces  to  adopt  a  uniform  commercial  motor 
vehicle  law  and  regulations. 

2,  Such  a  uniform  law  to  give  complete  control  of  com- 
mercial motor  vehicles  of  all  kinds y   such  control 
to  include  rates  and  service,  full  liability  of  all 
service  perform_ec  and  ful3-  financial  responsibility 
for  accident  and  damage.       In  all  ways  similar  to  the 
obligations  v^tdch  the  railways  are  compelled  to 
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assume,  thereby  placing  the  motor  vehicles  on  the 
same    basis  and  on  a  parity  with  the  railroads. 

3,  All  oomiroercial  m.otor  vehicles  to  maintain  a  uniform 
standard  classification  of  accounts,  authorized  by  all 
provinces  and  make  an  annual  return  to  the  provincial 
governments  on  such  form,  of  classification. 

might  say  here  that  the  regulations  of  the  railways  com- 
1  this. 

4.  It  shall  be  illegal  for  any  coimiercial  motor  vehicle 
to  operate  without  a  permit  founded  on  necessity  and 
convenience. 

5,  All  tolls  and  charges  made  for  transportation  by  motor 
vehicles  of  any  kind  n^ust  be  not  less  than  twelve  per 
cent  higher  tban  the  basic  railroad  rate.       For  example, 
basic  rail  rate  being  3,45  cents  per  mile  per  passen- 
ger, the  motor  vehicle  rate  will  then  be  not  less  than 

4  cents  per  mile  per  passenger.      Similar  per  cent 
being  applied  to  the  haulage  of  freight. 

6.  All  passenger  automobiles  used  for  hire,   in  most  cases 
termed  as  taxis,  to  be  considered  as  a  commercial 
m.otor  vehicle  and  subject  to  the  commercial  m.otor 
vehicle  law  and  their  operation  restricted  to  the  city, 
town  or  communities  in  which  they  are  licensed.  In 
the  '=^vent  of  them  being  hired  occasionally  for  trans- 
portation between  corair.unitie  s ,  their  charge  should 

not  be  less  than  m  per  mile,  in  order  to  place  them 
on  the  sam.e  basic  principles  as  other  for^is  of  trans- 
portation» 

7.  Ho  commercial  motor  vehicle  of  any  kind  to  be  per- 
mitted to  carry  passengers  or  others  without  being 
authorized  to  do  so  by  certificate. 
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This  Ciiamber  of  Cornmerce  believes  that  a  great  deal 
is  to  "be  feared  from  political  influence  and  interference 
especially  at  centres  which  predominate  in  the  number  of 
deputies  as  compared  with  other  sections  of  the  country, 
together  v^ith  pressure  fi'om  self-interested  groups  and 
individuals,  all  in  reference  to  the  transportation  pro- 
blems of  Canada  and  which  have  been  the  cause  of  locating 
grain  elevators  and  various  other  depots  and  facilities, 
from  which  sources  arise  the  transportation  traffic  of 
the  country^  in  locations  without  regard  or  consideration 
to  the  economical  and  geographical  situation  and  it  is 
considered  that  such  political  influences  must  be  removed 

entirely. 

We  respectfully  submit  this  memorandum  as  sugges- 
tions for  the  consideration  of  the  honourable  members  of 
the  Commission  and  we  are  of  the  opinion  that  the  railway 
and  commercial  highway  problem  can  be  scientifically  and 
justly  solved  if  the  provinces  of  Canada  will  join  and 
cooperate  together  without  fear  or  favour  and  without 
giving  consideration  to  political  influence  or  pressure 
from  self-interested  groups  or  individuals. 

THE  GHAIRdAW:     Mr.  Vien. 

m.  THOi^o  VIEW,  K.C.:     My  lord  and  members  of  the 
Commission,  I  am  appearing  on  behalf  of  the  Canadian  Elec- 
tric Railway  Association,  the  Provincial  Transport  Company, 
the  Ontario  -iotor  Coach  Operators,  and  the  Montreal  Tram- 
ways and  its  bus  services. 

We  have  received  notice  that  a  hearing  will    be  held 
in  Montreal  t9-mxOrrow  but  unfortunately  I  will  be  detained 
in  Quebec  to-morrow,  and  I  thought  it  my  duty  to  seek  the 
privilege  of  appearing  before  you  to-day  with  a  view  of 
assisting  the  Co-:^-ission  to  whatever  extent  I  could  on 
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behalf  of  the  various  interests  vjhich  I  have  the  honour  to 
represent.      We  have  received  father  short     notice;  and  this 
is  not  by  way  of  criticism  of  the  action  of  the  Commission, 
but  in  order  to  explain  that  we  are  not  ready  to-day  to  pre- 
sent to  your  Commission  in  full  the  representations  that  we 
desire  to  lay  before  you.      We  have  not  been  able  to  get  to- 
gether the  necessary  statistics  and  data  to  substantiate  to 
the  full  the  submissions  which  we  propose  to  make.  Statis- 
tics have  not  been  kept  as  accurately  as  might  be  desired. 
Your  lordship  and  members  of  the  Commission  will  appreciate 
that  the  good  roads  policy  was  inaugurated  in  this  province 
only  in  1912.      At  first  it  was  by  way  of  subsidy  or  money 
grant  to  the  municipalities  in  the  improvement  of  their 
highways.      After  that  the  Government  undertook  the  con- 
struction and  maintenance  of  the  system  of  highways  at  the 
expense  of  the  province.       Later  again  all  the  improved  high- 
ways of  the  province  were  taken  over  by  the  provincial  Govern^ 
ment,  and  their  upkeep  also  was  assumed  by  the  province. 
Therefore  it  is  difficult,  without  a  great  deal  of  work  and 
much  research,  to  get  the  information  necessary  to  show  you 
the  cash  investment  of  the  state  in  its  highway  system  and 
the  maintenance  thereof.      However,  these  figures  will  be 
submitted;  and  we  shall  try  to  show  also  what  the  Government 
receives  frrm  the  various  interests  which  are  using  the  high- 
ways and  which  are  paying  taxes  to  the  Government,  by  way  of 
indicating  how  m.uch  there  is  in  the  propaganda  which  is  be- 
ing carried  on  by  various  interests  to  the  effect  that  the 
railways  had  to  provide  out  of  their  own  resources  the  cash 
investm.ent  necessary  for  their  right  of  way  and  its  mainten- 
ance, while  the  motor  cars,  motor  buses  and  trucks  were 
given  a  free  right  of  way  v/hich  they  were  freely  using.  We 
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think  that  that  propaganda,  which  has  been  carried  on  for  the 
past  few  months,  is  not  v/ell  founded  and  does  not  give  a  true 

picture  of  the  situation.      We  shall  make  the  submission, 
supported  by  accurate  data,  that  the  statement  that  the 
railways  have  paid  for  their  right  of  v/ay  while  those  en- 
gaged in  motor  transport  have  received  a  free  right  of  way 
is  inaccurate  on  two  grounds;   first,  that  the  railways  have 
received  by  way  of  cash  and  land  subsidies  huge  sums  of  money 
which  the  motor  transport  industry  has  not  received,  because 
its  cash  investment  has  come  entirely  out  of  its  own  pocket 
and  not  from  the  public  exchequer,  whether  federal,  provin- 
cial or  municipal  J  second,  that  the  motor  transport  industry 
in  every  form  of  its  activities  has  to  pay  its  way  through, 
and  pays  in  the  way  of  taxes  large  sums  of  money  altogether 
out  of  proportion  to  the  percentage  of  its  net  earnings,  cash 
investments  or  operating  expenses,  in  comparison  with  the 
taxes  paid  by  the  railways.     This  will  be  the  general  line 
of  our  submission  in  respect  of  the  fundamental  principles 
which  have  been  thus  far  urged  before  the  public  with  a 
view  to  showing  that  this  competition  is  altogether  unfair  and 
unreasonable,  and  should  be  curbed. 

In  the  next  place  we  shall  try  to  establish  that  the 
motor  bus  and  the  motor  coach  is  an  infinitesimal  factor  in 
the  motor  transport  competition  that  has  been  complained  of. 
May  I  be  permitted,   just  offhand,  to  quote  a  few  figures? 
In  the  year  1930  in  the  province  of  Quebec,  175,000  licenses 
for  motor  cars  of  all  kinds  were  issued  by  the  provincial 
government.    Of  that  number,  524  represented  motor  bus  or 
motor  coach  licenses ,      We  shall  in  our  submission  and  in 
the  statistics  in  support  thereof  lay  before  your  Commission 
statements  made  before  the  Interstate  Commerce  Commission 
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by  high  officials  of  the  railway  companies  in  the  United 
States  during  the  course  of  the  inquiry  of  1930-31  to  the 
effect  that  the  bus  .and  coach  competition  represented  hardly 
2  per  cent  of  the  passengers  using  the  motor  cars  in  com- 
petition with  the  railways.      I  think  we  shall  be  able  to 
demonstrate  to  you  that  the  motor  bus  and  the  motor  coach 
is  a  negligible  quantity  in  the  competition  suffered  by  the 
railways.       The  real  competition  comes  from  the  private  car 
and  from  the  truck .  I'ut  i 3  theieany  power  in  the  world,  politi- 
cal, administrative  or  otherwise,  which  will  say  that  we 
should  reverse  gears  and.  stop  the  use  of  motor  cars  in 
favour  of  the  railways?      When  the  railway  was  first  brought 
into  use  it  came  into  competition  with  the  mail  coach  and 
the  horse  driven  stage,  and  there  was  the  same  campaign 
against  steam  railvmy  operation  as  there  is  in  respect  of 
motor  transport  now.      Many  amusing  incidents  are  related 
in  connection  with  the  objections  offered  at  that  time  to 
the  operation  of  the  steam  railway.       I  am  sure  Lord  Ash- 
field  will  readily  recall  the  strenuous  opposition  that  was 
made  not  only  to  the  pap:;ient  of  subsidies  but  to  the  grant- 
ing of  charters  to  the  railway  companies  in  England, 

LOId)  ASHPIELD:     It  was  long  bofore  my  time,  I  assure 

you. 

m.  VIEN:     It  was  in  1B31,  I  think,  that  the  first 
charter  was  granted.      Be  that  as  it  may,  it  was  urged 
that  the  railway  would  destroy  the  fox  covers,  that  it 
would  be  detrimental  to  the  farming  industry,  that  it  would 
in  m^any  ways  disturb  the  established  order  of  things.  But 
the  wheels  of  progress  had  to  move,  and  the  result  was  that 
the  railways  were  established  and  came  to  serve  a  useful 
service  in  the  economic  and  industrial  development  of  the 
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country.      But  to-day  even  further  advances  have  been  made, 
and  it  is  impossible  to  stop  the  development  of  the  motor 

industry  in  all  its  phase So       Therefore  we  submit  that  it 
would  be  quite  impossible  to  reverse  gears  and  to  prevent 
the  use  by  the  people  of  the  country  of  motor  vehicles, 
whether  they  be  trucks^  motor  cars  or  motor  buses. 

We  thinkj,  Mr.  Chairman,  that  we  shall  be  able  to  show 
that  it  would  be  to  say  the  least  highly  undesirable  to 
suggest  the  imposition  of  confiscatory  taxes        taxes  that 
would  involve  such  a  burden  as  to  put  out  of  business  the 
motor  transport  industry.       The  motor  bus  did  not  come 
illegally  into  this  country.       The  laws  of  the  land  pro- 
vided the  highways y  provided  the  motor  vehicle  acts,  and 
vested  in  the  government  the  power  to  issue  licenses  to 
motor  vehicles  of  all  kinds.       1  cannot  think,  therefore, 
that  it  is  in  the  m.ind     of  anybody  that  steps  should  be 
taken  to  spoliate  the  vested  rights  or  to  impose  heavy 
burdens  which  would  be  tantamount  to  confiscation.  These 
services  wero  established  at  the  request  of  the  people,  and 
they  are  extremely  flexible;  they  carry  service  to  the  door 
of  every  customer.     I  repeat  that  the  damage  to  the  rail- 
ways in  the  wa.j  of  competition  comes  not  from  the  motor 
bus  but  from  the  private  car.      And  the  private  car  cannot 
be  done  away  with;  it  will  go  on.       It  is  not  within  my 
instructions,  sir,  but  I  suppose  it  is  not  beyond  the  limits 
of- propriety  to  say  that  in  my  opinion  the  railways  might 
have  been  more  farsighted.      V\/hy  did  they  not  take  control 
of  motor  transport  so  far  as  public  services  are  concerned? 
On  the  other  hand,  if  it  was  the  part  of  wisdom  that  they 
should  not  enter  into  any  such  subsidiary  services,  can 
they  complain  to--day  if  other  interests  stepped  in  and 
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served  the  public  as  the  public  wanted  to  be  served?  Now 
that  licenses  have  been  issued  under  the  sanction  of  the  law 
and  under  the  authority  of  the  administrative  bodies  of  thi.-i 
Dominion,  and  interests  have  been  invited  to  invest  in  these 
services,  it  is  the  duty  of  all  those  who  have  to  deal  with 
the  matter  to  see  to  it  that  these  vested  rights  and  vested 
interests  are  adequately  protected. 

There  may  be  a  number  of  ways  in  v;hich  the  railway 
problems  of  this  day  can  be  solved.      Railway  developitient 

has  taken  place  in  Canada  to  an  extent  that  is  not  justified. 
by  the  increase  of  our  population  or  the  development  of  our 
economic  resources.       From  1905  until  1912  or  1913,  when  v/e 
were  building  railway  mileage  apace,  it  was  in  the  anticipa- 
tion that  the  population  of  Canada  within  fifteen  or  twenty 
years  would  be  fifteen  or  twenty  mdllions.      But  the  v/ar 
came,  and  then  the  aftermath  of  the  war,  and  subsequently 
the  economic  crisis  of  1929,  which  stopped  us,  as  it  stopped 
the  rest  of  the  world,  in  its  march  onwards  towards  progress 
and  prosperity.        If  no  such  disturbances  had  taken  place 
and  we  had  a  population  to-day  of  twenty  or  twenty-five 
millions  of  people,  I  believe  our  present  railway  mileage 
would  be  justified.      However,  these  problems  are  with  us; 
they  are  of  great  magnitude  and  their  solution  is  of  im- 
portance to  the  welfare  of  the  country.      But  is  the  solu- 
tion to  be  at  the  expense  of  other  reputable  interests? 
Or  is  it  to  be  in  the  coordination  of  the  railway  services 
themselves?      For  instance  —  if  I  rray  "oe  permitted  to  make 
the  suggestion,  sir  —  I  cannot  see  why  the  exp-ess  ser- 
vices could  not  be  merged,      mj  shoflild  there  be  two  ex- 
press companies,  and  why  should  there  be  in  various  cities 
and  towns  two  express  offices  and  two  delivery  vehicles  to 


-  1373  -  Mr,  Vien 

serve  the  people  of  a  given  coraniunity?      'i\nay  should  there 
be  a  duplication  of  overhead  and  fixed  charges?      And  in 
respect  of  the  telegraphs,  the  terminal  facilities,  the 
repair  shops  and  the  passenger  services,  why  should  there 
not  he  some  way  of  merging  these  together  with  a  view  to 
eliminating  duplication,  avoiding  unnecessary  expense,  and 
thus  going  a  long  way  towards  solving  the  problems  with 
which  the  railways  are  to-day  confronted?        However,  this 
aspect  of  the  problem  does  not  concern  us  directlyj  but  I 
suggest,  my  lord,  that  having  regard  to  the  public  interest 
the  remedy  would  seem  to  lie  in  that  direction  rather  than 
in  the  spoliation  of  other  vested  interests, 

I  would  therefore  ask,  my  lord  and  members  of  the 
Commission,  that  we  be  permitted,  on  behalf  of  the  Canadian 
Electric  Railway  Association,  the  Provincial  Transport 
Company,  the  Ontario  i^^otor  Coach  Operators  and  the  Montreal 
Tramways  and  subsidiary  interests,  when  Y^e  have  had  time  to 
collect  and  coordinate  the  necessary  data,  to  appear  be- 
fore your  Board  and  present  it  in  the  form  of  a  submission 
which  we  hope  will  be  helpful  to  you  in  the  determination 
of  the  matters  that  you  have  to  consider.      We  should  like 
to  file  a  submission  with  your  Board  and  also  be  heard 
orally,  at  a  time  and  place  which  will  meet  your  conven- 
ience > 

THE  CHAIRMAN:    About  when  would  you  expect  to  be 
ready  to  present  the  memorandum? 

MR.  VIEN;     We  will  be  ready  to  file  a  memorandum 
with  your  Commission  on  the  15th  of  February  or  any  time 
thereafter,  and  at  any  place  in  Ontario  or  Quebec?  we  shall 
at  the  command  of  the  Commission  be  ready  to  appear. 

THE  CHAIRMN:    We  shall  be  very  glad  to  have  the 
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memorandum,  I\Ir»  Vien« 

MR,  VIEN;     I  may  say,  Mr.  Chairman,  that  I  am  also 
aoting  as  counsel  for  the  Association  of  Bus  Owners  of  the 
province  of  Quebec.      Doctor  Beaudet,  president  of  the 
association,  has  prepared  a  meracrandum  which  he  wishes  to 
submit  to  the  Gormnission,  and  he  would  like  to  have  the 
privilege  of  reading  it  in  French, 

THE  CHAIRMN;     We  shall  be  glad  to  hear  from  Doctor 
Beaudet. 

(Doctor  J,  Beaudet,  President,  L 'Association  de 
Proprietiares  d^autobus,  district  do  Quebec,  read  a 
statement  in  French,   of  v/hlch  the  following  is  an 
English  translation) i 

It  is  with  great  diffidence  that  I  have  agreed  to 
submit  for  the  serious  consideration  of  this  important 
Commission  some  considerations  bearing  upon  the  problem  of 
motor  vehicle  transport  in  this  province,  which  is  one  of 
the  m.ost  important  factors  of  prosperity. 
Transportation  by  motor  vehlc_l_e_sj_ 

Prom  every  point  of  view  the  development  of  a  whole 
country  depends  on  the  progress  of  its  transportation  facili- 
ties,     iJue  to  the  fact  that  it  would  be  much  too  long  and 
tedious  to  relate  the  history  pertaining  to  the  omnibus, 
sail  boats,  steamboats,  equipped  with  side  wheels,  etcy  I 
will  leave  this  subject  aside.       The  railroad  has  helped 
considerably  the  development  of  Canada,  and  particularly  of 
the  central  provinces, 

Tlie  autom^obile  has  also  been  an  important  factor  in 
the  progress  of  each  province  of  the  Dominion  and  specially 
for  the  territories  where  the  railroads  had  no  access.  Then 
the  necessity  of  building  spacious  and  efficie  highways 
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became  iraminent  to  each  of  the  governments,   in  order  to 
facilitate  to  the  public  the  use  of  this  vehicle,  bearing  in 
mind  that  the  general  demand  was  thens  "Let  us  build  good 
roads,   so  that  wo  can  carry  our  products  to  the  m.arket  more 
easily,"      The  number  of  motor  vehicles  in  Canada  has  in^- 
creased  with  an  unusual  rapidity,  to  such  an  extent  that  we 
have  now  in  the  province  of  Quebec,  according  to  the  figures 
submitted  by  the  Department  of  Provincial  Registration, 
192,000  motor  vehicles,  while  in  1921  v/e  had  54,670  and  in 
the  year  1911  only  1,878.       The  provincial  government  of 
Quebec,  following  with  great  interest  the  evrlution  of 
this  method  of  transportation,  and  in  the  face  of  this 
increasing  number  of  motor  vehicles,   in  order  to  meet  the 
situation  has  undertaken  the  building  of  spacious  highways; 
and  1  take  pleasure  in  submitting  jou.  the  following  schedule, 
based  on  the  report  produced  by  the  Department  of  Roads: 
Trtal  Mileage  of  Rural  Routes  Permanently  Improved 
(Highways  and  Municipal  Roads) 
Statement  dated  October  1st,  1?;31 

Sand  and  clay   242,91  miles 

Gravel  roads   .  12, 590.93  |; 

Macadamised   .   .    .    .  1,4P6«59 

Bituminous  macadam   234. ^^0 

Concrete   ............    .o    .  129.29 

Bituminous  concrete.    .   405 »66 

Total  '  15,090.18  " 

Mileage  of  improved  earth  roads   .   •   .  20,673  " 

We  have  15,000  miles  of  roads  the  condition  of  which 

has  been  improved  in  a  permanent  way  (highways)* 

We  have  also  20,673  miles  of  improved  earth  roads. 
We  have  now  in  this  province  very  good  roads,  and 

by  means  of  182,000  motor  vehicles,  the  population  of  our 

province  travels  more  with  these  vehicles  than  with  any 

other  mxethod  of  transportation. 
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As  our  population  is  at  present  2,R69,793,  accord- 
ing to  the  report  of  the  iStatistical  Off  ices,  we  have  the 
proof  that  the  majority  of  our  population  is  composed  of 
people  who  do  not  own  an  automobile,  and  considering  the 
fact  that  a  good  niomher  of  our  villages  do  not  have  the 
advantage  of  a  railroad  service,  the  transportation  of  pass- 
engers "by  buses  has  become  a  necessity,  in  order  to  accomm-O- 
date  all  the  population  of  this  province. 

This  new  way  of  transportation  was  put  in  operation 
about  ten  years  ago*      Here,  as  everywhere  else,  this 
system  has  slowly  progressed,  with  more  or  less  comfortable 
vehicles.      Small  ocmpanies  for  this  purpose  have  been 
formed,  making  a  serious  competition  with  each  ether.  The 
G-overnment  of  this  province,  admitting  the  necessity  of  the 
autobus,  regularized  this  system  of  transportation  by  vest- 
ing in  the  Public  Service  Commission  the  authority  with 
respect  to  these  operations.      Since  five  years  no  autobus 
service  can  be  operated  without  holding  a  permit  to  this 
effect  from  the  Public  Service  Gomm-ission.      Before  being 
able  to  obtain  such  a  permit  one  has  to  prove  to  the  Com- 
mission the  necessity  of  the  service  to  be  put  in  operation. 
The  bus  also  has  to  be  approved  by  the  inspector  of  the 
Commission.       In  other  words,  the  transportation  system  by 
buses  is  legally  existing  in  our  province.      Railroad  com- 
panies, although  advised  by  the  Public  Service  Commission 
of  the  formation  of  autobus  companies  in  their  territories, 
have  never  objected  before  that  CoOTiission. 

Importance  of  the  Autobus  Companies  in  the  province  of 
 Quebec  ;  

Since  about  ten  years,   sixty  of  these  companies  have 

been  formed  in  this  province  and  according  to  report  dated 
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December  29,  1931,   submitted  by  the  Revenue  Office  of  this 
province,  we  had  575  registered  autobuses.       If  v-ze  average 
the  cost  of  each  machine  at  ^7,000  we  have  an  invested 
capital,  for  purchacing  only,  of  4i)4,025 ,000 .       If  we  add  to 
this  amount  the  price  of  the  garages,  for  storage  purposes, 

keeping,  administration  expenses,  etc.,  we  easily  form  a 
capital  of  |5, 000, 000,  without  any  exaggeration. 

These  various  autobus  companies  operate  a  service  for 
the  whole  population  of  this  province  on  an  area  of  4,890 
miles  of  reads. 

Up  to  July,  1931,  the  railroad  companies  had  absolute 
ly  no  autobus;  since  that  date  they  have  two  in  operation  fo 
the  whole  province. 

The  necessity  of  this  transportation  system  really 

exists  in  this  province,  which  is  proved  by  the  fact  that 
these  com_panies  have  been  formed  to  answer  the  general  de- 
mand, otherwise  they  would  not  have  been  formed  and  they 
could  not  have  m-aintained  their  operations.       It  is  a  fact 

that  an  evolution  of  transportation  modes  has  taken  place 
in  this  province  as  anywhere  else  and  that  the  Interstate 
Commerce  Corara.ission  was  right  to  insert  in  its  report  the 
follo\¥ing  paragraph; 

"Transportation  of  passengers  and  property  by  motor 
"vehicles  over  the  public  highv^ays  is  a  well  established, 
"useful  and  permanent  factor  in  the  nation's  transpor- 
"tation  system," 
Security  of  the  Passengers  in  the  Buses ; 

In  spite  of  the  fact  that  the  bus  circulates  on 
public  roads,  am.ong  a  considerable  num.ber  of  other  vehicles, 
though  it  has  not  a  way  as  clear  as  the  train  or  tramway, 
this  transportation  system,  is  noviradays  considered  most 
comfortable  and  very  useful,  and  the  passengers  are  as 


■9 


c 


( 


-  1376  -  Beaudet 

much  in  security  in  the  buses  as  in  any  other  vehicle. 
According  to  the  statistics  of  the  United  States,  1929, 
one  out  of  1,718, 3«9  passengers  transported  by  buses  has 
been  killed. 

In  Canada,  according  to  steam  railways  statistics 
in  1929,  only  one  out  of  2,000,000  transported  by  railroad 
has  been  killed. 

In  the  province  of  Quebec,  according  to  statistics  ^ 
pulilishod  by  the  Department  of  Roads,   in  1931,  we  have  had 
10,340  automobile  accidents,   figuring:  184  at  railway 
crossings,  iro  collisions  between  trains  and  automobiles, 
751  collisions  between  tramways  and  automobiles.  In 
these  accidents,  3,033  persons  were  injured  and  263  killed. 
Not  even  one  of  these  accidents  causing  loss  of  life  can  be 
attributed  tJ  the  autobus. 

After  considering  the  above  statistics,  we  must 
admit  that  the  report  of  the  "Motor  Vehicle  Transportation" 
at  a  meeting  held  in  Washington  in  1930  did  not  exaggerate 
in  mentioning;     "There  is  no  class  of  m.otor  vehicle  passen- 
gers so  free  from  the  hazards  as  those  occupying  the  motor 
vehicle  engaged  in  the  public  service/' 
Competition ; 

The  above  mentioned  facts  and  statistics  clearly 
show  that  the  principal  competitor  of  railraods  is  the 
private  automobile  and,   secondly,  the  motor  truck.  There 
are  two  different  classes  of  travellers'.     For  very  long 
trips  it  is  much  better  to  travel  by  railroads,  due  to 
rapidity  and  comfort.       For  journeys  of  short  distance  the 
autobus  is  preferable  and  superior  to  the  railroads,  con- 
sidering the  advantage  of  departures  and  stops  at  any 
place.      However,  the  travelling  class  of  people  is  not 
the  biggest  part  of  the  population,  owing  to  the  fact  that 
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only  a  small  part  of  the  population  travels  by  railroads  or 

autobus.      According  to  the  "Steam  Railway  Statistics"  at 

the  end  of  the  year  1929 ^  we  had  the  following  numbers  of 

passenger  waggons; 

First  class  waggons  2^000 

Second  class  waggons  386 

Mixed  waggons  512 

"De  Luxe    waggons  313 

Pullmans  ,  1*17^ 


Total  4,385 
According  to  statistics  published  by  the  National 
Automobile  Chamber  of  Commerce  of  Washington,  we  find  that 
there  were  only  1,625  buses  in  operation  in  Canada,  in  1931: 

Autobus  1,625 
Motor  trucks  166,745 
Automobiles 

Total  1,224,166 

If  we  compare  these  figures,  we  have  in  this  country: 

One  autobus  for  650  private  motor  cars 
One  autobus  for  102  motor  trucks. 

Considering  the  fact  that  the  whole  population  of 
Canada  is  10, 353, 77 R,  we  have  one  motor  vehicle  for  every 
eight  persons. 

By  these  statistics  we  can  see  that  a  bigger  pro- 
portion of  people  travel  in  private  automobiles  and  that 
it  is  absolutely  impossible  for  the  railroad  com.panies, 
in  Canada,  as  well  as  in  United  States  and  in  other  foreign 
countries,  to  fight  this  competition  madj  by  private 
vehicle  s . 

Hovirever 5 the  transportation  system,  by  autobus  has 
rapidly  progressed  in  the  province  of  Quebec,  by  giving  t,) 
the  population  a  service  that  the  railroad  companies  could 
not  possibly  give,  if  we  consider  the  fact  that  the  public 
has  a  right  to  choose  the  way  it  wants  to  travel.       This  is 
a  result  of  the  modern  progress o       This  is  also  the  reason 
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why  Mr,  Thomas  G,  i'Voodlock,  member  of  the  Interstate  Com- 
meroe  Gorariiis sion^  mentions  the  following  paragraph  in  his 
report  to  the  "Vi/all  Street  Journal"  ; 

"Neither  ref^ulation  nor  taxation  may  be  fairly  used 
"to  subsidize  or  to  hamper  any  of  the  competing  forms, 
"by  attempting  to  equalize  natural  inequalities.  Each 
"of  these  systems  of  transport  is  entitled  to  such 
"natural  advantages  as  it  possesses  and  each  must  put 
"up  with  its  disadvantages," 
And  here  is  the  opinion  of  Mr.  Fairfax  Harrison,  President 
of  the  Southern  Railroad^  at  a  meeting  of  the  stockholders 
at  Richmond,  Virginia October  13,  1931; 

"From,  the  passenger  angle  our  chief  loss  is  from 
"privately  owned  automobiles  and  not  from  buses." 

Mr.  John  F,  Deasy,  Vice-President  of  the  Pennsyl- 
vania Railroad,  appearing  before  the  Interstate  Commerce 
CoiTmiission  in  Washington,  on  March  4th,  declares: 

"The  fact  that  the  revenue  from  passenger  traffic 
"fell  down  from  |1^^4,000,000  in  1923  to  J|l34,000,000 
"in  1929  is  due  to  the  constantly  increasing^  use  of 

"private  automobiles," 

The  bus  is  undoubtedly  useful  and  necoBsary.       I  do 

not  mean  that  this  should  be  broadcast  on  the  radio,  as 
certain  railroad  officers  do  "Co  with  or  without  railroads" 
but  we  have  to  be  up  to  date,  we  have  to  evolve  according 
to  the  needs  of  the  public. 

One  of  the  biggest  objections  brought  up  by  the 
railroad  officers  against  the  buses  in  the  province  of 
Quebec  is  the  climate.      We  have  practically  the  sam.e 
climate  in  Canada  as  in  several  parts  of  the  United  States, 
namely;  Minnesota,  Dakota,  and  specially  the  northern  parts 
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of  tho  United  States,  where  the  hard  climate  did  not  pre- 
vent the  progress  of  prominent  American  railroads, 

I  am  submitting  the  names  of  a  few  railroad  com- 
panies vvith  the  number  of  buses  each  one  has  in  operation; 

Athioon,  Topeka  and  Santa  Fe  60  autobuses 

Missouri -Pacific  264  " 

Pennsylvania  200  ' 

Union  Pacific  351  " 

According  to  1931  statistics,  the  number  of  buses 

in  circulation  in  the  United  States  is  95,400. 

Conclusion:     the  bus  exists  and  will  necessarily 

exist . 
Subsidy; 

Another  of  the  arguments  brought  up  by  the  railroad 
officers  against  the  buses  is  that  the  bus  does  not  pay 
anything  for  the  construction  and  keeping  in  good  condition 
of  the  roads  compared  to  the  expenses  incurred  by  rail- 
roads. 

According  to  Mr.  Thomas  MacDonald's  testimony. 
Chief  Engineer  of  Public  Highways  in  United  States,  v/hen 
speaking  before  the  Interstate  Gomjnerce  Commission,  (Doc- 
ket 23400) : 

"In  my  judgment,  the  heavier  trucks  and  buses,  by 
"the  high  tax  which  they  are  paying,  and  particularly 

"through  the  collection  of  gasoline  taxes,  are  fully 
"meeting  all  excess  costs  of  construction  due  to  the 
"increased  thickness  that  is  made  necessary  by  the 
"heavier  loads.      We  would  be  building  the  roads  just 
"as  wide  and  just  as  thick  if  there  v/ere  no  common 
"carrier  buses." 

According  to  American  statistics,  in  1930,  eaiah 
bus  has  paid  a  tax  amounting  to  |783,32.      In  this  province, 
as  well  as  in  the  other  provinces,  we  have  about  the  same 
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taxation  for  registration,  gasoline,  mileage,  and.  each  of 
our  buses  pays  to  the  government,  in  this  country,  about 
the  samo  tax  as  in  the  United  States, 

The  bus  then  pays  a  large  part  of  the  construction 
and  keeping  •f  our  roads  and  still  this  is  not  the  only 

kind  of  vehicle  in  circulation  on  the  public  highways. 

You  know  much  more  than  I  do  about  what  amount  of 

money  this  country  has  spent  and  still  spends  for  railroads 
and  this  will  enable  you  to  compare  the  expenses  incurred 
by  this  country  towards  each  of  these  two  transportation 
systems, 
C»nc lusio ni 

■  The  railroad  is  undoubtedly  our  most  important 

system  of  transport  and  deserves  the  best  consideration 

on  the  part  of  the  public  and  of  the  government. 

Transportation  by  buses  also  has  its  usefulness. 
Every  campaign  against  the  railroad  should  be 

stopped,  and  the  same  thing  applies  to  the  bus, 

R!R»  VIENj    We  will  file  copies  of  the  submission 

in  English  and  in  French, 


(Page  1400  follows) 
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THE  CHAIRMAN:  Mr.  Blanchet,   President  of  the  Railway 
Employees  Association  of  the  Province  of  Quebec,  desires  to 
be  heard,     Mr.  Blanchet. 

MR.  H.   0.  BLAMGHST  (President,  Railv/ay  Employees 
Association,  Province  of  Quebec):  Your  Honours  and  gentlemen, 
on  behalf  of  the  railway  employees  of  the  province  of  Quebec 
I  have  the  honour  to  submit  the  following  m.emorandum,     I  may 
explain  that  this  memorandum  is  to  be  submitted  to  the 
Premier   of  the  province,  and  we  are  expecting  to  have  an 
appointment  with  him  any  day,  but  in  the  meantime  v>;e  did  not 
¥/ant  to  lose  the  opportunity  of  appearing  before  this  Royal 
Commiission . 

To  the  Honourable  Mr»  L.   Ao  Taschereau, 

Prlm-e  Minister  of  the  Province  of  Quebec. 

Honourable  Sir: 

In  addition  to  the  m.emorandum  presented  here¥/ith, 
which  has  been  endorsed  by  the  various  associations  of  rail- 
v/ay  employees  affiliated  with  our  organization,  w^e  desire  to 
bring  before  you  the  follov/ing  considerations  which  deal 
with  the  matter  of  truck  and  bus  com.petition,  more  particu- 
larly from  the  standpoint  of  the  railway  employees  and  the 
general  public. 

During  the  last  decade  the  progress  made  in  the  im- 
provement of  highways  has  resulted  in  an  enormous  increase 
in  the  number  of  privately-owned  automobiles,  motorbuses  and 
trucks;  the  activities  of  which  have  deprived  the  pioneer 
organizations  of  transportation  of  cuch  a  volume  of  traffic 
that,  coupled  with  the  existing  depression,  the  railway  com- 
panies are  considerably  handicapped  as  a  result  of  the  com- 
petition afforded  by  the  provincial  highways.     The  large 
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capital     placed  In  the:;e  organizations  by  the  Canadian  people 
are  also  seriously  affected  and  the  Nation  will  undoubtedly 
be  called  upon  to  cover  the  lack  of  necessary  revenue  in 
connection  with  their  e>cploitation,   and  to  meet  their  fixed 
charges,  with  the  result  that  additional  taxes  v/ill  be  im- 
posed upon  thern. 

In  addition,  the  fact  that  these  legitimate  sources 
of  revenue  are  talien  away  from  the  railway  companies,  spec- 
ially since  the  last  three  jears,  forces  the  latter  to  effect 
reductions  in  their  train  services   (both  passenger  and 
freight),  resulting  in  a  m.ultitude  of  employees  in  these  ser- 
vices being  deprived  of  their  livelihood,  with  an  equal  in- 
crease in  the  number  of  unemployed.     This  com-petition  does 
not  only  affect  train  employees,  but  it  is  also  the  cause  of 
closing  of  agencies,   shops,  offices,   elimination  of  super- 
intendencies  and  their  entire  staff,  in  addition  to  reduc- 
tions in  the  number  of  employees  of  various  crafts  and  cleri- 
cal forces. 

Normally,  there  are  in  the  province  of  Quebec  alone 
over  50,000  persons  employed  by  the  railv/ay  companies.  It 
is  generally  admitted  that  each  is  the  support  of  at  least 
five  persons,  reprssenting  not  less  than  250,000  souls,  or 
one-tv;elfth  of  the  total  population  of  the  province  directly 
interested  in  the  railway  transportation,   and  we  have  reasons 
to  believe  that,   in  this  province  of  'Quebec,   it  represents 
at  least  150,000  electors,  without  taking  into  consideration 
the  relatives  and  friends  of  railway  employees,  who  have  at 
heart  the  latter' s  welfare. 

In  addition,   the  railway  companies  are  large  con- 
sumers of  large  kinds  of  materials  and  provisions;  their 
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annual  purchases  figuring  approximately  :;;;250,000,000,  of 
which  all  the  provinces  largely  henefit,  and  particularly  the 
provinces  of  Que';-)ec  and  Ontario,  with  the  exception  of  coal» 
They  are,   therefo3-e,   th-e  most  important  supports  of  the 
Canadian  industry.     A  study  of  the  existing  conditions  in 
those  industries  v/hich,  as  a  rule,  supplied  the  required  mateiv- 
ials  to  the  railway  coinpanies  will  reveal  the  disastrous 
effect  the  decrease  in  the  latter' 3  revenue  has  on  them,  and 
to  quote  hut  a  fevf  of  those  industries,  let  us  consider  the 
actual  situation  in  locomotive  and  car  building  shops,  steel 
vforks,  hronze,   coal  mines,  sawmills,  forest  products  in  gener- 
al, paint  manufacturing  plants,   etc,  etc.,  v/hich  are  directly 
affected  by  the  reduced  purchasing  pov/er  of  the  railway  com- 
panies * 

It  is  a  well  Imown  fact  that  cha.rges  in  corxnection 
with  railway  operations  are  much  higher  than  th.ose  covering 
autobus  and  truck  trejisportat ion ,   in  that  the  railways  are 
obligated  in  the  first  place  to  secure  rights  of  passage, 
then  proceed  with  the  construction  of  embankments  and  costly 
bridges  to  lay  their  rails,  in  addition  to  the  maintenance 
of  the  latter  in  perpetuity  on  a  varied  width  (generally 
not  less  than  hundred  feet)  as  well  as  their  responsibility 
towards  adjacent  land-owners  in  connection  with  ditches, 
fences,  culverts,  private  crossings,  etc.  etc.,  which  the 
public  is  not  called  upon  to  contribute  to;  v/hereas  in  the 
case  of  motor  bus  and  trucks,  the  provinces,  with  the  assis- 
tance of  the  entire  population's  mmies   (including  the  rail- 
way companies)  do  not  only  share  in  the  cost  of  highway  con- 
struction out  also  in  their  m.aintenance . 

Autobusea  ann  trucks  ar-e  causing  more  damage  and 
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consequently  additional  highv/ay  maintenance;   the  ovmers  of 
these  services  do  not,  however,   seem  to  be  called  upon  to 
bear  the  cost  of  this  extra  maintenance  created  by  their  oper 
ation. 

It  also  seems  that  the  majority  of  these  vehicles 
are  licensed  to  carry  a  certain  number  of  passengers  or 
quantity  of  freight,  but  the  number  and  quantity  specified  on 
the  ■  licenses  are  frequently  exceeded,  and,   therefore,  the 
ovmers  take  advantage  of  privileges  for  which  the  provinces 
are  not  compensated. 

The  staff  em.ployees  in  the  operation  of  autobuses 
and  motor  trucks  are  not  governed  by  any  regulation  whatso- 
ever,  such  as  maximum,  number  of  working  hours  per  day,  number 
of  em^ployees  per  vehicle,  vision  and  hearing  examination,  so 
as  to  insure  to  the  drivers  c.^f  these  vehicles,  as  well  as 
those  making  use   of  the  national  highways,  a  reasonable  de- 
gree of  safety  which  the  increase  in  the  number  of  automo- 
biles  (privately  owned)  and  other  various  special  services 
require,  as  it  is  evident  t?aat  if  a  driver  has  to  work  twelve 
fifteen  3iid  even  eighteen  houi's  a  day,  he  is  liable  to  fall 
asleep  at  the  \¥heel;   that  the  driver  has  sufficient  to  attend 
to  in  conducting  his  automobile  in  a  safe  manner  for  its 
contents  and  those  he  Dieets,  ■■/ithout  Oeing  called  upon  to 
also  keep  an  eye  to  the  contents  of  his  car,  make  collection, 
deliveries,  etc.      Therefore,  at  least,  t¥/o  men  should  be  re- 
quired in  charge  of  each  autobus  and  m.otor  truck  service 
effecting  transportation  on  the  provincial  highways and  the 
drivers  thereof  should  also  possess  a  reasonable  degree  of 
vision  and  hearing  acuity. 

Yi/e  therefore  feel  that  the  Public  Utilities  Commis- 
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Commission  of  the  province  of  Quebec  should  have  sufficient 
authority  to  regularize  these  modes  of  public  transportation 
and  remedy  this  condition,  and  also  to  exs-ct  and  insist  upon 
each  company  submitting  a  statem.ent  shov/ing  the  annual  inter- 
est on  the  capital  invested  in  each  of  these  transportation 
organizations,  the  depreciation,  cost  of  operation  revised  on 
the  above  lines,  maintenance  cost,  including  insurance  on  the 
equipment  and  contents   (passengers  and  freight),  and  disapprove 
all  tariffs  covering  transportation  of  passengers  and  freight 
which  vi'ould  not  sufficiently  cover  all  charges  contained  in 
the  statement  referred  to,  pilus  a  reasonable  percentage  of 
profit;   this  to  protect  their  owners  against  loss  of  money 
andelim-inatspossibilities  of  such  losses  to  their  suppliers 
on  their  part., 

It  is  not  our  intention,  Mr,  the  Prime  Minister,  to 
place  before  you  the  situation  eiffecting  the  railv/ay  employ- 
ees only,  but  we  v/ished  to  explain  in  what  manner  it  also 
disastrously  acts  upon  the  industry  of  our  province,  and 
knov/ing  your  spirit  of  justice  as  v/ell  as  your  interest  in 
the  progress  of  our  dear  province^,  we  are  convinced  that  you 
will  seriously  consider  our  appeal  and  the  general  sittiation 
resulting  from  the  unfair  highway  competition  and  that  y  u 
Y/ill,  as  you  have  done  in  establishing  the  law  governing  sale 
of  liquor  in  our  province  and  in  several  other  instances, 
remedy  the  situation  in  correcting  this  unfair  competition, 
thereby  adding  to  your  already  numerous  merits  that  of 
having  inaugurated  a  law  which,  we  have  no  doubt,  will  be 
followed  by  its  adoption  ir  all  the  provinces  of  the  Dominion 
of  Canada,  as  was  done  in  connection  with  several  others. 
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Request  from  railwa^r  workers  to  the  Quebec 
Provincial  aovernnent,  and  v/hi^ih  is 
now  submitted  to  your  hcnour- 
ab  1  e  Co iiirn i s s j. o n « 

A    ~  Higher  License  fees  for  trucks  and  buses, 
B    ~  Five  ton  limit  .ITer  trucks. 

C    -  Entire  abolition  of  trucks  with  tow  cars  unless  brakes 
are  100  per  cent  efficient, 

D      lEstablishiiient  of  freight  delivery  stations  in  cities  and 
,     villages  and  complete  elimination  of  home  delivery. 

E  -  Speed  limits  to  be  complied  with;   if  not,  have  a  fine  im- 
posed or  license  annulled. 

F  "  Special  tax  based  on  weight  of  trucks  and  buses » 

G  "  That  no  trucks  be  allowed  to  operate  on  our  regional 

roads  between  the  hours  of  7.00  a.  m.  and  7aOO  p.  m., 
such  as  exists  in  certain  States  of  the  American 
Republic  * 

:  -  That  owners  of  trucks  be  held  responsible  for  merchandise 
or  any  other  material  they  carry  and  while  in  their 
custody. 

Highway  Competition. 
We  m_ake  these  suggestions: 
.  Those  who  use  the  highway  for  comm.ercial  vehicles  should 

pay  a  tax  or  rrnpost  consistent  with  the  use  so  made. 
.  Width,  weight  snd  speed  of  commercial  vehicles  should  be 
such  as  to  permit  the  free  and  safe  use   of  the  highway  by 
other  users, 

.  Those  into  v/homi  the  movem.ent  of  freight  and  passengers 
upon  the  highway  is  confided  should  I'e  subjected  to  that 
physical  examination  that  will  protect  passengers  confided 
into  their  cars  and  other  users  of  the  kigh^/ay  from 
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accident . 

4.  Rates  charged  for  the  movement  of  freight  and  passengers 
should  be  subjected  appropriately. 

With  the  establisliraent  of  such  regulations,  competition 
becomes  fair  and  the  railv/ays  will  have  to  take  their  chance. 

Local  GommLmitles  affected* 
Dislocation  of  business  formerly  conducted  in  local 
community.     The  trucks  are  Isirgely  responsible  for  driving  the 
local  merchant  in  the  smaller  comrAunities  out  of  business  and 
centralizing  the  retail  distribution  of  merchandise  in  the 
larger  centres,   thereby  adding  to  the  ranks  of  the  unemployed 
persons  who  are  formerly  employed  in  retail  stores  in  the 
s  m.a  1 1  e  r  c  ommun  i  t  i  e  s  . 

Statement  of  Pacts , 
Truck  and  bus  competition  with  railways, 

1,  The  greater  competitor  to  the  railways  in  the  m.atter  of 
earnings  was  the  truck  which  accounted  for  '!p22,000,000  in 
frei.ciht  revenues  last  year.     Buses  only  accounted  for 

:|4, 000^000  of  the  loss  last  year,  but  the  private  passenger 
vehicles,   it  was  calculated,   took  away  313,000,000  of  the 
railroad  earnings, 

2.  Buses  can  m.ove  passengers  across  the  continent  on  a  three 
cent  passenger  m.ile  rate,   as  long  as  t;;ey  can  average  ten 
persons  per  bus  miile  and  meet  in  rate  their  com.petitor.  The 
truck  is  a  low  cost  operator  in  terminal  operations,  but  an 
excessively  high  cost  m.achine  in  the  road  haul  movem.ents. 
This  placets  a  liiriit  in  the  distance  it  can  move  freight  in 
competition  with  rail  ratese     There  is  no  doubt  that  con- 
siderable of  the  profits  the  trucks  are  making  in  the  short 
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haul  field  are  being  dissipated  in  moving  goods  at  greater 
distances  thar.  they  can  afford  imder  rail  competition. 

3.  Trucking  operations.       Bus  operations  are  carried  on 
practically  without  regulatory  restrictions.     Any  individual 
with  sufficient  funds  to  make  down  first  payment  on  a  truck 
and  to  pay  the  license  fee,  can,  in  general,   go  on  the  high- 
way and  operate  as  a  common  carrier. 

4.  Careful  estim.ates  of  the  tonnage  moved  hy  contract  and 
comjiion  carrier  trucks  have  been  made  for  the  year  1930.  The 
result  of  this  shov/ed  1,400,000  tons  as  the  tonnage  moved 

by  these  trucks.     This  traffic  probably  produced  a  revenue 
of  |8.00  per  ton  for  the  truck.     On  this  basis  the  total 
earnings  for  1930  would  be  |ll,200,000.       It  is  impossible  to 
get  any  m.easure  of  the  tonnage  formerly  enjoyed  by  the  rail- 
way and  now  moved  by  the  private  truck,  but  on  the  assump- 
tion that  it  v/ould  be  about  equal  to  the  common  and  contract 
carrier's  tonnage,  v/hich  seems  reasonable,  the  railways  of 
Canada  sustained  a  loss  of  #522,000, 000  in  freight  revenues 
during  1950,  adding  to  this  ^517,000,000  in  passenger  losses 
would  make  a  grand  total  of  :;)39,000,00C  lost  by  the  railways. 
The  total  Canadian  railways'  revenues  for  1950  am.ounted  to 
;i450,000,000  so  that  the  loss  of  the  highways  was  about  8«7 
per  cent  of  the  gross. 

5.  The  provincial  governing  bodies  are  cognizant  of  the 
fact  that  highwa:y  demands  and  expenditures  are  greater  than 
the  income  for  such  purposes,  and  that  the  highways  are  not 
being  paid  in  any  appreciable  degree  by  their  users.  In 
other  words,  the  trucks  and  buses  are  not  paying  for  the  use 
of  the  public  highways  even  where  the  use  is  for  personal 
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6.     At  present,  there  are  in  Canada  184^000  miles  of  improved 
railways.     It  is  calculated  that  this  highway  has  or  will 
cost  the  people  of  Canada  o900,000,000  ivhen  paid  for. 

New  construction. is  going  on  at  the  rate  of  ahout 
1*70,000,000  a  year.     An  examination  of  highway  requirements 
and  expenditures  for  1930,  and  they  are  not  materially  dif- 
ferent from  previous  years,  will  set  out  the  deficiency  in 
highway  financing. 

Cost  of  highwajfs  in  1930 


Interest  on  investment  at  5  per  cent 
Depreciation  at  2  per  cent 
Yearly  maintenance 
True  cost  for  1930 

Actually  spent  in  1950 

Maintenance 

New  construction 

Total 

Source  of  money  spent  in  1930 
Revenue  from  hlghv'/ay  vehicles 
General  taxes  and  sale  of  securities 
Total 


I  45,000,000 
18,000,000 
70,000,000 
133,000,000 

I  23,000,000 
70,000,000 
93,000,000 


I  43,000,000 
50,000,000 
95,000,000 


From  the  poove  it  will  be  readily  seen  that  to  meet 
the  yearly  cost  by  direct  user-^taxes,  v,'Ould  recp.ire 
:i|;90,000,000  in  addition  to  the  000,000  already  collected. 

The  railways  are  at  present  subject  to  regulations 
and  tariffs  issued  by  the  Board  of  Railway  Commissioners, 
'■mereas,   the  motor  trucks  and  buses  using  the  public  high- 
ways of  the  province  as  comi'non  carriers  are  not  subject  to 
any  tariff  respecting  rates,   and  the  regulations  resoecting 
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the  use  of  the  highv/ays  are  openly  violated. 

As  interested  parties  v/hose  revenues  are  >;'eing  de- 
pleted bj  the  sale  of  transportation  over  the  highv/'ay  at  a 
price  of  leas  than  cost,  we  should in  our  opinion,  do  all 
in  our  Dower  to  ensure  that  the  users  of  the  highway?"  pay  the 
total  cost  of  the  facility  provided  for  them.     This  msij  mean 
that  heavier  vehicles  should  pay  between  ,..500  and  11,000  per 
year  for  their  high?/ay  privileges*     In  addition,  a  fee 
should  oe  charged  for  the-  use  of  the  highway  when  used  for 
personal  gain.     It  is  our  right  as  a  railroad  to  deme.nd  this 
as  it  is  an  individual's     to  demand  that  these  vehicles  be 
operated  on  the  highways  in  a  safe  and  sane  manner »  Over- 
loading should  oe  stopped;   the  overloaded  truck  is  a  menace 
to  other  users  of  the  highv/ays .     The  use  of  trailers  should 
be  discouraged  on  the  ground  of  safety,  and  drivers  should 
not  be  permitted  to  work  longer  than  8  to  10  hours  p  '■■'ith 
such  safety  regulations  and  taxation  as  outlined  above,  and 
our  regulator^^  conditions  removed,  the  railroad  can  take  care 
of  its  own  interests.     Vife  should  determine  the  economic 
field  for  the  highway  vehicle  and  not  offer  any  serious  com- 
petition within  this  field,  but  if  the  truck  attsm.pts  the 
movement  of  goods  beyond  its  economdc  range,  we,  by  all 
means  at  our  c^jmmand,   should  meet  such  competition. 

Resolution  presented  to  the  Honourable 
Prhne  Minister  regarding  the  tax- 
ation and  regulation  of  buses 
and  trucks, 

V/hereas,  bus  and  truck  lines  are  competing  with  the 
railv/ays  handling  both  passenger  and  freight  shipm^ents  and 
are  permitted  to  operate  upon  the  public  highv/ays  which  are 
maintained  by  the  tax-payers  of  the  entire  province  without 
adequate  regulation  or  restriction. 
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Whereas  the  lack  of  taxation  and  leg5,slatlve  re- 
striction makes  it  possible  for  buses  and  trucks  to  ca.TTj 
passengers  and  freight  at  a  lower  rate  than  the  railways  can 
or  are  permitted  to  meet, 

Vfliereas  hus  and  truck  lines  only  duplicate  the  ser- 
vice furnished  by  the  railv/ays  s.nd  express  com.panies, 

l^ereas  in  the  early  days  of      steajii  transportation, 
without  regard  to  the  ultimate  effect,  over-building  of  rail- 
ways v«as  common;  resulting,  in  many  cases,   in  useless  dupli- 
cation, placing  a  great  burden  upon  the  country,  from  which 
it  is  still  suffering.     History  is  repeating  itself  in  the 
fact  that  bus  and  truck  transportation  systems  are  being 
allowed  to  create  further  unnecessary  duplication. 

¥/hereas  railways  are  forced  to  operate  under  rules, 
regulations  and  restrictions  as  to  operation  and  rates  im.~ 
posed  by  special  legislation  and  adm/inl stered  hj  the  Board 
of  Railv/ay  Commissioners  for  Canada  and  the  Quebec  Railway 
8-nd  Municipal  Board  which  ensure  proper  and  adequate  service 
to  the  country  at  large  at  a  fair  rate,  and  of  necessity 
at  an  operating  cost  higher  thaji  v/ould  be  necessary  if  the 
railways  were  not  forced  to  give  service  in  some  instances 
at  considerable  loss.    Motor  buses  and  trucks  should  be 
placed  -under  the  control  of  the  Board  of  Iiailway  Commissioners 
or  the  Quebec  Railway  and  Mun-icipal  Board  and  compelled  to 
operate  under  conditions  similar  to  the  railv^a^rs,  as  far  as 
practicable,  particularly  with  regard  to  regulation  of 
rates  etc.,  ellmJ-nation  of  cut-throat  competition, and  regu- 
lation of  working  hours  of  operators. 

Whereas  motor  bus  and  truck  transportation  systems 
are  enabled  to  carry  shipments  at  a  rate  lovrer  than  that  of 
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tho  rallvj9.j3  onlj  because  they  are  not  paY5.ng  their  proper 
share  of  facilities  of  operation  afforderi  to  them,  which  are 
paid  for  'bj  the  taxpa^^ers  of  the  province,  and  such  condition 
can  only  lead  to  large  losses  to  the  railways,  one  of  vrtiich 
is  CN-med  by  the  people  of  Canada  and  will  and  is  resultirg  in 
the  curtailment  of  railv/ay  operation  to  the  detriment  of  the 
people  and  industrial  life  of  the  country,  and  will  necessi- 
tate the  railways  imposing  such  hif;^her  rates  on  commodities, 
which  because  of  their  character  can  be  carried  by  the  rail- 
Tmys  only,  and  which  will  make  rates  in  respect  to  certain 
commodities  ¥/hich  are  the  necessities  of  life,  such  as  coal 
and  iron,  etc»  prohibitive. 

Miereas  we  consider  both  harmful  to  the  public  and 
unjust  to  the  railv/ays  and  railway  employees  for  buses  and 
trucks  to  use  the  highways  on  terms  with  respect  to  legis- 
lation and  taxation  which  exempt  them  from,  requirements 
bearing  heavily  upon  the  railways. 

Whereas  the  operation  of  motor  buses  and  trucks  as 
well  as  trailers  : nec.e. csitate  considerable  maintenance  cost 
on  highways,  additional  highways  and  highways  of  greater 
width,  and  will  continue  to  demand  such  additional  facilities 
in  order  that  the  private  motorist  m.ay  use  the  highways  with 
some  degree  of  convenience  and  some  measure  of  safety,  and 
under  existing  conditions  the  huge  expenditures  necessary 
would  be  borne  hj  the  publj.c  at  large  instead  of  by  bus  and 
truck  operators  who  make  them  necessary  and  who  will  derive 
a  greater  advantage  therefrom.. 

V/hereas  buses  and  trucks  without  proper  regulations 
and  restrictions  are  pennitted  to  monopolize  streets  within 
the  boundaries  of  mainicipalities  which  are  maintained  en- 
tirely by  the  taxpayers  of  those  communities,  and  suburban 
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highways  and  King's  highways  toward,  which  direct  heavy  con- 
tributions are  made  by  nunicipalities ,  and  therefrom  muni- 
cipalities should  be  entitled  to  some  fair  compensation  from 
bu3  and  truck  companies  in  ord-yr  to  lighten  the  tax  burden 
whi ch  is  be c omi n^i^  i nt o le r ab le  . 

■'vhereaa  the  ship-by-rail  association  of  Quebec 
fully  endorses  the  petition  already  sent  to  the  Prime  ilinis- 
ter  of  Quebec  by  the  section  of  railway  employees ^  Montreal^ 
signed  hj  Mr.  JuIrs  A.  Duasault  and  presented  by  Dr.Poulin, 
M.  P,  P.,  dealing  with  the  adverse  effect  upon  railway  erp- 
ployees  of  unfair  competition  of  buses  and  trucks,  and  point- 
ing out  the  necessity  of  rail¥/ays  to  the  industrial  develdp- 
m.ent  and  the  progress  and  growth  of  the  municipalities,  and 
to  the  fact  that  railways  are  amongst  the  largest  taxpayers 
in  the  country^   and  part  of  the  taxes  paid  by  them  is  used 
to  permit  and.  assist  co'.,  petit  ion  fro.a  buses  and  trucks  on 
an  c  nt  ire ly  unf a  ir  ba  si s . 

We  tb,ereforft  request  that  the  Legislative  Assembly- 
or  your  honourable  body  ~-  consider 

1 0  The  advisability  of  placing  the  operation  of  buses  and 
trucks  under  tl^e  control  of  the  Board  of  liailway  Comiid sslonera 
or  the  Quebec  Railway  and  i;:ur-..icipal  Board,   so  that  they  m.ay 
be  compelled  to  operate  under  conditions,  particularly  v^/ith 
regard  to  rtxtes  and  hours,  sim;,ilar  to  those  under  which  the 
railways  are  cofr^oelled  to  operate, 

2,  That  taxation  be  imposed  upon  buses  and  trucks  which  will 
represent  a  fair  proportion  of  the  cost  of  maintaining  ex- 
isting highways,  widening  actual  highways,  and  building  new 
highways • 

3.  That  a  fair  proportion  of  such,  taxation  be  paid  to  the 
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muiiicipal5-tios  as  a  reasonable  compensation  for  ths  coat  of 
the  orration  and  maintenance  of  paved,  streets  within  the 
boundaries  of  the  mimiclpaliti?;s  to  suburban  roads  and  King's 
highyva3''s  . 

I  thank  jov..,  gentlemen. 

TIE  CKti-IRMAN:  Are  there  any  further  presentations, 
Mr„  Moxon? 

THE  SECRi^^TARY:  I  have  no  further  names  to  give  to 
37-our  Lordship.     I  think  you  may  take  it  for  granted  that  there 
is  nobody  here  that  v/ould  care  to  be  heard, 

THE  CIiA.IKMAU:  If  there  is  nothing  more  we  will 

adjourn.. 

At  4.30  p.  m„  the  Commission  adjourned. 
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ROYAL  GOmaSSION  ON  RAILWAYS  AND  TRANSPORTATION 


The  Royal  Commission  appointed  to  inquire  into 
the  v;hole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,  shipping  and  communi' 
cation  facilities  therein,  having  regard  to  present 
conditions  and  the  probable  future  developments  of 
the  country,  met  at  the  Court  House,  Montreal,  on 
Thursday,  January  14,  1932. 


PRESENT : 

RIGHT  HON.  LYI^N  POORE  DUFF,  P  .C  . ,  Chairman 
RIGHT  HON.  LORD  ASHFIELD 
SIR  JOSEPH  W.  PLAVELLE,  Bart. 
BEAUDRY  LEMAN,  Esq. 
LEONOR  FRESNEL  LOREE,  Esq. 
WALTER  CHARLES  mJRRAY,  Esq. 
JOHN  CLARENCE  WEBSTER,  Esq. 

Arthur  Moxon,  Esq.,  K.C.,  Secretary 

PUBLIC  RffiETING 


Commissioners 


Representations  were  made  to  the  Commission  by: 

Mr.  J.  Stanley  Cook,  Secretary  Board  of  Trade 

Mr.  E.A.D.  Morgan,  K.C.,  Montreal  Central  Terminal 

Company 

Mr.  C,  Ross  Dobbin,  Montreal  Central  Terminal  Company 

Mr.  Seraphin  Ouimet,  Consulting  Engineer;  Legal 
Proprietors  of  Montreal,  and  Montreal 
Underground  Terminal  Company 

Mr,  H.  R.  Mallison  ) 

Mr,  Jacques  Perron     )  Provincial  Transport  Company 

Mr,  W.  M.  Tuff  )     Quebec  Motor  Highway 

Mr.  P.  A.  Nancekiwell  )  Association 

Mr,  Graham  Spry,  Canadian  Radio  League 

Mr.  W.  Plockhart  Drysdale,  M.E.I.C, 

Mr,  T.  R.  Kirkwood 
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Court  House ^  Montreal, 
Thursday,  January  14,1932 

The  Commission  met  at  10,30  a.m. 

THE  CHAIRMAN;     Mr.  Cook,  Secretary  of  the  Bop.rd  of 

Trade- 

J,  STANLEY  COOK  (Secretary,  Board  of  Trade); 
Mr.  Chairman,  we  have  a  corrmittee  that  has  been  v^orking  for 
some  time  on  this  rather  large  subject,  hut  they  are  not 
quite  ready  with  their  memorandum,  and  I  am  instructed  to 
ask  the  Commission  whether  arrangements  can  be  made  for  a 
later  hearing,  in  Montreal  or  Ottawa,  as  may  suit  your  con- 
venience . 

THE  -HAIRMN:     V'ie  shall  be  glad,  Mr »  Cook,  to  have 
your  memorandum,  and  then  if  you  wish  to  be  heard  there  will 
he  a  sitting  in  Ottawa, 

m»  COOK  J  We  should  like  to  present  the  m.eraorandum 
and  to  be  in  a  position  to  answer  any  questions  that  may  be 
asked  in  connection  v^/ith  our  submission, 

THE  CHAIRlvIAN:     VUe  shall  be  glad  to  hear  it, 

!vIR.  E,  A,  Do  MORGAN,  K.G,,.    (Montreal  Central  Ter- 
minal Company);     15r ,  Chairman,  on  behalf  of  the  Montreal 
Central  Termiinal    Company  I  should  like  to  file  a  general 
plan  and  to  request  that  at  the  convenience  of  th^  Conmission 
a  hearing  be  arranged  later  at  which  our  Chief  Engineer  will 
be  present.      Our  chief  engineer  formerly  was  Mr.  Holgate 
and  subsequently  Mr  o  Vi/illiamson,  of  Washington,  who  for 
many  years  has  been  an  expert  for  the  I.G.G, 

THE  GHAIRMHs     I  do  not  think  we  shall  be  sitting 
again  in  Montreal,  l-.lr .  Morgan,  but  we  can  hear  him  in 
Ottawa . 

m.c  MORGAK;     It  makes  no  difference,  sir.     I  shall 
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file  a  plan  and  also  the  report;  I  will  hand  the  latter 
over  to  the  Secretary  some  time  this  afternoon. 

m,  SERAPHIN  OUItlET:     Mr.  Chairman,  I  would  like  to 
file  a  statement  touching  the  railway  problem  in  Canada, 
a  history  of  Canadian  roads  and  an  analysis  of  their  finan- 
cial conditionj  with  five  proposed  remedies. 

THE  CHAIRMAN;     ¥/hom  do  you  represent,  Mr.  Ouimet? 

IIR.  OUIlvIET:     I  represent  the  Montreal  Underground 
Terminal  Company  and  the  Legal  Proprietors  of  Montreal,  and 
at  the  same  time  I  have  been  under  contract  with  the  Mon- 
treal Central  Terminals  Company,       I  speak  also  for  myself, 
because  my  submission  deals  with  the  question  of  trans- 
portation for  the  whole  of  Canada. 

I\iR.  MORGAN;     Speaking  as  attorney  for  the  Montreal 
Central  Company,  may  I  say,  Mr,  Chairman,  that  while  the 
Commission  no  doubt  will  be  pleased  to  hear  Mr,  Ouimet, 

at  the  same  time  we  do  not  wish  to  be  bound  as  a  company 
in  respect  of  anything  he  says  presuma"My  on  our  behalf. 

Mr,  Ouimet  was  at  one  time  a  sub -engineer  of  our  company  — 
of  course  that  was  some  years  ago  ~-  and  he  still  claims  to 
represent  us  because  he  has  a  notarial  agreement  with  us. 
However,  I  wish  to  make  this  reservation,  that  we  do  not 
want  in  any  way  to  be  held  responsible  for  anything  he  may 
say,  even  if  he  purports  to  say  it  on  our  behalf, 

THE  CtlAIRiVlAN;     Very  well,  Mr,  Morgan;  that  will  be 
understood, 

Iv]R,  OUI^AET;     I  do  not  intend,  Mr.  Chairman,  to  go 
through  the  submission  in  detail,  dealing  as  it  does  with 
railway  history  from,  an  engineering  point  of  view,       I  do 
consider  that  it  is  exceedingly  important,  however^  that 
the  members  of  the  Comrj.ission  should  read  the  report  which 
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I  have  prepared*      I  may  add  that  my  experience  is  the 
result  of  over  twenty  years'  work  on  railways,  having  been 
engaged  many  times  on  railway  tracings,  on  the  Transcon- 
tinental and  the  Canadian  l^orthern,  and  I  think  my  submission 
ra.ay  "be  useful  to  your  Commission, 

(Mr,  Ouimet  proceeded  to  read  extracts  from,  his 
brief,  a  copy  of  which  was  handed  to  the  Secretary.) 


(Page  1440  follows ) 
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Mr.  Tuff 

THE  CHAIP.MAN:  The  Provincial  Transport  Company, 

Mr.  Mallison. 

MR.  H.  R,  MALLISOlUPor  the  Provincial  Transport 
Company)!  Mr,  Chairman  and  rentlomen,  I  represent  the  Provin- 
cial Transport  Company;,  comprising  the  motor  coach  operators 
5.n  the  province  of  Quebec.     My  ob,1ect  is  m.erely  to  file  an 
appearance  r.efore  your  Commission  and  to  state  that  Colonel 
Vien  m-ade  application  to  the  Comiriission  yesterday  at  Quebec 
for  permission  to  appear  at  a  later,  date,  which  application 
you  granted » 

TEQ  CHAIRMAN:  Very  well.     Now  the  Quebec  Motor  High- 
ways Association,  Mr, Tuff. 

MR,  WM.  Mo  TIIPF( President,  Quebec  Motor  High^'ays 
Association);  In  representing  this  association,  Mr.  Chairman, 
I  might  state  just  v/hat  the  organization  is.     It  is  an 
association  of  motor  car,  motor  bus  and  m.otor  truch  operators 
Y/hc,  v/ith  motor  manufacturers,  tire,  gas,  oil  and  parts  man- 
ufacturers, distributors  and  dealers,  believe  In  the  neces- 
sity and  efficiency  of  motor  transportation  in  our  present 
commercial  and  social  life. 

The  Quebec  Motor  Highways  Association  beg  leave  to 
submit  to  ycu  tbe  viev/s  of  their  members  in  defense  of  the 
right  of  motor  truck  and  bus  highway  operators  as  an  essen- 
tial unit  in  the  general  transportation  pro^'lem  in  Canada, 
and,  inasmuch  as  the  views  herein  submitted  are  necessarily 
brief  and  of  a  general  character,  we  beg  leave  to  have  your 
permission  to  make  further  sulmission  of  facts  and  figures 
in  detail,  to  back  up  our  views,  which  suDmission  could  be 
mxade  separately  by  us,  or  jointly  with  the  brief  of  the 
Canadian  Automobile  Chamber  of  Commerce,  which,  we  believe, 
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xvlll  be  cubmitted  to  jou  on  January  19tli  next  at  the 
Provincial  Parliament  Buildings,  Toronto,  Ontario, 

In  the   first  place,  we  wish  to  state  that  we  fully 
recognize  the  difficulties  faced  by  the  government  and  people 
of  Canada,  by  the  -unfortunate  position  of  our  tvvo  great  rail- 
v/ay  systems  today,  and  vve  are  not  here  to  in  any  way  mini- 
mize those  difficulties        ho¥/ever,  in  view  of  the  fact  that 
v/e  feel  that  the  steam  railways  have,  during  recent  months 
been  conducting,  througli  the  Press  and  by  appearance  before 
public  gatherings,  an  energetic  campaign  against  highway 
ibpfan  sport  at  ion,  and  in  representing  that  a  large  proportion 
of  their  troubles  v/as    due  to  motor  highway/  competition, we 
do  feel  that  we  v/ould  be  less  than  fair  to  the  operators  of 
automobiles  and  trucks  and  buses,  and  to  the  public  in  gener- 
al, whom  they  serve,  if  v/e  did  not  defend  the  rights  of  this 
important  branch  of  transportation  in  Canada* 

Representations  which  the  railways  have  made  to 
yoior  honourable  body  have,  we  believe,  for  the  most  part 
been  made  in  camera,  and,  in  view  of  all  the  circumstances  in 
this  connection,  it  is  probably  in  the  "^Dest  interests  of  all 
that  their  statements  should  not  be  broadcast  in  public. 
We  can,  therefore,  only  assume  that  our  railroad  friends,  in 
asking  for  relief  fran  their  difficulties,  have  adopted  the 
same  attitude  to  your  body  that  they  have  in  their  recent 
public  utterances,  in  v/hich  they  have  plainly  intimated  that 
motor  highway  com-petition  has  been  responsible  for  a  great 
deal  of  their  loss  of  revenue.    We  cannot  help  but  feel  that 
our  railway  companies  have  over-estimated  the  facts  in  their 
public  representations  in  this  connection,  and,  lest  the 
wrong  Impression  may  have  been  created  by  them  with  you,  and 
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in  governinent  circles,  which  might  incline  you  to  consider 
unreasona'ble  restriction  of  highway  transport,  we  wish  to 
place  'before  you  our  viev/s  in  this  connection. 

Throur^hout  tho^  v/orld,  and  in  America  in  psjrticular, 
the  development  of  highway  transport  of  freie^ht  and  passengers 
by  public  carrierc  has  advanced  considerably  v/ithin  the  last 
seven  or  eight  years.     The  ready  public  acceptance  of  this 
mode  of  transportation  is,  v^e  believe,  due  to  the  flexibility 
of  service  thus  offered  to  present  day  movement  of  commerce, 
which  has  not  been  previously  available  through  the  railways, 
and  the  public  have  been  quick  to  realize  the  advantages  of 
rapid  door-to-door  delivery,  as  ag.^inst  the  slower  and  r-ore 
complicated  railv/ay  services  on  short  hauls. 

Many  railways  in  the  United  States,  and  to  a  lesser 
extent  in  Canada,  have  rocofpaized  the  value  of  motor  trans- 
port to  the  extent  of  going  into  it  either  directly  or  through 
subsidiary  companies,  thus  coordinating  motor  transport  with 
rail  transportation.     The  main  point  is  that  motor  transport 
has  become  a  practical  necessity  for  the  economical  conduct 
of  commercial  operatirns,  and  the  essential  point  is  to  decide 
under  v/hat  regulation  these  operations  should  continue. 

This  same  proposition  of  endeavouring  to  reconcile 
the  proper  operation  and  coordination  of  motor  transport  on 
comparatively  short  hauls  with  railv/ay  transport  is  facing 
cmr  neighbors  of  the  United  States  as  Y^ell  as  Canada,  and 
while  some  progress  has  been  made  in  some  States  and  prov- 
inces by  way  of  limiting  the  permits  to  --e  issued  to  comm.on 
carriers  on  the  highway,   and  regulation  as  to  operator  re- 
qaisites  and  InsurEjice  to  be  cs^rried,  to  date  no  satisfactory 
system,  of  control  of  rates  has  been  evolved.    There  are  miany 
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reasons  v;liy  come  similar  control  should  be  exercised  on.  liigh- 
v/ay  operations  as  is  in  effect  by  the  railways,  though  it 
seems  to  he  the  general  opinion  that  rather  than  this  regu- 
lation coming  under  the  Railway  Commission  it  can  he  host 
administered  through  provincial  control,  possibly  in  collabor- 
ation \¥ith  the  Dominion  Railway  Board,    We  trust  that  the  de- 
liberations of  your  Comriission  Y/ill  see  fit  to  make  some 
suggestion  in  this  connection,  which  will  be  effective  without 
being  too  onerous  in  its  operation. 

Im.portant  as  m.otor  transport  has  become  in  short 
haul  transportation,  it  is  still  very  small  as  compared  to 
the  transportation  by  rail^.'Vays,  and  in  representing  that  the 
financial  difficulties  of  the  railv^ays  are  in  any  v/ay  largely 
due  to  highway  transportation,  we  believe  gross  exaggeration 
has  been  made  use  of.     Statistics  have  been  prepared  by  the 
United  States  Automobile  Chamiber  of  Commerce  v/hich  shov/  that 
even  if  the  Mghways  Vvore  used  in  motor  transport  to  the 
fu.llest  extent  of  their  capacity,  the^J^  v/ould  still  handle  less 
than  15  per  cent  of  the  country's  total  freight  m.ovement. 
As  a  m.atter  of  actual  fact  it  is  figured  that  at  present  less 
than  7  per  cent  of  the  total  traffic  is  now  hauled  by  motor 
truck  in  the  United  States,  and  proportionately  this  would  be 
m.uch  less  in  Canada, 

On  the  other  hand,  privat-,--;  automobiles  on  the  high- 
ways have  cut  into  passenger  earnings  of  the  railv/ays  to  a 
much  larger  extent  than  either  trucks  or  buses.    All  the  while 
the  railways  he.vc  been  slow  to  recognize  this  and  have  gone 
ahead  bl5.ndly  operating  heavy  passenger  car  schedules  at 
great  cost  to  their  coLipanies ,  and  in  many  cases  in  needless 
duplication  of  e;:ch  other  services,   in  face   af  the  evident 
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f<.-ct  that  the  pub  .lie  prefer  the  i^^ore  convenient  movement  hj 
private  automobile. 

Unquestionably  the  railv/ays  of  Canada  as  \\rell  as 
those  of  the  United  States  are  suffering  from  lov/or  revenues, 
due  to  the  present  commercial  depression.     They  are  likewise 
suffering  from  an  excessive  pajrroll,  based  on  schedules  of 
wages  built  up  in  war  tim.e  stress  and  continued  by  agreements 
with  their  worldlng  trades,  which  brings  about  a  situation 
that  cannot  be  borne  by  any  other  commercial  industry.  Their 
present  efforts  of  reduction  in  rates  of  pay  are  rather  be- 
lated but  in  the  right  direction. 

-  Vife  likewise  believe  that  the  two  great  Canadian  rail 
way  systems  have  spent  tremendous  amounts  in  competitive 
rivalry,  each  trying  to  secure  from,  the  other  system  the  traf 
fic  that,  the  other  was  carrying,  and  ths  total  amoimt  of 
tonnage  was  not  in  any  v^ray  increased  thereby,  but  only  re- 
sulted in  "what  was  one  system's  loss  was  the  other's  gain." 

?/e  v;ould  also  siiggest  that  as  a  result  of  probable 
over- enthusiasm  or  inaccurate  judgment  there  havebeen  xm- 
fortunate  and  extravagant  investments  in  connection  with  thei 
expenditures  in  superfluous  and  unproductive  steamships,  and 
in  the  promotion  of  hotels  and  pleasure  resorts. 

We  also  submit  that  the  railways  have  been  slow  in 
adopting  improved  methods  of  admiT'i strati on  and  operation 
which  changing  conditions  make  necessar^^  in  every  industry, 
and  that  the  continuance  of  red-tape  methods  and  systems, 
built  up  by  precedent  over  a  term  of  years,  is  costing  the 
railways  considerable  money,  which  in  more  flexible  organi- 
zations would  have  been  long  since  remedied  with  the  changes 
in  general  conditions. 
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Altogether  we  submit  that  the  position  in  which  the 
railwa^rs  find  themselves  is  to  a  vr^ry  sras-ll  extent  due  to 
bus  and  truck  competition;  to  a  larger  extent  due  to  private 
automobile  transportation;  but  mainly  due  to  the  other  causes 
which  we  have  suggested  herein. 

In  some  quarters  there  has  been  a  tendency  to  attack 
motor  highway  operation,  both  as  to  private  vehicles  as  well 
as  trucks  and  buses,  on  the  general  basis  that  this  method  of 
transportation  has  not  been  paying  its  just  proportion  of  the 
public  expenditure  in  highway  facilities  for  their  use,  and 
we  are  forced  to  sa:/  that  som.e  interests  have  gone  to  great 
lengths  in  building  up  a  fabric  of  figures  as  to  the  cost 
chargeable  against  motor  higjiv/ay  operations.     Some  have  gone 
so  far  as  to  endeavour  to  capitalize  every  dollar  that  has 
been  spent  on  roads  —  motor  or  otherv/ise        in  Csjiada  since 
Confederation,  which  on  the  face   of  it  is  ridiculous*  Pre- 
sumably we  would  have  needed  roads,  end  v^/ould  gradually  have 
improved  our  road  s^rs terns  even  if  no  automobiles  ever  had 
come  into  the  picture.     So  that  all  capital  investment  in 
all  kinds  of  roads  is  hardly  chargeable  against  the  motor 
car  operator. 

The  debenture  debt  of  all  the  provinces  in  Canada  on 
account  of  highways  at  the  end  of  1929  was  1288,900^000,  and 
this  v/ould  include  considerable  amounts  by  way  of  grants  to 
county  roads.     Let  xis  assume  therefore  that  our  total  highway 
Investment     on  account  of  motor  vehicles  is  1350,000^000, 
vi/hlch  would  include  sll  the  provincial  debts  and  leave  a 
considerable  amount  for  coujity  road  contributions.  Annual 
interest  at  5  per  cent  on  this  invest-ment  would  be 
|17,G00,000;  a  further  5  per  cent  might  be  charged  for 
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depreciation)   and  the  actual  amount  spent  on  maintenance  on 
provincial  highways  in  1929  was  :;:>21,000,000 ,     Surely  these 
allov/ances  are  liberal  enough  and  make  a  total  annual  cost 
of  ;;?66,0O0^000. 

The  provinces  of  Canada  collected  in  total  revenue 
in  1929  from  motor  vehicles  $41,000,000,  while  the  Dominion 
government  collected  for  the  same  year  in  customs  and  excise 
revenue  from  motor  vehicles  :$26 ,000^000 .     This  in  no  way 
refers  to  the  value  of  the  m.otor  industry  to  Canada  In  general^ 
which  in  automobile  factories,  in  affiliated  industries  of 
parts,   accessories,  gas  and  oil  and  tire  industries,  to- 
gether with  garage  and  service  station  employees,  give  a 
total  omployiTient  in  Canada  of  approximately  70,000  people, 
with  municipal,  provincial  and  Dominion  taz  contrlJoutions , 
which  these  estaolislnments  and  their  employees  make. 

We  therefore  feel  that  on  the  face  of  it  it  would 
seem  to  be  apparent  that  motor  car,  truck  and  bus  operations 
are  paying  their  way  so  far  as  i.dghway  expenses  are  concerned, 
as  v/ell  as  the  fact  that  the  motor  and  allied  industrien  are 
a  real  asset  to  the  cominercial  and  economic.      life  of  the 
coimtry. 

As  stated  at  the  beginning  of  our  submission,  these 
views  are  given  in  a  general  way,  and  we  should  like  to 
couple  with  them  a  further  submission  of  facts  and  figures 
to  back  up  these  points,  which  we  should  like  to  arrange  to 
give  in  collaboration  with  the  submissions  of  the  Canadian  . 
Automobile  Chamber  of  Commerce,  who  we  believe  purpose 
appearing  before  your-  honourable  body  in  Toronto  on  January 
19th, 

G0MI/IIS3I0KEK  LOR^ilE:  How  many  chartered  bus  lines 
does  your  association  represent? 
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MR.  TUPP:  I  did  not  "bring  that  down.     We  are  affili- 
ated with  practically  every  oil  and  gasoline  station, 

00MISSI0R2R  LORES:  I  am  talking  of  chartered  nus 

lines , 

MR,  TUPP':  They  are  more   or  less  acting  separately  • 
through  the  Provincial  Transport  Company ^  represented  by 
Mr.  J/Iallison. 

COMMISSIONER  LOREE:  How  many  are  there? 

MR,  TUFF:  In  the  province  of  Quebec  there  are  pro- 
bably 7  or  8, 

COMMISSIONER  LORSE:  How  ms-ny  of  them  are  paying 
dividends  ? 

MR.  TUFF:  I  have  net  had  the  privilege  of  looking 
at  their  books. 

COMlvlI  SSI  ONER  LORSE:  To  be  frank  with  you,  I  have  been 
wondering  whether  that  was  a  very  temporary  mode  of  trans- 
portation, or  v/hether  it  would  be  self- sustaining.     1  do  not 
find  that  generally  they  are  paying  their  expense So 

MR.   TUFF:  I  would  rather  speak  more  for  the  Motor 
Truck  Association.     I  can  say  that  we  have  some  very 
successful,  operators;  they  are  paying  their  way  and  doing 
quite  well.    Yor.  will  probably  find  there  has  'been  consider- 
able talk  about  motor  truck  people  getting  traffic  through 
the  cutting  of  rates.     It  would,  rather  surprise  you  perhaps 
to  know  that  some  motor  truck  companies  nov/  are  getting  in- 
creased rates  over  the  railway/  charges  on  account  of  quick 
delivery. 

COMMISSIQIER  LORSE:  Are  they  common  carriers,  not 

contract? 

MR.  TUF"^:  They  are  general  merchandising  contractors, 
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and  will  tsike  on  every  and  any  firm  that  needs  their  services. 
It  is  very  seldom  they  find  any  concern  shipping  sufficient 
merchandise  in  one  direction  to  keep  one  company  busyo  But 
we  have  one  instance  where  we  had  competition  from  the  rail- 
way company  for  the  bread  delivery  business  of  a  chain 
store.     The  railway  company  represented  to  the  chain  store 
managem.ent  that  it  v/as  unfair  to  give  trade  to  motor  trucks. 
The  business  was  taken  av/ay  from  the  motor  truck  company 
and  given  to  the  railway.     The  best  they  could  do  was  to 
take  the  bread  at  night  and  deliver  it  next  evening*  The 
m.otor  truck  takes  it  at  two  o'clock  to  sell  over  the  counter 
in  Kingston  at  7  a.m.     I  give  that  illustration  because  of 
the  false  statements  v/e  hear  from  time  to  time  as  to  the  way 
in  which  motor  truck  operators  secure  their  business.  I 
will  admit  that  in  every  line  of  business  a  certain  number  of 
outlav/s  will  be  found;  they  pick  up  freight  for  whatever 
they  can  get,  but  enentually  they  go  out  of  business.  We 
are  representing  people  who  are  operating  on  a  paying  basis, 
on  a  proper  schedule,  and  on  proper  licenses. 

C0ffl.f.I3SI0NEK  LORES:  V/hat  is  your  longest  haul? 

MRo  TUFF:  Buffalo  to  Montreal.     The  Hoare  Transport 
Company,  the  Van  Dyke  Lines,  the  Norman  Transfer  and  the 
Mercer  Transport  Company  are  some  of  our  principal  trucking 
companies. 

COMMISSIONER  LORES: Last  night  I  was  reading  in  the 
Saturday  Evening  Post  an  article  by  Arthur  Curtiss  James  re- 
garding truck  shipments  from  New  York  to  Detroit »He  figured 
that  a  man  driving  eighteen  hours  a  day  made  ninety- three 
cents  an  hour,  but  that  did  not  allow  anything  for  capital 
charges  or  for  depreciation.  I  have  wondered  whether  the 
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service  could  be  maintained  on  its  merits,  or  would  foe  con- 
fined to  a  rather  restricted  area, 

MR.  TUFF:  In  the  past  there  has  hesn  c^i  ite  a  lot  of 
that  —  the  man  really  did  not  knov/  v/hat  his  operations  were 
going  to  cost  him.     But  the  Fiotor  trade  is  getting  more  or 
less  stabilized  today  and  when  we  start  to  finance  a  man  ?/ho 
is  going  into  the  business  we  naturally  find  out  what  he  is 
going  to  do.     It  is  put  through  our  hands,  we  knov;  the  oper- 
ating costs,  and  if  we  fif^ure  the  proposition  is  not  a  paying 
one  vv-e  do  not  give  him  cur  merchajidise ,     That  is  the  check 
that  is  being  put  on  motor  transport  today.     That  is  one  of 
the  reasons  ¥/hy  we  are  representing  a  lot   of  these  motor 
truck  companies.    We  are  in  reality  a  part  of  the  manufactiop- 
ers,     I  can  sa:/  in  all  fairness  that  we  know  v/hethor  a  m.an's 
proposition  is  going  to  pay  before  we  give  him  our  merchan- 
dise;    if  it  is  not  a  pa3?-ing  proposition  he  does  not  get  any 
business. 

COMMISSIONER  L0ES:Q!  To  what  extent  do  you  go  outside 
the  less- than-carload  field? 

Mi..  TUFF:  That  would  depend  entirely  on  the  class  of 
merchandise.    We  are  .just  like  the  railroad  companies,  we 
have  various  rates  to  carry  various  classes  of  merchandise . I 
could  not  give  those  figures  offhand,  but  if  3rou  want  them  we 
will  certainly  submit  them  on  the  19th  at  Toronto.     We  did  not 
kaov/  what  you  would  want  this  morning,  and  were  rather  at  a 
loss  wh?.t  to  say  or  do. 

TE2  CHAIRMAN:  There  is  one  remark,  Mr*  Tuff,  that  I 
think  perhaps  calls  for  comment.     You  said  something  about 
representations  being  made  in  camera  by  the  railways.     I  may 
say  that  the  motor  vehicle  people,  that  is,  the  people 
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interested  in  this  highway  traffic,  will  have      full  oppor- 
tunity to  comment  upon  any  proposals  that  ma^'-  be  made  by  the 
railways  in  respect  to  the  regulation  of  motor  traffic, 

MR.  TTjpF:  That  is  -^rorj  nice.     That  is  really  one  of 
the  things  I  did  intend  to  ask  you,  whether  we  would  have 
that  privilege,  because  we  think  it  is  cnlj  fair  that  we 
should  have  ito     Gentlemen,  I  thank  :/ou.     If  there  is  anything 
we  can  enswer  on  the  19th  at  Toronto,   and  you  w:lll  give  xis  a 
memorandTJim  as  to  how  far  you  would  like  us  to  go  into  this 
as  a  matter  of  detail,  we  shall  be  very  glad  to  give  you  any 
information  that  we  have  neglected  to  furnish  this  mofnlng. 

THE  CHAIRMAN:  Thank  you,     Hr,  Graham  Spry  of  the 
C  an  ad  iaji  R  adi  o  Le  8.gue  « 

MRoGRAHAll  SPRY( Chairman  of  Executive  Comjuittee  of 
Canadian  Radio  League);  Mr,  Chairman,  I  wish  but  briefly  to 
detain  the  Commissiono     My  purpose  in  appearing  is  to  show 
the  relationship  betv/een  the  transmission  Y/ires  of  the  two 
railway  telegraph  comipanies  and  the  broadcasting  problem-  in 
Canada,  and  I  hope  also  to  be  able  to  show  that  with  the  im- 
provement  of  broadcasting  there  can  be  a  verj  substantial 
improvement  in  the  revenues  of  the  wire  companies.  Further, 
I  hope  to  suggest  that  with  respect  at  least  to  broadcasting 
there  is  a  real  field  for  economy  through  cooperation  of  the 
wire  companies.     If  you  will  permit  me.  Sir,   I  will  read  a 
fe'.v  of  the  remarks  in  this  memorand^jm.  which  I  desire  to 
leave  with  your  Secretary. 

I  speak  on  behalf  of  the  Canadian  Radio  LeagU-e^ 
V'/hich  is  entirely  a  voluntary  organization  advocating  the 
nationalization  of  broadcasting  in  the  Dominion  of  Canada. 
V'lith  that  object  in  view  the  Canadian  Radio  League  is 
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very  much  interested  In  the  two  transmission  services  of  the 
railways  which  are  used  for  relaying  prograintnes  across  the 
Dor.iinicn.     I  will  not  descrioe  the  structure  of  Canadian 
oroad casting.     The  point  is  that  the  two  railways  have  heen 
the  pioneers  in  developing  transcontinental  broadcasting  in 
this  country,  that  the:/  have  provided  their  wire  services 
v/hioh  have  made  that  "broadcasting  eiTective,   and  that  they 
have  made  possihle  some  of  the  best  programmes  produced  in 
Canada,     Indeed,  even  this  year  v/hen  the  railways  have  greatly 
reduced  the  amount  of  their  broadcasting  appropriations,  v/hat 
the  railv/ays  do  now  represents      half  or  more  than  half  of 
all  the  national  broadcasting. 

The  wires  are  vital  to  Canadian  broadcasting,  and 
the  network  broadcasting  depends  entirely/"  on  those  wires. 
•There  is  in  construction,  I  understand,  a  third  circuit  which 
will  embrace  the  Bell  Telephone  CO'iipany  and  other  telephone 
companies,   such  as  the  Maritime  Telephone  Company  and  the 
three  government  telephone  system.s  in  the  prairie  provinces. 
Of  course  I  am  only  concerned  here  with  the  tv/o  telegraph 
companies  of  the  railway  systems. 

This  description  which  I  have  very  hastily  given, 
just  sketching  the  outlines  of  the  broadcasting  structure ^ 
has,  I  hope,  brought  out  the  im^portance  of  the  railways  to 
our  broadcasting  e     stence . 

There  is  a  second  phase.     Through  the  production  of 
programmes  by  the  railways  they  are  m.aking  possT'/le _^  to  som.e 
extent  at  least^  the  financing  of  many  of  the  broadcasting 
stations  in  Canada,     The  railways  v^ill  originate  a  jorogramme 
in  their  ovm  studios,   say  in  Montreal  or  Toronto,   they  ¥/ill 
then  buy  time  fromx  twenty  to  twenty-five  stations  from,  coast 
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to  coast  .      The  purchasing  of  that  time  in      very  large 
measure  enables  those  stations  to  exist.     In  one  case  a 
station  has  received  in  the  past  few  years  from  one  railway 
alone  a  sum  of  :.;60,000  for  tho  rent  of  time.     Certain  stations 
are  prepared  to  improve  their  facilities,  providing  they  can 
make  contracts  for  time  with  the  railvmys. 

It  may  be  asl^ed,  why  should  the  railways  perform 
this  service.     It  has  been  described  sometimes  as  a  luxury 
service.     That  is  not  the  view  that  I  am  here  to  support. 
The  value  of  this  service  that  the  railv/ayc  render  to  the 
public  is  twofold.     First,  programiTi.es  containing  only  the 
minimum  of  advertising  material  have  a  very  definite  public- 
ity value.  Thus,   the  Canadian  National  Railway  series  of 
historical  dramas  advertised  the  history  and  beauties  of 
various  tourist  resorts;  while  the  CanadiEn   Pacific  Railway 
Musical  Crusaders  advertised  the  world  cruises  of  the  ocean 
services  of  that  railway.     The  second  value  of  broadcasting 
to  the  railways  is  the  revenue  derived  from  the  use  of  the 
wires  for  broadcasting  purposes,  and  that  I  think  is  the 
central  aspect  of  this  memorandum  which  I  sm  instructed  to 
submit , 

The  railways  derive  revenue  from  the  sale  of  time 
to  other  broadcasting  interests.     For  example  one  broadcasting 
programme  which  I  have  in  mind  co-.t  the  copTpany  sponsoring 
it  ;,9l,200  for  the  railways  netv/ork  of  tv/enty-one  stations. 
The  argument  I  am  supporting  is  that  the  miore  network 
prograimr.es  there  are  in  tills  country  the  greater  the  revenue 
of  the  wire  companies  will  ■..■e.     It  is  here  that  the  objects 
of  the  Canadian  Radio  League  coincide  with  the  interests  of 
the  v/ire  companies. 
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The  question  for  both  the  v/ire  services  and  for  the 
Canadian  Radio  League  is,  hc¥/  can  the  fins.ncing  of  Canadian 
broadcasting  be  so  improved  that  there  v/ill  be  an  increased 
number  of  Canadian  programmes »     The  real  problem  of  Canadian 
broadcasting  is  financial;  the  problem  is,  where  is  the  money 
to  be  found  for  financing  stations  and  producing  programmes 
and  paying  to  the  railY/a^r  companies  the  ¥/ire  charges. 

There  is  the  method  in  vogue  in  Great  Britain  of  a 
license  fee  —  that  method  I  am  supporting  here  ;     there  is 
the  8-dvertising  method;  there  is  the  method  of  a  subsidy. 
The  last  method  I  think  may  be  ruled  out  at  once;  govern- 
ments should  not  be  asked  at  this  time  to  subsidize  Canadian 
broadcasting,,     The  advertising  method  in  this  country,  if  I 
ma^T-  state  it  categorically,  will  not  finance  adequate 
Canadian  broadcasting  from_  a  national  point  of  view. 

It  may  be  conceded  that  there  is  enough  advertising 
revenue  5n  Toronto  and  Montreal  to  provide  Toronto  and 
Montreal  and  district  with  an  effective  broadcasting  service; 
but  there  is  not  sujfficient  national  advertising  revenue  — 
that  revenue  from,  which  railwa^r  wire  services  derive  their 
money  ~-  there  is  not  enough  of  that  revenue  to  make  effec- 
tive national  broadcasting  in  any  serious  measure. 

The  advertising  method  may  be  dismissed  along  with 
the  government  subsidy  as  a  m.ethod  of  im/oroving  broadcasting 
and  increasing  the  number  of  programmes  sent  over  the  railv/ay 
transmission  wires.     It  costs  from  i'pSO^OOO  to  ;|plOO,000  to 
■put  on  a  series  c;i  national  programm_es  of,   say,  an  hour  a 
week  for  fromx  21  to  26  weeks <,     How  many  national  advertisers 
are  there  in  Canada  v/ho  are  prepG.red  to  spend  that  sum  for 
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Obviously  the  advert! s?".ng  method  cannot  "be  looked  to  for 
improving  the  number  of  programtries  sent  over  the  wire  trans- 
mission services  of  the  railroads o 

The  practical  method,  the  sane  method,  is  the  method 
of  collecting  a  license  fee.     At  present  the  government 
collects  a  dollar  fee  from  each  ov/ner  of  a  receiving  set. 
The  Canadian  Radio  League  is  in  agreement  with  the  Aird  ^ 
Commission  on  Broadcasting,  which  in  its  report  of  September 
11,  1929,  recommended  that  the  fee  should  be  raised  to  '4'5 
a  jQBT  ~-  less  than  a  cent  a  day.     This  license  fee  v/ould 
produce  today  an  annual  revenue  in  excess   cf  fl, 500, 000, 
The  Department  of  Marine  estimates  there  will  be  at  least 
600,000  listeners  at  the  end  of  this  fiscal  year.  The 
Canadian  Radio  League  after  a  careful  investigation  estimates 
that  within  tv/elve  months,  provided  there  is  a  vigorous 
collecting  agency  v/hich  has  a  direct  interest  in  increasing 
its  revenues,  the  number   of  license  holders  in  Canada  will 
increase  from  SOO,OOC  to  700,000  or  000,000.     In  other  words, 
from  the  collection  of  the  increased  license  fee,  bearing 
very  lightly  on  the  listener  —  no  more  than  a  cent  a  day  — 
and  not  imposing  a  burden  either  on  the  provincial  or  the 
Federal  goverranent,  yet  providing  a  revenue  of  from 
$1,500,000  to  :,;';2, 000,000  for  radio  purposes  — 

TIE  CHAIRMAIT:   Of  course,  Mr.  Spry,  you  realize  that 
broadcasting  is  not  directly  within  the  scope  of  our  investi- 
gation. 

MRc   SPRY:  V/=-^at  I  am.  about  to  say.  Sir,  is  precisely 
relevant.     Of  this  amount  some  :K250,000  would  be  paid  to  the 
railway  companies  for  their  wire  services o     That  is  many 
times  the  gjaouiit  of  revenue  they  now  receive.     That,  sir,  is 
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the  Y/hole  point  of  this  memo r and imi. 

The  suggestion  here  —  and  I  turn  the  pages  rapidly, 
sir        is  that  the  tvo  railv/ay  telegraph  companies  cooperate 
in  this  way,  that  their  "broadcasting  facilities  and  staffs 
be  amalgamated  under  a  new  company j  that  this  new  com.pany 
create  a  programme-building  organization  to  assist  the  spon- 
sors of  indirect        and  I  emphasie  indirect  ~-  advertising 
programmes,  as  well  as  provide  their  ovm  railway  programmes. 
This  company  could  operate  either  under  nationalization  or 
under  private  ownership. 

The  advantages   of  such  a  pooling  of  wire  services 
and  the  formation  of  a  programm.e-huilding  organization  ~- 
I  hope  this  is  relevant;   it  has  definite  relationship  to 
subsidiaries  of  railv/ay  companies  —  appear   to  be: 

1«  The  provision  of       stand-by  circuits,   so  that  in 
case  of  breakdown  on  one  circuit  the  progrconme  could  be 
immediately  continued  over  the   other  circuit. 

2,  The  use  of  one  circuit  for  telegraph  purposes 
and  the  other  for  broadcasting  purposes,  with  the  result  that 
there  would  be  a  greater  nunfoer  and  greater  choice   of  hours 
for  network  broadcasting. 

3,  The  reduction  of  costs  through  the  use  of  one 
set  of  offices,  studios,   and  so  on. 

4,  The  possible  reduction  of  wire  charges  to  broad- 
casters, with  a  consequent  increase  of  broadcasting.  This 
would  encourage  further  broadcasting,  would  produce  further 
revenues  for  the  railways,   and  would  facilitate  Improving 
the  number  of  progTammec. 

This  proposal  is  respectfully  submitted  to  the 
Royal  Commission  on  Railways  and  Transportati'rn,  and  I  thank 
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you  ,  Sir,   for  allovs/ing  me  the  privilege  of  doing  so. 
THE  Oi AIRMAN t  Mr.  Drysdale. 

MR,  W.  FLOCKHMT  DRYSDALE.   Mr.  Chairman,  I  havo 
been  listening  this  morning  to  the  discussion  v/ith  regard  to 
some  of  your  proolems  relating  to  freight  and  passenger 
traffic .     I  am  speaking  as  an  individual  engineer  v/ith  a  cer- 
tain amount  of  experience,     I  am  not  touching  on  the  freight 
question  oecause  I  feel  that  in  the  long  run  that  is  not 
going  to  worry  you  ver^r  much,  except  v/ithin  a  short  radius. 
My  remarks  will  he  confined  to  what  I  happen  to  have  o-j served 
in  this  district  and  on  a  TDarticular  line. 

I  am  interested  primarily  in  the  line  between  Ottawa 
and  Montreal  which  happened  to  he  built  v/hen  the  tunnel  was 
put  through.     I  think  it  was  started  after  the  war  and  is  the 
youngest  and  last  developed  line  around  here.     The  15.ne 
passes  through  a  garden  district,  many  of  us  have  properties 
there,   and  we  have  'jeen  living  in  hopes  that  we  ¥/onld  got  a 
train  service  which  would  enaV^le  us  to  commute  back  and 
forth »     Ivly  impression  is  that  any  time  the  point  v/ould  come 
up  of  duplication  of  services  between  Montreal  sjid  Ottawa  the 
younger  line  had  to  take  the  cut,  v/hich  is  natural.  But 
things  have  gone  from  bad  to  worse and  I  have  one  or  t?/o 
suggestions,   sir,  which  will  take  me  only  five  minutes  to 
read. 

This  is  m.y  memorandum; 
\¥ith  a  view  to  exposing  certain  undeveloped  business, 
as  vvell  as  effecting  radical  economies,  v/hich  should 
help  the  Canadian  railv/ays  to  overcom-e  the  sen  ous 
economic  difficulties  which  they  are  enc  ou.ntertng  at  the 
present  time,  the  writer  respectfully  makes  the  folloYfing 
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suggestions : 

1.  That  the  Comdiission  should  enquire  into  the  possihil- 
ity  of  increasing  revenue  Dy  the  reduction  of  fares  and 
by  scheduling  trairs  convenient  to  the  travelling  public. 
This  applies  particularly  to  suburban  traffic. 

2.  That  the  Commission  should  Investigate  a  r^^cent  rg^d- 
ical  departure  in  Dassenger  siid  light  freight  rolling 
stock.     The  ratio  of  useful  load  to  total  weight  is  20 
per  cent  in  the  new  equipment,  against  the  present  ratio 
of  2  per  cent.     First  cost,   operating  cost  and  upkeep  ex- 
pense are  greatly  reduced;   average  speed  is  doubled. 

3*     That  the  Commission  should  seriously  consider  the 
application  of  items  1  and  2  to  the  tunnel  terminal  line 
betv/een  Ottawa  and  Montreal.     This  line  is  not  used  very 
m,uch  at  present,   its  freight  and  passenger  service  can  be 
handled  economically  ":)y  methods  mentioned  in  item  2,  and 
if  results  come  up  to  indications,   the  same  application 
could  be  made  to  advantage  at  many  other  points  in  Canada. 

The  above  suggestions  are  based  on  obeervation  of 
conditions  on  the  line  between  the  timnel  terminal  and 
Ottav/a,  and  as  affecting  the  population  on  this  line. 
This  railroad  was  the  last  built  between  the  Metropolis 

and  the  Capital,  and  whenever  any  reduction  in  train 
service  has  bee-  demianded  in  the  past,  it  li.as  h^d  to  take 
the  cut        reason  of  being  the  least  developed  area. 
Owing  to  lack  of  train  service  through  this  garden  dis- 
trict, the  people  who  should  be  served  by  the  railroad 
have  been  forced  to  travel  by  automobile.     The  samie 
applies  to  the  freight,  wliicb  consists  largely  of  dairy 
products  and  light  package  freight.     This  has  reduced  i3he 
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mileage  travelled  per  year  per  head  of  population,  and 
increased  the  travel  hj  automoloile  at  higher  expense  to 
the  passenger.     That  there  is  an  ^andeveloped  field  for 
increasing  revenue,  we  are  certain,   and  if  it  were  possible 
to  travel  fr'eely  over  this  line  at  times  convenient  to  the 
public,  v/e  believe  there  would  be  a  large  migration  from 
the  city  to  this  part  of  the  country,  and  many  people 
would  live  there  all  the  year  round. 

Slov;  speeds  and  insufficient  number  of  trains  are 
the  direct  cause  of  the  loss  of  revenue.     The  people  have 
certain  rights  regarding  the  value  of  their  time,  andwith 
present  equipment  the  railroad  is  forced  to  move  back  and 
forth  a  heavy  amount  of  rolling  stocky   in  order  to  carry 
only  a  fcv;  passengers  at  inconvenient  hours,  and  also  to 
pay  the  wages  of  a  proportionately  high  number  of  opera- 
tors.    This  condition  can  easily  be  rectified.  Existing 
equipment  should  be  replaced  by  that  of  modern  design-. 

It  will  be  possi'^le  very  shortly  to  purchase  for 
about  ;;j.;l2,'^00  a  fifty  passenger  rail-bus,  which  is  a 
complete  unit  in  itself  with  baggage  compartment  carrying 
one  ton  of  freight.     This  is  only  a  fraction  of  the  cost  of 
the  present  equipment  which  it  will  replace,  and  as  these 
rail-bussGS  r^on  on  pneumatic  tires,  they  will  accelerate 
and  decelerate  much  quicker  than  any  piece  of  equipm.ent  so 
far  Introduced,     The  fuel  consumption  vi/ill  be  much  less, 
for  the  cars  are  very  light,  "rieing  made  largely  of 
klurninum.     The  v/ear  andtear  on  the  road  bed  will  be  at  a 
minimum..     Special  cars  can  reacU  ly  be  coiis truot od  to 
accommodate  milk  cans,  etc.,  thereby  doing  away  v/ith  the 
present  inconv^^nience  of  the  passengers  having  to  wait  at 
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the  stations  while  the  cans  are  being  loaded  or  imloaded. 
These  rail-buses  use  the  ordinary  grades  of  gasoline,  and 
have  small  standard  automobile  motors,  the  cars  ride  much 
mere  easily  than  any  other  rail  car  so  far  developed,  and 
as  the  pneumatic  tires  a'^sorh  the  shocks  between  rail  and 
car,  the  construction  of  all  the  rolling    parts  is  made 
much  lighter  than  is  the  case  v,/here  steel  v/heels  run  on 
steel. 

I  might  say,  Mr.  Chairman,  I  know  through  friends 
that  one  of  these  cars  has  ''een  received  on  this  side  of 
the  Atlantic,  but  it  Is  a  twentj'^-f our  passenger  car.  The 
other  cars  v.^ill  not  be  ready  for  some  time.     It  seem.s  to 
me  that  I  ought  to  let  you  Imov/  about  this  in  case  anything 
comes  up  in  the  future  in  connection  with  it. 

We  recommend  that  the  Comjnis sion  seriously  consider 
converting  the  Montreal  (TJnnel)   Ottawa  line  to  Rail-Bus 
service  exclusivoly ,  and  that  all  the  economies  in  reduced 
personnel! one  man  can  operate  the  rail-bus  if  necessary) 
at  is  som.ething  to  be  taken  up  witJi  the  unions,  I  suppose, 
—  eliminatio^-1  of  autom.atic  signals  and  despatching,  re^ 
duct  ion  of  cost  by  eliminating  checking  of  ^agfrage,  etc., 
should  be  tried  without  delay.       This  system^  can  be  ex- 
tended to  other  areas  with  corresponding  economies. .     It  is 
cor.sidored  that  six- rail -'rnisses  would  suffice  to  start 
w i t h  on  tills  -1 1  n e . 

In  our  opinion  if  the  railways  take  advantage  of  their 
present  resources  and  adont  up-to-date  methods,  one  loss- 
will  be  converted  into  a  gain. 

While  appreciating  that  we  have  only  touched  on  one 
phase  of  your  pro  ;lem-,  it  is  our  conviction  that  Viy  reducing 
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costs  as  outli:  ed  a^ove  you  will  secure  a  more  popular 
solution  than  by  the  alternative  of  raising  rates.  Should 
the  Commission  desire  further  particulars  we 
will  he  glad  to  place     ourselves  at  your  disposition. 

THIC  SECRETARY:     I  have  to  announce,  Mr.  Chairman, 
receiii    of  the  follov/ing: 

A  resoluticn  by  the  City  Council  of  St „  Lambert, 
ur-ging  completion  of  certain  portions  of  the  Canadian 
National  Railwa^rs  terminal  scheme  in  Montreal; 

A  private  submission  by  Mr.  J.  B,  Baillargeon^  of 
423  Ontario  Street,  Montreal,   copies  of  which  are  before  the 
Commission; 

A  letter  from  Mr,  L,  W.  Bailey,  of  Quebec  City,  with 
reference  to  railway  passes; 

A  submission  by  Mr,  Gordon  M.  Pitts,  Civil  Engineer 
of  Montreal. 

THb]  CHAIRMAN:     There  being  no  further  business  before 
us,   this  sitting  is  concluded. 

The  Commission  adjourned  at  12. 30  p,  m. 

After  the  adjournment  Mr,  T.  R.  Kirlrwood,   of  1210 
University  Tower,  Montreal,  handed  to  the  Secretary  a  m.emo- 
rnndum  which,  he  stated,  he  had  intended  to  submit  to  the 
Coramission,  and  requested  that  it  might    .'e  incorporated  in 
the  record  > 

This  is  the  memorandum: 
G-entlemien: 

In  accepting  the  invitation  extended  by  you  to  the 
public  to  submit  written  opinivyns  on  Canada's  trans-oortatio-n 


i 


-  1461  -  Mr.  Kirkivood 

pro^olem,  I  desire  to  emphasize  the  importance  of  inland 
water  transpcrtat lor. . 

Of  late  there  has  developed  in  tv/o  sections  of  Canada- 
Quebec  and  the  Maritimes        considerable  opposition  to  further 
improvement  of  navigation  in  the  upper  St »  Lav/rence  liiver, 
vi^hich  lacks  nothing  in  vocal  intensity  although  contributing 
not  a  single  sound  argument  against  the  project. 

Careful  stud;-/  of  these  sectional  objections  brings 
to  light  at  once  the  fact  that  ::>oth  Quebec  and  the  Maritimes 
are  impelled  to  argue  against  the  seav/ay  because  they  have 
other  fish  to  fry.     One  g^oup.   apparently  desires  to  exercise 
a  sort  of  monopoly  on  h^rdro-energy  in  the  St  o  Lawrence,  to  the 
exclusion  of  Ontario  and  ^ew  York  State;  and  the  other  desires 
to  utilize  the  National  Transcontinental  line  of  the  Canadian 
National  as  a  new  grein  route  to  feed  the  ports  of  Halifax 
and  Sto  Jolin. 

Let  me  say  at  once  that  I  am  heartily  in  accord  with 
the  natural  desire  of  the  maritim.es  ports  for  a  fair  shar 
of  Canada  is  grain  traffic;  but  I  have  no  faith  in  the  m.ethod 
proposed  to  gain  this  traffic. 

It  has  been  said  probably  from  coast  to  coast  that 
Canada's  present  railway  problem  is  the  result  of  too  much 
railway  mileage,     Now,  with  the  benefit  of  hindsight,  there 
are  .fem^  who  would  have  the  hardihood  to  insist  that  v/e  could 
not  have  done  with  considerably^  less  mileage.     It  m.ust  not  be 
forgotten,  however,   that  a  large  part  of  this  excessive 
mileage  was  constructed  because  of  the  force  of  optimilDtic 
arid  uninformed  sectional  public  opinion.     People  lost  sight 
of  the  country's  complete  transportation  picture  in  pressing 
for  supposed  sectional  advantages. 
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Becuase  thevf   is  a  large  surplus  of  little-used  rail- 
way mileage  io  not,   in  itself,  a  so^jnd  reason  to  neglect  the 
use  and  development  of  ouj:^  great  inland  v/aterway  system 
a  highway  that  has  always  ^.arried  the    ulk  of  the  west^s  large 
and  growing  traffic  in  grain  since  the  beginning  of  curplus 
production  in  that  section  of  Canada. 

\¥liat  would  have  l-een  the  cost  to  prairie  grain  gro.vers 
had  there  :>een  no  great  lakes  system?    V/hat  would  have  been 
the  loss  to  Montreal  anc  to  Canada  had  there  been  no  St, 
Lawrence  canal  system? 

Montreal    owes  its  position  as  Canada's  metropolis 
largely  to  the  fact  that  it  has  oesn  the  transfer  point  for 
traffic  between  lakes  and  oceari^j  due  solely  to  use  of  an 
improved  St.   Lawrence  river,         both  upfr.  r  and  lower  the 
upper  part  of  which  is  now  inadequate  for  the  needs  of  present 
d.Rj  traffic,     Yet_^  paradczloally,  the  press  of  Montreal 
leads  in  opposition  to  further  improvement  of  the  river. 

One  of  the  argumcnLS  employed  against  the  proposed 
deep  v/aterway  is  that  it  would  hurt  Canada's  railv/ays,  a 
statc-iinent  that  has  l^eon,  so  far,  'onaupported  hy  details  of 
how  tliis  evil  would  corae  a.^out,     Either  through  lack  of  know- 
ledge; or  because  of  prejudice,  propagandists  against  inland 
water  transportation  have  so  far  failed  to  explain  why  the 
Canadi.an  Pacific  v-:ailway    operate 3  its  own  fleet  of  passenger- 
cargo  vessels  between  Fort  William  and  Georgian  Bay  pcrts  — 
handling  each  season  thousands  of  tons  of  eastbound  and  west- 
'  ■ound  thrcogh  cargo  and  many  thousands  of  nassengers , 

This  aujiiliary  C,   lb  Pw  water  route  is  parallel  to 
its  'mainlii.e  on  the  north  shore  of  Lake  Superior  and^  ap'oarent- 
ly,  fuxictions  profita,  ly  in  spite  of  the  maritimes  dogm.a  tliat 
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"emplo-yment  of  canals,   Gervicable  part  time  only,   is  tin 
obsolete  means  of  transportation^   except  for  local  traffic, 
after  railways  have  Tvecn  construoted  paralleling  theinJ' 

Apparently  maritiiries  spol-smen  have  forgotten  the 
considered  stateirirmt  of  the  President  of  the  C.P«R,  made  to 
the  people  of  Halifax  -n  July  19th, 1929.     Mr.  Beatty  then 
said:   "  No  transportation  export  has  yet  l)een  sj^le  to  evolve 

a  way  in  which^  m^ithout  loss,  the  railways  can  com.pete  as 
to  certain  classes  of  traffic  with  an  all-water  route  equally 
available  to  the  shi-pper  " . 

Apropos  of  Mr.  Beatty' s  statement^*  it  reculros  but 
little  study  to  discover  that  the  all-rail  on  grain  of  19.34 
cents  per  hundred  po^mds,  Fort  Williajn  to  Halifax  and  Saint 
John  -~  demanded  by  r.iaritimes  port  interests        would  be 
of  no  use  against  the  potential  competition  of  Albany,  Hew 
York,  which  expects  by  next  spring  to  be  an  iwiportant  factog 
in  the  year-round  handling  of  Canada's  export  grain  traffic. 

Evidently  the  Quebec  laymen  opponents  of  the  St „  i 
Lav/rence  d«e-p  waterv^ay,  who  are  admittedly  satisfied  with  the 
present  inadequate  ].4-f t .   canals,  do  not  realize  the  potency 
of  the  new  competition  with  which  the  great  ports  of  Montreal 
and  Quebec  will  be  faced  upon  the  inauguration  of  Albany  as 
an  all-yea  r  ocean  port  included  in  the  important  "Horth 
At 1 ant  i c  Chart  e r  Kange . " 

It  has  required  a  good  m.any  years  for  Montreal  to 
build  her  grain  elevator  capacity  iip  to  the  15,000,000  bushel 
now  available.     Albany  is  constructing  in  one  "initial"  unit 
a  grain  elevator  of  13,000,000  bushels  capacity;   ten  million 
of  v/hich  has  been  leased  for  ten  years  to  one  of  the  largest, 
if  not  the  largest,  finns  of  grain  merchants  in  the  United 
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States , 

The  managerD  of  tliis  concern  are  not  fools.  They 
realize  that  they  can  secure  an  all-water  rate  from  Fort  _ 
William  to  Albany  ?/hlch  carji./t  be  equalled,  without  lossj  by 
the  all-water  route  tlrirough  the  present  14-ft.  canal  system 
to  Montreal,     They  knoY/  that  a  combination  of  lovi?  lake  rates 
to  Buffalo  with  the  now-established  rail  rate  from  Buffalo 
to  Albany  of  7  cents  per  bushel  on  export  wheat  will  place 
the  new  port  on  the  Hudson  in  a  strategic  position,  Albany 
will  be  able  to  draw  upon  the  immense  storage  pool  of 
4Cj000;000  to  65,000,000  bushels  a^^ailaVle  at  the  close  of 
lake  navigation  at  Buffalo  in  permanent  storage  elevators  and 
ship' s  bottoms . 

They  realize  that  Montreal,  Halifax  or  Saint  John  are 
not  "range"  ports;  and  that  3aint  John  and  Montreal  are 
penalized  by  additional  hull  and  cargo  marine  insurance  pre- 
miLimso     They  know  the  advantage  of  the  large  tonnage  of  tram-p 
vessels  usuall"-  availaole  in  the  vicinity  of  the  port  of  New 
York,     They  know  of  the  imT'iense  inbour.d  tx^affic,  destined  for 
interior  states,  to  be  developed  through  the  port  of  Albany, 
¥/hich  will  m^ake  available  ample  tonnage  of  shipping  to  carry 
away  Canadian  grain. 

Only  one  thing  can  curb  Albany's  ambitions  to  secure 
the  oulk  of  Canada's  eastern  movem.ent  of  exp.  ovt  grain.  The 
St.  Lawrence  seavsfay,  bitterly  opposed  by  Albany's  Port 
Commission,  will  do  it. 

Canada's  investmxent  is  im-mense  in  lake  shipping  and 
in  grair  elevators  a.nd  harbour  facilities  east  of  Port 
?/illlam.     A  deeper  St.  Lawrence  waterivay.   enabling  big  lake- 
grain-carriers  to  navigate  through  to  Montreal  and  Quebec  and. 
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indeed,  to  Halifax,  will  protect  this  investment  and  seciire 
to  Canadian  ports  the  handling  of  Canadian  traffic  n     And  It 
will,  as  Hal  if  ay.  and  Saint  John  seem  to  overlook.  Derm  it 
shipping  of  maritime^  coal  into  the  extensive  Lake  Ontario 
market . 

1  have  little  "oatience  vvith  the  arg-ument  of  some 
opponents  of  the  seawa^^  that  Canada  cannot  afford  the  cost  of 
the  seav/ay  project.     Few  have  the  slightest  idea  of  v/hat 
Canada^s  share  of  the  cost  of  navigation  is  likely  to  be. 
None,  apparently,  regaro  it  -~  as  they  should        in  the 
light  of  a  productive  investment  v/hich  will  also  protect 
Ganada^s  trade  routes  and  seaports.     Canada  carrot  afford  to 
do  without  the  seavifay. 

The  difficulty  is  that  Canadians  have  not  "^•een  given 
the  henefit  of  official  studies  of  the  economics  of  the 
St.   Lav^rence  project.     The  authorities  at  Ottawa  have  long 
been  comnitted  to  it  as  a  sound  development o     Both  Mt ,  Bennett 
and  Mr.  King  have  stated  they  vvould  huild  the  seaway.  To 
enable  them  to  take  this  position  they  must  have  been  for- 
tified oy  economic  information  gathered  by  government 
officers r     In  fact  the  v/riter  has  been  advised  by  letter  from 
the  Department  of  E.^-cternal  Affairs  that  "abundant  material 
has  been  collected  by  the  departments  primarily  concerned,  by 
the  Inter-departmental  Committee,   and  by  other  governmental 
agencies . " 

It  shou-ld  '■■•e  oovious  that  the  St.  Lawrence  project 
is  much  too  innortant  to  the  future  welfare  of  Canada  to  be 
allowed  to  become  the  football  of  sectional  interests.  The 
centrcl  goverrmient  may  have  economic  information  v/hich 
justifies  it  in  giving  the  country  a  lead  by  inaugurating 
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international  negotiations  for  the  seawav-  '-ut  governments 
have  also  a  well-lmown  proclivity  to  "run  to  cover"  -ather 
than  face  hostile,  organized  and  even  ill-informed  pu-'lic 
opinion.       This  inherent  VYealmess  5.n  our  political  leaders 
in  one  of  the  main  reasons  why-  we  have  a  railway  problem  today. 

It  would  seem  logical,  therefore,  for  the  central 
government  to  give  out  some  official  information  about  the 
seaway  project  to  the  puhlic,   and  not  let  rev/apaper  editors 
and  others  imDose  their  sectional,   selfish  or  mistaken  ideas 
which  have  not  a  hasis  of  practical  knowledge  or  accuracy. 

It  might  also  he  advisa-^-'le  for  r.he  centr-1  govern- 
ment to  appoint  a  perm.anent  committee  of  representative 
transportation  m.en  and  others,  to  which  importam:  questions 
of  transportation  policy  ~-   such  as  nev;  channels  of  commur.i- 
cation        could  he  referred  for  study  and  advice*       Such  a 
cora:iiittee  would  provide  for  the  government  of  the  day  a 
splendid  buffer  to  meet  the  demands  of  sectional  interests  for 
now  branch  lines  and  other  ft^cilitios;   and  the  country  could 
he  saved  some  m.oney. 
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ROYAL  COMMISSION  ON  RAIUMYS  AND  TRANSPORTATION 


The  Royal  Commission  appointed  to  inquire  into 
the  vifhole  problem,  of  transportation  in  Canada^  parti- 
cularly in  relation  to  railways,   shipping  and  communi- 
cation facilities  therein,  having  regard  to  present 
conditions  and  the  probable  future  developments  o^f 
the  country^  met  at  the  Parliament  Buildings,  Toronto, 
onTuesday,  January  19,  1932. 


PRESENT" 

RIGHT  HON.   LYTMN  POORE  DUFF,   P.C«,  Chairman 
RIGHT  HOW,   LORD  ASHFIELD 
SIR  JOSEPH  Wc   FLAVELLE,  Bart „ 
BSAUDRY  LEM AN ,  Esq., 
LEONOR  FRSSNEL  LOREe,  Esq. 
V/ ALTER  CHARLES  MURRAY,  Esq. 
JOHN  CLARENCE  WEBSTER,   Esq»  ) 


Commi  s  sioner s 


Arthur  Moxon,  Esq,,  KoC 
George  W.   Yates,  Esq,, 


Secretary 

Assistant  Secretary 


Members  of  the  Executive  Council 

The  Honourable  George  Stev/art  Henry,B«A<,5   LLoB.,  President 
of  the  Executive  Council  and  Minister  of  Education, 

The  Honourable  Lt.-Col,  William  Herbert  Price,  K.C.,  LL=B., 
At to rney- General , 

The  Honourable  Charles  McCrea,  Minister  of  Mines, 

The:  Honourable  Joseph  Dunsm.ore  Monteith,M.Do ,   CoMo,  Minister 


The 
The 
The 

The 


of  Public  Works  and  Labour, 

Honourable  Edward  Arunah  Dunlop,   Provincial  Treasurer, 

Honourable  John  Morrow  Robb,  MoD. ,  Minister  of  Health, 

Honourable  Colonel  Thomas  Laird  Kennedy,  Minister  of 
Agriculture, 

Honourable  Leopold  Macaulay,  BoAo,  LL. B » ,Minister  of 
Highv/ays , 
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Members  of  Executive  Council^  cont'd. 


The  Honourable  William  George  Martin,  Minister  of  Public 
Welfare , 

The  Honourable  GeorgeHolm.es  Challles,  B.PHo,  Provincial 
Secretary  and  Registrar, 

The  Honourable  John  Robert  Cooke,  Minister  without 
Portfolio , 

The  Honourable  Henry  Chadwick  Scholfield,  Minister 
without  Portfolio, 

The  Honourable  Paul  Poisson,  M.D.,  Mo  Co,  VoDo,  Minister 
without  Portfolio, 

Mr.  Ro  M=   SmAth,  Deputy  Minister  of  Highways, 

Mro   J,   Po  Bickell,  Registrar  of  Motor  Vehicles. 
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Parliament  Buildings,  Toronto, 
Tuesday,   January  19,  1932. 

Morning  Session 

The  Comixiission  met  at  10e45  a.  m. 

THE  CHAIHMM:  Mr.  Prim.e  Minister,  we  are  grateful 
for  this  opportunity  to  have  a  talk  with  you  about  the  subject 
matter  which  we  have  to  investigate.     You  are  fully  aware  of 
its  general  nature,  and  vi^e  shall  h©  glad  to  have  any  assis- 
tance that  you  can  give  us., 

HOW.  MR.  HENRY:  Mr,  Chairman  and  gentlemen  of  the 
Commission,  we  have  a  general  knowledge  of  the  inquiry  which 
you  are  making.     I  know  something  of  your  activities  in  the 
west;  at  the  time  I  v/as  in  British  Coliomhia  on  furlough  and 
heard  from,  the  members  of  the  Provincial  Government  something 
of  the  nature  of  your  work.     I  do  not  know  that  we  as  the 
government  of  this  province  can  offer  you  muchassistance  from 
the  railway  standpoint  particularly. 

Your  inquiries  of  course  lead  you  into  the  field  of 
highway  transportation.     Someone  talking  to  me  recently  about 
prospective  develorjment s  in  China,   stated  they  w^ere  seeking 
to  build  roads  that  would  serve  territory  other  than  that 
served  by  the  railroads.     As  Minister  of  Highways  some  years 
ago  I  canvassed  the  situation,  but  finally  I  came  to  the 
conclusion  that  our  centres  of  population  having  been  built 
up  in  the  last   seventy  or  eighty  years  through  service  by 
rail,  Vi/ith  the  highway  development  of  the  last  fifteen  years 
in  conjunction  with  the  use  of  the  motor  car,  we  have  gotten 
more  or  less  into  the  railroad  field.     Our  population 
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demanded  that.     If  you  study  our  highway  system  you  v/ill  see 
that  it  runs  very  closely  along  the  same  lines  as  the  railways 
for  the  reason  that  I  have  suggested.     One  case  in  the  v/est~ 
ern  part  of  the  province  hears  that  out  very  definitely » 
Before  the  advent  of  the  railroads  a  highv^/a^?-  was  constructed 
between  London  and  Sarnia,  popularly  known  in  the  community 
as  the  Sarnia  gravel  road.     During  the  developmiont  of  the 
present  high¥/ay  system  there  was  an  agitation  to  have  that 
road  made  part  of  our  system,     We  found  there  was  pr-actioally 
no  population  alongside  the  road  except  a  few  farmers »  At 
one  time  there  had  been  thriving  hamlets ^  but  the  people  had 
moved  av/ay  about  three  miles  where  parallel  with  it  a  rai"^ - 
road  had  been  established.       You  would  see  that  picture  if 
you  travelled  from  London  through  Strathroy,  Watford  and 
Wyoming  on  to  Sarnia  —  the  railway  simply  pulled  the  popu- 
lation away  from  alongside  the  road  where  it  had  originally 
settled o     For  that  reason  in  our  development  of  the  highw-a7/s 
v/e  are  very  close  competitors  with  the  railways  « 

Ylith  regard  to  the  railway  mileage  now  being  oper- 
ated in  this  province,  in  a  general  way  we  feel  that  most  of 
it,   if  not  all,   is  needed  to  serve  our  people,  and  at  any 
rate  is  needed  for  the  development  of  the  country  as  we 
expect  it  will  go  forward  once  we  get  away  from  the  present 
depression. 

From  the  standpoint  of  highway  traffic  in  its 
relation  to  railroads,   I  think  the  Highway  Departm.ent  will 
be  in  a  posi-i:ion  to  gj.ve  you  some  information,  as  we  have 
been  seeking  to  control  the  operation  of  public  motor  ser- 
vices on  our  m.ain  highways » 

In  1925  \'ve  first  took  control  of  bus  operation  and 
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have  now  a  fairly  well  developed  system  of  bus  services.  In 
the  early  stages  motor  "bus  operation  ¥;as  in  the  hands  of  small 
operators;  during  recent  years  there  has  loeen  a  tendency  for 
it  to  pass  into  the  hands  of  operators  with  "better  financial 
'backing  and  therfore  a.ole  to  give  more  adequate  service  than 
you  would  expect  from  the  m.an  without  means  to  take  care  of 
his  problem-s.     We  have  sought  to  confine  m-otor  bus  service 
to  one  operator  in  each  partictilar  area,   and  it  has  pretty 
definitely  assumed  that  form.     There  will  he  several  operators 
along  the  same  piece  of  road,  one  giving  local  service  and 
the  others  running  express  service  v/ithout  any  local  "business. 
I  think  the  public  recognize  that  we  have  controlled  these 
operations  in  such  a  way  as  to  ensure  a  dependalvle  service. 

This  service  parallels  some  radial  lines.     We  have 
dissuaded  local  operators  from  competition  with  radial  oper- 
ation, but  today  the  radial  lines  have  disappeared  almost 
entirely;  there  are  only  a  few  still  operating  in  the  province. 
In  some  cases  the  radial  company  took  over  the  bus  operation, 
but  in  granting  licenses  we  always  sought  to  avoid  direct  com- 
petition with  local  traffic.     It  was  never  feasible  to  inter- 
fere with  competition  between  termini =     Naturally  between 
Toronto  and  Hamilton,  for  instance,  there  is  a  lot  of  through 
business  which  we  cannot  interfere  with.     This  has  had  a 
definite  effect  on  the  steam^  rails  as  well,  in  that  a  great 
deal  of  the  traffic  is  rather  Inclined  to  follow  the  popu- 
lar means  of  transportation  on  pnewnatic  tired  buses  from, 
one  centre  to  another. 

With  relation  to  truck  operation  —  freight  and  ex- 
press haulage  the  problem  is  not  as  sim.ple,  and  Y/e  have 
not  been  aLde  to  control  it  in  such  a  definite  way  as  we 
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have  the  bus  operation,  there  loeing  so  many  varying  forms  in 
which  the  traffic  is  carried  on,  but  I  think  the  department 
will  point  out  to  you  that  of  about  70,000  trucks  in  the  prov- 
ince only  tv/ent;/  five  himdred  odd  are  doing  ¥/hat  vsfould  be  Imown 
as  a  common  carrier  business  in  any  form.,  and  therefore  di- 
rectly competing  with  the  railroads. 

THE  CHAIRMAN:  The  others,   I  suppose^  operating  pri~ 
vately,  that  is  to  say,  for  the  business  of  a  particular  con- 
cern? 

HON,  MR.  HENRY:  Exactly.     The  others  are  all  the  dif- 
ferent forms  of  truck  use  from  the  farmer  v/ith  his  runabout 
to  the  extensive  equipment  of  some  of  the  large  concerns  that 
deliver  their  own  goods.     The  department  will  point  out  to  you 
the  several  forms  of  license.     There  is  the   license  to  cover 
the  straight  common  carrier  v/ho  advertises  hT.m.self  as  oper- 
ating on  a  route  which  has  been  assigned  to  him  by  the  depart- 
ment and  who  is  carrying  goods  to  and  fro,  picking  up  his 
business  v/here  he  m.ay»     Then  there  is  the  license  applicable 
to  what  are  knovm  as  contract  carriers;  they  are  in  a  sense 
semi-private,  in  that  they  transport  merchandise  of  one 

form  only.     Some  of  them  may  have  a  return  load,  but  in  a 
great  m.any  cases  their  equipment  is  suitable  for  the  trans- 
port of  some  particular  merchandise,  and  that  is  all  they 
carry. 

THE  CHAIRMAN:  Do  you  encourage  monopolies  in  this 
truck  business  as  in  the  bus  operation? 

HON.  MR,  HENRY:  Yes;   as  far  as  licensing  is  con- 
cerned, we  have  not  been  encouraging  direct  comipetitlon  one 
v/ith  the  other.     V/here  a  service  is  established,  as  long  as 
there  is  adequate  equipment  and  adequate   frequency  of 
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operation.;  v/e  favour  one  operator  rather  than  a  multiplicity 
of  licensees. 

I  do  not  know  that  I  have  anything  further  to  add. 
Mr,  Macaulay,  Minister  of  Highv/ays,   and  his  deputy,  Mr. 
Smith,  are  here«     They  will  go  more  full^f  into  the  details  of 
control  of  traffic  and  the  tolls  that  the  various  services 
are  paying  to  the  revenues  of  the  province  for  the  licenses 
granted  to  them* 

THE  GliAIRMM:   It  was  suggested  to  us,  Mr.  Prime 
Minister,   in  various  quarters  in  the  Yiost  that  something 
might  he  done  in  the  way  of  reduction  of  duplication  of  rail- 
way services  in  that  part  of  Ontario  lying  north  of  the  Great 
Lakes  ~-  for  instance,  hy  8.bandonment  of  som.e  of  the  lines, 
I  do  not  Icnow  whether  you  have  given  that  any  consideration 
at  alio     Broadly  speaking  there  are  three  lines  here, 

HON.  MR.  HEITRY:  We  have  known  of  the  discussion  from 
different  sources,  and  while  we  recognize  that  the  three 
lines  are  operating  over  a  territory  that  thus  far  has  not 
contrihuted  very  m.uch  in  local  business,  yet  contiguous  to 
seme  portions  of  each  line  there  are  certain  industries,  and 
the  abandonjnent  of  transportation  services  would  retard  those 
industries.     This  does  not  apply  of  course  to  the  central 
territory  lying  immediately  north  of  Lake  Superior,     For  in- 
stance, v^e  have  a  developm.ent  as  far  west  as  Chapleau,  or 
even  further,  that  is  dependent  on  the  Canadian  Pacific  Rail~ 
way  for  its  life,   and  to  som.e  extent  on  what  was  originally 
the  Canadian  Northern,  the  road  rimning  from  Sudbury  up  to 
Long  Lac;  there  is  of  course  considerable  development  on  the 
Transcontinental  portion  of  the  Canadian  National;  there  is 
also  a  very  considera'ble  agricultural  development  as  far  Ymat 
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as  Hearst  and  perhaps  farther;   then  in  the  area  tributory  to 
the  head  of  the  Great  Lakes,  Port  Arthur  and  Port  William, 
there  are  extensive  timher  resources.     Of  course,  V:'e  have 
learned  comparatively  little  of  the  mining  possibilities  of 
any  of  those  areas.     I  think  from  the  very  beginning  of  con- 
struction of  the  Canadian  Pacific     all  Canadians  have  recog- 
nized that  there  is  a  long  dead  haul  over  the  territory  north 
of  Lake  Superior  v/ith  practically  no  local  business,  nearly 
all  the  population  tributory  to  it  being  identified  with  rail- 
way activities e 

THEJ  CHAIRMAN:  There  has  been  some  discussion  also 
v/ith  regard  to  the  li:-'e  between  Ottav/a  and  Montreal;  there 
is  one  on  the  north  shore,  and  there  are  two  or  three  on  the 
south  shore  of  the  Ottawa  river o     In  reply  to  the  suggested 
suppressioi  of  what  might  be  called  duplication  there,  the 
railwp^y  management  urged  that  it  is  impossible  because  of  the 
settlements  which  have  grov/n  up  along  these  routes,  although 
as  you  Imow  they  run  very  close  to  one  another.     Have  you 
given  that  an;/  consideration  at  all? 

HOH.  MR,  HSNRY:  Ho,   I  have  not.     But  I  may  say  that 
practically  all  the  old  Canadian  northern  road  from  Toronto 
to  about  Cobourg  has  been  abandoned,     I  do  not  think  any 
serious  hardship  resulted  to  an^^one,  because  that  territory 
is  fairly  \7ell  developed  and  we  have  been  taking  care  of 
transportation  by  roado     Something  similar  might  be  said  with 
regard  to  the  road  along  the  Ottawa  in  Ontario;     there  is  a 
good  road  there  noY^  with  adequate  access  to  it  from  the  little 
local  centres.     I  am  not  so  well  acquainted  with  the  territory 
on  the  Quebec  side,   and  do  not  Imow  v/hat  the  population  would 
suffer  by  the  abandonm.ent  suggested.     But  we  all  feel  that 


f 


I 


-  1475  - 


Hon  Mr.  Henry 


it  was  a  reasonable  thing  for  the  Canadian  National  to  aban- 
don the  portion  of  road  betvtfeen  Toronto  and  Cobourg  as  they 
did  after  the  consolidation  of  the  system.     A  short  piece  of 
road  in  the  northern  part  of  York  County  has  been  cut  out^ 
and  nobody  is  suffering  as  a  result,   largely  because  of  the 
development  of  adequate  road  service. 

LORD  ASHE'IEID:  I  gather  from  vihat  you  have  said,  Mr. 
Prime  Minister,  that  it  is  the  deliberate  policy  of  your 
government  in  dealing  with  this  comparatively  new  form  of 
transportation,  whether  passenger  or  freight,  to  treat  it 
upon  a  non-competitive  basis,   seeking  as  far  as  possible  by 
regulation  to  avoid  over-lapping,  and  to  secure  satisfactory 
service  on  the  road  preferably  by  one  carrier  rather  than  by 
several? 

HON.  MR.   HSWRY;  Yes. 

LORD  ASHFIELD:  The  Chairman  has  dealt  v-;ith  what  might 
be  described  as  one  aspect  of  the  competition,  that  is,  vifheth- 
er  in  view  of  the  new  services  and  the  experience  that  has 
been  gained  of  their  operation  parts  of  some  lines  of  railway 
could  be  abandoned.     Perhaps  I  might  take  that  phase  of  the 
problem  a  stage  further  an.d  ask  you  vi'hether  7/our  government 
has  considered  the  services  of  one  railv/ay  in  relation  to  the 
services  of  another,  and  if  so,  and  you  could  deal  with  those 
services  i;n.der  the  same  conditions,  would  you  take  the  same 
view  as  you  have  taken  v/ith  regard  to  road  services  --  that 
they  should  be  dealt  with  on  a  non-competitive  basis  rather 
than  on  a  basis  of  competition?        v/hich  perhaps  is  m.ore  or 
less  the  situation  today. 

HON.  MR.  HENRY:  That  is  assioming  I  had  authority  to 

do  it? 
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LORD  ASHFIELD:  Alwa7/s  assuming  the  same  circumstances « 
HONo  MR..  HSHRY:   Perhaps  this  answers  your  question. 
We  discarded  competition  "because  in  many  cases  j,in  the  early 
stages  of  bus  operation  at  any  rate^  there  was  not  room  for 
tvv'o  operators  and  you  could  not  expect  adequate   service  if 
you  allowed  the  indiscriminate  use  of  the  roads  "by  everyone 
v/ho  cared  to  take  out  a  license.     If  we  gave  a  permit  or 
license  to  one  operator  and  required  him  to  give  a  scheduled 
operation  up  to  what  the  area  Avould  demand,  we  found  others 
would  com.e  in  and  take  the  cream  of  his  business  in  the  rush 
hours •     To  protect  him  it  was  necessary  to  avoid  competition. 
We  sought  to  develop    the  truck  braffic,  freight  and  express, 
along  the  same  lines «     I  do  not  think  we  looked  on  the  thing 
from  the  standpoint  of  the  healthy  condition  that  competition 
ordinarily  produces  in  commerce  and  industry,  but  rather  from 
the  standpoint  that  this  was  in  its  initial  stages  and  to 
ensure  adequate  service  such  protection  was  needed. 

LORD  ASHPIELD:   Perhaps  I  might  pursue  the  subject  a 
little  further.       The  effect  of  the  unrestricted  use  of  roads 
by  road  services  meant,  as  you  have  said,  that  the  service 
V70uld  ultimately  becom.e  inefficient  because  there  was  ,  : 
poaching;  therefore     the  financial  resources   of  an  ©fficient 
company  v/ould  be  prejudiced  and  in  the  end  the  public  would 
not  get  as  good  a  service  as  it  could  get  under  a  regulated 
monopoly,  if  I  may  use  that  term»     Is  not  the  railway  situ- 
ation somewhat  analogous?     As  far  as  I  understand  the 
position,  through  the  provision  of  un.necessary  services  the 
railv/ay  undertakings  find  them.selves  in  a  very  unpleasant 
financial  position.     Iltim-ately  of  course,  the  public  must 
suffer  through  a  situation  of  that  kind,  because  their 
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financial  resources  are  'being  sapped  by  the  competition  be- 
tween these  two  Tiridertakincs ,     I  was  v/ondering  whether  that 
aspect  01   the  prohlemhadhad the  consideration  of  jouv  govern- 
ment, and  whether  the}/  had  any  views  on  the  question  of  mono- 
poly in  respect  of  va±lvi8.j  services,   just  as  you  have  in  re- 
spect of  road  services.     Have  I  made  m.yself  clear?.,  • 

HON,  MR.  HEIfRY:  Yes,     I  maj  say  further  in  relation 
to  truck  operation  that  the  theory  developed  by  the  department 
is  not  the  theory  that  would  be  advocated  by  the  average 
citizen o      When  we  said  to  a  man  applying  for  a  license , "Prove 
to  us  that  the  service  is  neieded,"  he  wo\iId  come  hack  with  a 
petition  signed  by  nearly  everyDne  on  the  route  praying  that  he 
be  allowed  to  go  into  the  business  <-     We  looked  at  it  from  the 
other  standpoint  and  refused  his  application.     I  think  at 
present  the  attitude  in  the  province  is  that  in  a  general  way 
healthy  compietition  is  necessary?-  to  get  the  best  service «  As 
far  as  the  railways  are  concerned,  I  think  I  express  the  view 
of  the  people  of  the  province  generally  v/hen  I  say  that  they 
are  not  particularl;/  anjcious  to  see  a  m.erging  of  the  railways 
into  one  corporation.     But  the  thought  has  been  expressed  by 
those  v/ho  have  been  studying  the  question  that  possibly  some- 
thing in  the  nature   of  regulation  of  excessive  competition 
would  be  beneficial  <.     I  think  we  all  recognize  that  there  has 
been  keen  competition  between  the  tv/o  railv/ays  in  the  running 
of  passenger  trains  at  fast  speeds  between  points  such  as 
Ottav/a  and  Toronto,  and  that  this  comipetition.  has  gone  beyond 
v/hat  is  rep.lly  required.,     For  that  reason  we  have  been  think  - 
ing  —  I  do  not  know  how  feasi'ole  this  is  —  that  something 
in  the  nature  of  a  control  board  might  be  set  up  to  curb  ex- 
cessive competition  and  yet  preserve  the  healthy  condition 
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that  does  obtain        ^^irtue  of  having  different  staffs  seeking 
to  serve  the  publico     In  a  province  proud  of  the  development 
of  a  monopoly  in  the  dis tri'mtion  of  hydro  current,  I  should 
not  like  to  sscj  that  a  transportation  m.onopoly  could  r.ot  oe 
operated  and  give  adequate  service « 

TIIE  CHAIRMAN:   Is  not  the  Temiskamlng  and  Horthern 
Ontario  Railway  praoticslly  a  m.onopoly  service? 

HON.  MR.  Hu^NRY;   It  is.     Of  course  it  is  serving  a 
small  area, 

THE  CHAIRB,M:   It  is  a  very  limited  thing  ujndouhtedly, 
but  so  far  as  it  goes  practically  there  is  freedom  from  com- 
petition. 

HON,  MR.  iCiNRY:  Yes. 

THE  CHAIRMAN;  And  the  service  generally  has  been  recog- 
nized by  public  men  to  be  adequate. 

HONo  MR.  HENRY:  I  think  the  \vhole  community  recognizes 
it  as  being  an  adequa-te  service ^  and  that  it  has  not  deterior- 
ated because  of  its  monopolistic  form.. 

LORD  ASHFIELD;  The  street  railv/ay  system  is  in  the 
nature  of  a  miOnopoly  too^   is  it  not? 

HON.  MR,  HENRY:  Yes.  It  is  operated  by  the  city  under 
a  commission. 

LORD  A3HPIELD?,  But  it  is  a  monopoly? 

HON,  MR,  imiNRY^  Yes. 

LORD  ASHFIELD:  Is  it  satisfactory? 

HON.  MR.  KENRY»   Oh  yes»     Toronto  is  firm.ly  convinced 
that  it  is  the  proper  system.     It  has  been  operated  now  for 
ten  years;   it  v/as  privately  operated  before  that. 

TEE  CHAIRMAN  J  Would  you  say  that  your  method  of  regu- 
lating freight  highway  service  has  established  itself  as  a 
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satisfactory  m<=rth.od? 

HONe  MR,  immYi   I  do  not  know  that  we  feel  it  is  .just 
as  satisfactory  as  we  should  like  it  to  be,     1  think  we  have 
made  some  progress  with  and  are  more  confident  of  oar  bus  con- 
trol, 

LORD  ASEFIELT:   If  7/our  street  railway  system  is  effic- 
ient as  a  inonopnl3r        and  there  is  no  question  of  it;   it  has 
a  world-wide  reputation  for  efficiency        I  wonder  v/hy  that 
same  medicine  is  not  good  for  a  stoain.  railway  system.     Is  it 
pu.blic  sentiment  alone  that  dominates  the  position  and  not 
logic? 

HON,  MR.  liENEY:  Well;,  the  city  is  a  comparatively 
small  area  and  I  do  not  think  lends  itself  to  competition  in 
street  railway  service.     First  it  entails  a  franchise. 

LORD  ASEPISLP:  A  monopoly  franchise. 

HON..  YiR.  HENRY:  It  is  really  a  m.oncpo'j.y  franchise.  We 
have  not  had  a  street  railway  in  Toronto  that  was  not  a  mono- 
poly.    In  the  thirty  years  from  1891  to  1921  the  Toronto 
Street  Railway  Com.pany  developer',  a  tramway  system.     The  com.- 
pany  maintained  that  under  their  franchise  they  were  required 
to  operate  only  within  the  limits  of  the  city  as  defined  at 
the  tim-G  they  secured  the  franchise,   and  they  refused  to  ex- 
tend their  system  beyond  the  old  lim.its.     Thereupon  the  city 
authorities  were  forced  to  give  a  street  car  service  in  the 
nev'/er  portions.     That  service  was  continued  for  a  number  of 
years  and  rather  decided  the  city,   long  before  the  term  of 
the  franchise  ran  out,  that  a  uniform  service  under  the  control 
of  a  commission  was  the  proper  form   of  operation, 

LORD  A3EFISLD:  The  operation  of  this  large  system  is 
financially  successful^   is  it  not? 
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HON.  MR,  H-;NHY:  Yes, 

THE  CHAIRMAN:  How  many  of  these  urban  street  railway 
systems  are  there  altogether? 

HON,  MR.  HENRY;   I  think  about  seven. 

HON.  MR,  W,  H„   PRIGS  (Attorney  G-eneral):  There  are  not 
more  than  ten, 

HON,  MR.  HENRY:  Some  of  the  smaller  street  railways 
have  been  abandoned'   thooe  that   occur  to  my  mind  at  the  mom- 
ent are  the  City  of  St. Thomas  and  the  City  of  Kingston  systems, 

SIR  JOSEPH  PLAVELLE:  And  Pet er:-^orough. 

HON.  MR.  HENRY:  Yes.    There  the  service  is  being  con- 
tinued by  bus  operation, 

LORD  ASIEP^IELD:  All  over  the  world  the  tendency  is  to 
abandon  tram_way  service  in  these  small  places  in  favour  of 
the  bus , 

Perhaps  the  conmission  vvould  be  interested  to  know 
the  form  of  organization  that  is  set  up  to  manage  those  tram- 
way systems, 

HON.  MR.  HENRY:  We  have  nothing  to  do  v/ith  them. 

THE  CHAlRlvIAN:   Are  they  not  subject  to  -your  Railway  and 
Municipal  Board?     Gloriously  enough  the  Ottawa  system  is  a 
Dominion  system  and  subject  to  the  Dominion  Railway  Board. 
Is  not  the  Toronto  system  sf.bject  tc  your  Railway  and  Munici" 
pal  Board  with  regard  to  rates,  for  exam.ple? 

HON.  MR.  PRICE:  Yes,   It  is.     The  board  will  not  inter- 
fere -with  the  contract  if  the  service  is  operated.     I  think 
the  London  Street  Railway  Company  mad>--  application  to  the 
board  for  an  increase  of  rp.tes,   and  the  application  was  allow- 
ed; but  practically  it  was     a    case  of  the  franchise  lapsing 
unless  the  rates  wore  raised.     When  Toronto  took  over  the 
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street  railway  service  they  did  increase  the  rates.     The  old 

rate  v;as  six  tickets  for  a  quarter;  nov;  it  is  four  tickets 

for  a  qnai'^ter.     The  Toronto  Tranportation  Coimiiisslon  had  to 

rehabilitate  the  service. 

LORD  ASHFISLD'.  The  public  v/ere  less  disposed  to 
quarrel  irlth.  the  rate  when  they  felt  they  owned  the  system? 

HON.  Mho    PHICh:  The  Toronto  Transportation  Gommiseion 
had  to  cover  the  v/hole  city  on  one  flat  rate^ 

COMnSSIONi:K  LOB'^h:     Don't  you  think  these  monopolies 
are  the  result  of  capital  embarrassment  rath'^r  than  method 
of  operation? 

HON.  MR.   PRICE:  I  rather  think  it  is  made  necessary 
by  the  changing  conditions  in  order  to  get  efficiency. 

GOMlOBaXQNEii  LOREE:  Would  that  result  have  come  about 
had  the  rates  been  raised  v;hile  the  road  was  in  private 
hands? 

HON,  MR.   PRICE:  Yes,   I  think  so  in  some  oases.  The 
London  Street  Railway  Vv^as  in  private  hands.     It  m.ade  an  appli- 
cation to  the  Railway  and  Municipal  Board,  Mr,  M:c{?rea? 

HON.   CHARLLS  McGRLAfMinister  of  Mines):  It  was 
steadily  refused  until  recently  when  a  new  arrangem.ent  was 
made.     In  Toronto  the  situation  v/as  one  of  entire  dissatis- 
faction with  the  service  given „     This  led  to  the  revamping 
of  the  whole  system,  on  its  being  taken  over  by  the  public. 

COMltt  SSI  ONER  LORIiRi;:  I  was  trying  to  get  at  the  reason 
for  the  service  being  poor;  was  it  because  the;/  were  being 
starved? 

SIR  JOSEPH  PLAVELLE:  It  was  a  limited  franchise  with 
a  certain  num.ber  of  years  to  r-'un.  As  tlae  term;  got  nearer  to 
the  end  natiirally  the  com.pany  starved  the  service  because 
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they  could  get  no  assurance  that  the  property  Y/ould  be  taken 
over  at  a  fair  valuation.     They  could  not  afford  to  put  in^ 
say,  a  new  car  this  year  and  when  a  year  later  the  franchise 
was  terminated  have  that  car  taken  over  at  scrap  value o  Con- 
sequently/ they  allowod  the  equipment  to  run  down  in  effective- 
ness until  the  situati.n  hecame  intolerable. 

C0MMISS10N1;R  L0RS5:  You  spoke,  Mr.  Prime  Minister,  of 
the  proportion  of  motor  trucks  in  the  common  carrier  business, 
I  think  about     3|  per  cent,  which  compares  substantially  with 
the  practice  in  the  States,  where  it  is  about  4  per  cent.  Do 
you  happen  to  have  in  mind  the  figure  for  contract  carriers? 

HON.  Mru   H1-.NRY:  I  think  the  Deputy  Minister  of  High- 
ways can  give  you  th::-.t . 

HON.   LEOPOLD  MACAULAYiMinis ter   of  Highways):     We  have 
1,315  common,  carriers,  1^,239  private  carriers^  and  269  con- 
tract carriers;   in  addition  to  Y/hichl  we  have  a  special  divis- 
ion for  farm,  dairy  products  and  livestock.     The  highways 
really  mean  as  much  to  rural  Ontario  as  tc  the  urban  centres, 
and  we  give  them:  special  concessions,  lov«/er  foeso     V/e  have 
850  jiaulers  who, are  dr;p,ling  exclusivel37-  in  farm,  dairy  pro- 
ducts and  liA/e stock, 

GOMMISSIONLK  LEMAN:  The  license  fee  is  lower? 

HOIK   Mr{.   MACATJLAY:  Yes. 

GOMMISSIONliR  LORLE :  How  many  'ms  operators  have  yrju? 
HON,  MR.  MACATJLAY:  We  have  629  vehicles. 
GOIflvilSSIONbJR  LORb;D;  How  many  com.panies? 
HON.  MR,   MACAULAYt  90. 

COMMISSION      LORD      How  many  of  those  are  paying 
dividends? 

HON.  MR.   MACaULAY:  V/e  do  not  ask' for  a  financial 
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statement- so  long  as  they  pay  the  license  fee  we  let  them  go. 

COMMISSION' ]K  LOREJi:   I  was  trying,  Mr.  Prime  Minister, 
to  gat  at  the  future  of  these  M^otor  vehicles.     I  have  not  been 
able  to  convince  myself  that  their  life  as  transportation  in- 
strijments  is  going  to  he  very  long.     I  think  the  steam  rail- 
roads are  likely  permanently  to  lose  ahout  half  their  pas- 
senger  business  to  the  privately  owned  and  operated  motor 
cars,  but  I  look  for  the  disappearance   of  substantially  all 
the  m.otor  bus  business  in  the  next  five  or  ten  years.     It  is 
being  prom.oted  by  the  super- salesmanship  of  motor  manufac- 
turers, and  people  will  oe  convinced  only  by  experience.  In 
the  same  ¥/ay  with  the  truck. 

Now,  v/e  are  paying  an  enormous  price  for  that.,  not  in 
its  effect   on  the  steam  railroads  but  on  the  population.  Over 
30,000  people  were  killed  on  the  highways   of  the  United  States 
in  1930,  and  I  think  the  number  in  1931  will  be  still  more  ex- 
cessive.    That  is  a  terrible  price  to  pay  for  the  use  of  the 
highways  0     A  good  deal  of  legislation  is  being  enacted  to 
restrict  the  speed  of  (potor  vehicles  by  the  application  of 
automatic  governors  so  that  it  is  not  within  the  power  of  the 
driver  to  exceed  that  speed;  by  limiting  the  weight  —  in 
Texas  they  have  gone  to  the  extreme,   limiting  the  weight  to 
^,000;  by  limiting  the  length,   and  by  various  other  restrict- 
ions.    I  should  think  that  that  legislation  will  tend  to  grow 
in  its  restrictive  character  and  spread  all  over  the  country. 
The  feeling  is  beginning  to  be  acute,  as  I  sense  it,  of  the 
danger  that  the  bus  and  the  truck  are  adding  to  the  use  of  the 
higi-iways„     They  are  not  selecting  the  people  they  injure  and 
kill;   some  of  the  most  prominent  persons  in  the  community 
have  been  their  victimis. 
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The  other  question  raised  was  the  abandonment  of  soine 
of  these  properties «     In  the  States  about  half  the  business 
of  the  country  is  handled  on  10  per  cent  of  the  mileage  of 
the  railways.     Less  than  2  per  cent  of  the  business  is  divided 
among  30  per  cent  of  the  mileage.     That  mileage  is  now  being 
abandoned  very  rapidly;   it  was  a  long  time  getting  started ^ 
but  it  is  coming  up  now  very  fast.  About  73,r)C0  miles  of  it 
is  challanged  as  having  no  economic  right  to  exist,   and  I 
a^hould  thinly  at  least  50,000  miles  should  com„e  up.     I  am 
v/ondering  whether  that  is  not  one  of  the  things  necessary  here. 

HON.  MR.  McCkEA:   In  what  type  of  country  do  you 
suggest  that  50,000  m.iles  of  railway  would  likely  be  taken  up? 

00MMIS3I0FEK  LOUhE:  Take  my  own  roado     We  had  a  line 
originally  built  from  Albany  up  to  Moore's  on  the  border.  Then 
we  started  at  West  Chazy,  twelve  miles  south  of  the  border^ 
and  built  a  line  to  House's  Point.     That  left  the  old  Moore's 
branch  twelve  miles  long,   on  which  we  lost  $20^000  a  year  in 
operation,  and  we  had  a  bridge  to  renev^,  which  cost  us 
|40,000.       After  two  years  effort  we  were  given  authority  to 
take  the  line  up  and  to  abandon  op  oration c     We  had  a  road 
tv/enty- three  miles  long  from  Carbon-dale  ^.p  - Honepdale,  Penna,, 
—  the  oldest  road  in  the  United  States,     The  traffic  had 
left  it;   after  four  years  effort  v/e  got  authority  to  take  that 
road  up  and  we  ceased  oxjeration  last  Octo'^er.     ¥/e  nov;  have  an 
application  pending  to  abandon  tv/elve  m.iles  between  Greenwich 
and  Jobjistonville .     It  is  that  character  of  road  that  is 
comdng  up,- some  shorty  three  or  four  miles,   some  as  long  as 
from,  seventy- fiv-e   to  one  hundred  miles. 

HON.  Fill.  McCriSA:  This  was  my  object  in  asking  the 
question.     Our  three  lines  between  the  east  and  the  west  are 
visualized  Isirgely  by  our  people  as  not  having  sufficient 
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through  ousiness.     But  "between  the  east  and   the  west  over 
that  section  of  Ontari.)  north  of  Lake  Superior  there  are  still 
great  assets        rav/  materials        and  if  the  lines  were  taken 
up  or  removed  one  must  look  for  an  arrested  development  of 
those  resources,   for  it  is  net  likely  that  they  could  he  hand- 
led on  the  ordinary  automobile  road.     The  lines  you  refer  to, 
I  gather,  are  lines  ¥/here  the  traffic  has  been  pretty  worked 
outo   they  are  not  a  part   of  the  through  system,  and  where 
there  is  really  no  business.. 

COMMISSIONER  LOKEE :   I  think  the  business  on  these 
lines  is  poor  for  a  variety  of  reasons.     Some  were  built  to 
get  out  timber,   and  the  forest  resources  have  becom.e  ex- 
hausted;  some  to  take   out  the  products  of  the  m.ines,  and  the 
mines  have  becom.e  exhausted;   some  viere  promoted  by  perons 
who  m_ado  a  mistake  in  judgment  —  the  territory  did  not  devel- 
op as  they  thought  it  would;   in  som.e  cases  the  road  was  parall- 
eled by  a  much  superior  location,  and  the  people  moved  over 
to  the  new  road.     You  have  the  usual  variety  of  experience  in 
railroad  business  as  in  everything  else,     I  think  each  case 
ought  to  be  taken  on  its  merits  and  very  carefully  studied... 
But  broadly  speaking  I  should  say  of  the  seventy  three 
thousand  miles  that  are  challenged  on  the  paticity  of  tra:rfic_, 
at  least  50^Cro  miles  v/ould  come  up. 

Two  other  things  have  arrested  my  thought  as  we  have 
gone  over  the  country,  one  being  the  identity  of  the  experi- 
ence that  you  have  here  v/ith  the  experience  we  have  had  in 
the  States,     As  you  look  at  the  map  it  v;ould  seem  as  though* 
there  was  a  very  excessive  railroad  mileage  in  the  Prairie 
Provinces,  but  if  you  compare  the  mileage  in  Alberta,  Saskat- 
chev^an  and  Manito'ja  with  the  mileage  in  the  States  of  Kansas 
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Nebraska  and  lov-^a^  which  are  the  same  sort  of  countr;f,  jou 
have  no  such  mileage  as  tliej  have.     There  on  a  meridian  of 
latitude  there  is  a  separation  of  linos  of  a  out  twenty  milesj 
oujT's  in  the  States  is  onl/  aoout  seven.     I  think  there  it  is 
an  operating  rather  an  aoandonment  prcolem.     You  may  have  to 
suspend  operations  for  a  '''ood  T^art  of  the  ^rear  and  depend  on 
the  roads,  but  I  do  not  thin'..;  they  are  ov3r'')uilt;  that  is  the 
impression  I  r,ot .     In  a  v/ay  that  is  true  also  of  the  oassenger 
liUciness. 

As  I  got  the  financial  setup  of  the  civilized  v/orld, 
Canada  has  more  outside  dcl't  than  any  other  coLintry,  She 
has  two  resources  to  meet  that  deot,  and  very  dependable 
sources;  one  is  the  constant  extraction  of  gold  from  the 
earth,  the  other  is  the  money  spent  by  the  tourists  v/ho  come 
into  the  country.     Apparently  in  1930  citizens  of  the  United 
States  spent  a. .out  ■;Hj400,000_,noo  in  hurope,  and  |235,000,000 
in  Canada.     I  think  that  always  ou,fsht  to  be  kept  in  mind  in 
talking  . ahout  passenger  service.     I  think  the  passenger 
S'.'-^rvice  is  excessive  in  some  places,  and  the  speed  too  great; 
out  it  is  a  very  attractive  service  and  a  very  necessar;/  ser- 
vice.    And  I  think  that  is  the  challenge  that  always  otight  to 
oe  Tiut  to  it:  Does  it  serve  adequateljr  this  very  valuable 
resource   cf  r:) venue? 

HOIJ.  MR.   PRICJ-;  :  A  vrry  grer:  t  proportion  of  the  tourist 
traffic  came  in  over  the  roads. 

C0MMI33I0NI;R  LOKK:-:  There  is  no  question  of  that. 

HON-  MR.   PRICE:   I  think  m.ore  than  3,500,000  American 
cars  entered  Ontario  last  year. 

COMMISSIONI^R  LOREE:  I  think  it  is  too  important  to  he 
ignored.     That  is  the  point  I  v/as  trying  to  make. 


1 


-  1487  - 


Hon.  hVc  Price 


HON.  MR.   PRICE:  Yes, 

COMMISSIONER  LOREE:   If  you  had  some  figures  that  would 
enable  you  to  equate  the  value,       the  information  would  aid 
our  judgment  Yerj  materially  I  think, 

COMMISSIONER  LEMAN:  The  73,000  miles  of  road  that  you 
referred  to  are  not  in  the  districts  that  you  compare  v/ith 
Manitoba,  Saskatchewan  and  Alberta? 

COMMISSIONER  LOREE:  Yes,  there  is  a  good  deal  of 
mileage  being  taken  up  now  in  the  three  prairie  States  that  I 
speak  of  J,  but  they  are  nearly  all  short  stub  lines. 

GOIvMISSIONER  LEMAN:   Parallel  lines? 

COM}/IISSIONER  LOREE:     They  will  be  kept  intact  unquest- 
ionabl^r.     But  if  you  look  at  the  reports  of  the  Interstate 
Commerce  Commission,  almost  every  v^eek  you  will  find  there  are 
^proved  applications  to  take  up  45  lines  or  more.    ViTriile  they 
are  all  short  as  yet,  occasionally  you  will  get  one  of  con- 
siderable length. 
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COlVMISSIONEx^L  LEmWi     Mr,  Prime  Minister,  in  your 
highway  policy,  is  there  any  connection  between  the  amounts 
of  money  spent  on  highway  construction  and  maintenance  and 

the  revenue  derived  from  motor  vehicle  licenses,  gasoline 
tax J  etc.?        That  is  to  say,  is  there  a  definite  financial 
policy  in  this  respect,  and  an  amortization  of  some  of  the 
expenditure? 

HON.  MR,  HENRY?     Well,  that  is  not  as  definite  now 
as  it  will  be        we  are  moving  towards  it.      We  are  receiv- 
ing very  large  revenues  now  from  motor  equipment  generally 
through  the  medium  of  the  various  taxes  in  respect  of  publi 
operation,  permits  for  the  private  cars,  and  the  gasoline 
tax.       Our  highway  system,  is  very  com-plicated  in  that  the 
province  is  contributing  practically  all  th$  mileage.  We 
have  about  three  thousand  miles  in  what  is  known  as  the 
King's  highway  system;  about  eight  thousand  miles  in  the 
hands  of  the  counties  —  a  group  of  twenty  or  twenty-five 
different  municipalities;  and  then  in  the  township  munici- 
palities, which  exclude  the  incorporated  villages  and  towns 
that  are  part  of  the  county  council,  there  are  over  forty 
thousand  miles,  and  we  are  contributing  under  regulations 
to  practically  all.      A  few  municipalities,  and  possibly 
five  per  cent  of  the  townships,  are  not  receiving  assistanc 
from  us  because  they  have  not  seen  fit  to  live  up  to  our 
regulations.      The  townships  are  receiving  forty  per  cent 
of  their  entire  cost,  and  the  counuies  fifty  per  cent.  We 
pay  as  a  province  nearly  eighty  per  cent  of  the  cost  of  the 
King's  highway  system;  the  counties  pay  twenty  per  cent, 
and  then  there  are  suburban  areas  set  up  around  the  cities 
to  v/hich  the  f^.ities  contribute  twenty  per  cent  towards  the 
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mileage,  arbitrarily  arranged,   somewhat  in  proportion  to 
the  size  of  the  cityc       Toronto  has  nRturally  a  greater 
surburban  mileage  than  any  of  the  others.      So  that  in  that 
way  there  is  not  only  the  expenditure  by  the  province  on 
the  construction  and  maintenance  of  its  own  King's  highway 
system;  there  is  a  contribution  that  goes  to  the  muricipal- 
ities  o 

SIR  JOSEPH  FLAVELLE:    How  is  the  financing  f.one  by 
the  tovmships,  RIr«  Prime  Minister? 

HON»  MR,  HEHRY:     I  would  say  that  where  the  town- 
ships put  up  60  per  cent  of  their  own,  it  i s  almost  en- 
tirely out  of  annual  revenue, 

SIR  JOSEPH  FLAVELLE;     Out  of  their  taxes. 

HONo  IKRo  HEHRY;    And  the  cc unties  largely  in  the 
same  way^  although  wl^en  they  build  something  of  a  more 
permanent  character  they  are  apt  to  raise  a  debenture. 
The  province  finances  its  cost  in  both  ways  -~  a  portion 
from  the  revenue  and  a  portion  by  borrowings       I  suppose 

fifty  per  cent  of  the  counties  raise  tho  20  per  cent  that 
goes  towards  the  provincial  system„  by  debentures.  Some 
countiesp  however^,  have  no  debt  whatever  but  have  met  all 

the  charges  for  the  King      highway  system  v/ithin  their 
territory  out  of  their  rates  a 

SIR  JOSEPH  PLA^7ELIJ5;     Fnere  debentures  are  issued, 
how  are  they  amortized? 

HON*  Wio  HEimY;     Within  a  period  of  twenty  years. 
The  law  re-^uires  thatp 

SIR  JOSEPH  FLAVELLE  f     They  are  a  tv/enty  year  de- 
benture; paid  out  of  what? 

HON,  mo  HE'NRYj     Out  of  revenue  o 
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SIR  JOSEPH  PLAVELLE:     So  much  per  year? 

HOKo  MR.  HENRY?'    Yes,  principal  and  interest »  There 
is  practically  no  sinking  fund  set  up. 

SIR  JOSEPH  FIAVELLEi     Is  there  a  tendency,  then,  to 
create  a  gradually  increasing  net  r^ebt? 

HON.  MR.  HEl'^Ys     I  think  that  would  be  30  in  the 
counties  that  are  close  to  the  larger  centres  of  population, 
where  the  largest  amounts  are  spent  in  road  construction. 
But  in  such  counties  as  Perth  and  Huron,  where  the  traffic 
is  not  as  heavy,  in  many  cases  they  have  no  debt  at  all, 
Perth  has  no  debt;  Wellington  is  free  of  debt,  and  Simcoe 
as  well.      But  the  counties  that  are  adjacent  to  the  larger 
centres  of  population  all  have  debts, 

SIR  JOSEPH  PLAVELLE s  All? 

HON.  m.  HENRY;    All  have  a  debt,  yes.       Take  the 
counties  around  Toronto  ~~  York,  for  instance;  before  these 
large  viaducts  were  demanded  across  the  ravines  they  were 
taking  care  of  themselves  out  of  revenue.      But  generally 
speaking  a  municipality  that  is  close  to  a  large  centre 
of  population  has  debt  because  of  the  rather  heavy  expen- 
diture they  have  had  to  incur  on  account  of  the  needs  of 
the  traffic. 

COxWxISSIONER  LEMN:     I  suppose  the  regulations  are 
printed,  llr  „  Macaulay? 

HON„  m.  mCAULAY:  Yes,  I  have  a  number  of  exhibits 
here*  Some  of  them  I  will  summarise  for  you,  whenever  you 
wish  me  to  do  it* 

THE  CHAIRMAN:     We  shall  be  glad  to  hear  you,  lUr , 
I/lacaulay . 

EONo  MR.  MACAULAY;     I  thought  I  would    file,  sir, for 
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the  benefit  of  your  GomaisGion,  a  history  of  this  depart- 
ment since  it  was  organized  in  1917;  perhaps  the  historical 
picture  will  give  you  a  better  view  of  the  problems  we 
had  to  moet  as  we  v/ent  along.       It  shows  the  development 
of  the  highway  systemj  the  typos  of  roads,  bridges  and  cul- 
vorts  we  have  been  constructing  year  by  year,  the  railway 
grades  we  gradually  have  been  'p-liminat ing,  and  our  theories 
as  to  the  construction  and  maintenance  of  highways.  Refer- 
ence is  also  made  to  the  way  we  deal  with  the  question  of 
advertising  signs        prohibition  of  them  is  our  present 
policy,  although  we  are  offered  considerable  suras  of  money 
at  times  by  manufacturers  to  allow  them  to  use  them.  And 

then  there  is  the  question  of  the  latest  development _^  that 
of   keeping  the  highways  clear  in  the  winter,      VYe  spend 
about  half  a  million  dollars  on  snow  removal  during  the 
winter  season, 

COM^ISSIOm  LEMNj     Not  on  all  highways? 

HON,  MRc  MGAUIAY:     On  the  King's  highways.  We 
have  now  about  ttrree  thousand  miles  of  King's  highways 
constructed  to  our  standard,  all    of  v/hich,  except  the 
later  assumptions,  are  paved.      About  seven  hundred  miles, 
which  would  represent  those  that  we  have  takon  over  in  the 
last  fev/  years  and  are  grading  and  getting  ready  for  pav- 
ing, are  still  gravel,       V/e  have  at  present,  therefore, 
about  2,300  miles  of  paved  highways, 

THE  GHAIRMN;     The  Prime  Minister  says  that  is 
do  per  cent  of  the  total  pavement  mileage  of  Canada. 

HON.  MR,  mCAULAY:     That  is  why  you  have  come  to 

the  right  place  to  discuss  highway  problems  Ontario » 
Practically  8u  per  cent  of  all  the  good  roads  in  Canada 
are  located  in  Ontario, 
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We  liave  also  prepared  some  charts  v/hich  I  think  would 
constitute  the  meat  of  the  argument  as  to  hus  and  truck 
statistics  for  the  province  of  Ontario.       I  would  like  the 
commission  to  follow  these ^  if  they  can,  as  I  go  through 
the  various  exhibits.      First,  however,  I  should  like  to 
file  with  the  Secretary,  and  to  read  some  relative  sections 
of  it,  a  "brief  statement  setting  forth  our  policy  and  ex- 
perience in  connection  with  the  regulation  of  public 
vehicles,  that  is^  buses  and  c®mmercial  trucks;  the  commer- 
cial carriers  of  the  province  of  Ontario . 

Pursuant  to  the  provisiorBof  the  Public  Vohicle  Act 
and  the  regulations  passed  thereunder  by  the  Lieutenant 
Governor  in  Council,  motor  bus  operations  have  been  licensed 
and  regulated  by  the  d?»partment  since  1924.  "Public 
vehicle"  is  interpreted  in  the  Act  to  mxean: 

A  motor  vehicle  operated  by  or  on  behalf  of  any 
person  carrying  on  upon  the  highway  the  business 
®f  a  puXlic  carrier  of  passengers,  or  passengers ' 

and  express  freight  which  might  be  carried  in  a 
passenger  vehicle,  but  shall  not  includi^  the  cars 
of  electric  or  steam  railways  running  only  upon 
rails,  nor  mot&.r  vehicles  operated  solely  within 
the  corporate  limits  of  one  urban  municipality. 
We  have  no  control,  nor  do  we  seek  any,    over  ^m.otcr  traffic 
within  the  city  of  Torontf>,  for  c^xample .      We  collect  no 
fees  in  respect  of  those  operations,  and  that  field  is  cpen 

to  the  munif^ipality  if  it  sees  fit  to  go  into  it. 

SIR  JOSEPH  FIAVELLE?     Does  the  registration  fee  not 

come  to  the  province?      I  am  speaking  of  operations  say  in 
the  city  of  Toronto  , 

HON„  Mi.  mCAULAY:     We  do  not  register  bus  opera- 
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tions  that  are  carried  on  solely  within  the  limj.ts  of  the 
city, 

SIx^  JOSEPH  FLAVELLEi     I  thought  you  said  private 

vehicles  as  v^oll. 

HON.  MR.  rlAC^ULAY;     No,   I  am  dealing  now  only  with 
public  vehicles,  which  are  interpreted,  by  the  Act  to  mean 
buses. 

Under  this  A.ct  and  the  regulations  passed  thereunder 
licenses  are  issued  by  the  Department  to  those  operating 
public  vehicles,  which  licenses  designate  the  route  over 
which  the  vehicles  may  be  operated.       The  tariff  of  tolls 
charged  for  travel  on  such  vehicles  m-ust  also  be  sub- 
mitted tc  the  departw.ent  and  receive  departmental  approval 
before  becoming  effective,  as  must  schedules  of  operation. 
Tliat  brings  un  again  the  question  referred  to  by  the  Prim.e 
Minister:  we  do  noi  encourage  rate  cutting.      That  is  the 
usual  reason,  any  way,  for  rejection        the  submission  of 
a  schedule  simply  for  the  purpose  of  under-cutting  a  com- 
petitor for  a  limiited  period  of  time  and  perhaps  putting 
them  into  bankruptcy, 

THE  CHAIKIvlAN:     Y^^u  have  authority  to  make  a  fixe.l 
rate,  not  merely    to  fix  a  maximum.? 

HON,  MR.  mCAULAY :     We  approve  the  rates. 
The  fees  payable  to  the  department  for  public 
vehicle  licenses  are  based  upon  the  potential  passenger 
mileage  and  are  computed  as  follows: 

One-twentieth  of  a  cent  per  passenger  mile  of  travel 
over  or  along  all  provincial  highways  and  one -thirtieth 
of  a  cent  per  passenger  m.ile  of  travel  over  or  along 
highways  under  the   jurisdiction  of  any  suburban 
or  other  commission  of  any  township  or  county.  . 
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council. 

That  i3,  we  charge  one-twentieth  of  a  cent  per  passenger 
mile  on  the  King's  highways  and  one-thirtioth  of  a  cent 

on  all  other  roads  on  which  they  operate » 

HON,  MR.  HENRY:     I  would  just  like  to  point  out  in 
that  connection  that  that  is  50  per  cent  of  what  it  was 
two  years  ago  when  traffic  was  more  normal. 

HON.  MR.  FlA-CAUIAY:     They  represented  to  the  Govern- 
ment that  the  former  rate,  which  was  twice  that,  was  putting 
them  in  such  a  position  that  they  were  op«^rating  at  a  loss; 
that  it  represented  too  large  a  proportion  of  the  total 
operating  expenses.      We  charge  them  the  same  for  a  bus 
travelling  frcm  Toronto  to  Niagara  Palls  empty  as  we  do  if 
it  is  full, 

SIR  JOSEPH  PLAVELLE;     It  is  the  passenger  spaco 
you  charge  for? 

HON,  m.  MACAUIAY:     Yes,  passenger  seat  miles.  It 
would  psrhaps  be  possible  to  evolve  a  system  based  on  the 
number  of  passengers  actually  carried,  but  it  would  be  too 
complicated  and  expensive  to  operate. 

GOmiSSIOl^IER  WEBSTER?    Why  do  you  charge  a  different 
rs^te  on  the  King's  highv^ray  as  compared  with  the  other  high- 
ways ? 

HON.  m,  MCAUIAY;     The  King's  highways  are  all 

pavad,  and  it  is  cheaper  to  operate  over  a  paved  road  than 
it  is  over  a  county  or  township  gravel  or  mud  road, 

COIvMISSIONER  i..''ffiBSTER;     Do  you  take  intc  considera- 
tion in  fixing  rates^  the  damage  done  to  gravol  roads  in 
tho  spring    and  autumn? 

HON,  MR„  MACAULAY:     Not  only  do  wo  take  that  into 
account,  but  we  also  tax  them  on  another  basis,  as  will  be 


I 


"  1517  -  Hon,  Mr.  Macaalay 

shown  in  the  schedules „      We  impose  vevj  high  license  fees. 
They  are  in  a  class  hy  themselves »        In  addition  to  the 
high  license  fees,  which  they  share  with  all  corrimercial 
vehicles        because  a  has  is  a  commercial  vehicle  they 
have  to  pay  this  seat  mile  tax. 

HON.  MRo  HENRY;     In  addition  zo  that,  the  traffic  on 
the  minor  roads  is  lighter;  consequently  the  operation  is 
relatively  more  expensive, 

LORD  ASHPISLDs     This  form,  of  tax  encourages  the 
smaller  sized  vehicles,  does  it? 

HON,  MRo  MAGAULAY?     There  are  schedules  which  show 
the  classifications  by  weig;ht;  and  the  greater  nuinber  con- 
sists of  the  intermediary  type,  of  bet'.veen  twenty  and  twenty- 
five  seats. 

HON »  Mio  HENRY;     The     charge  is  somewhat  in  pro- 
portion to  the  traffic  he  is  carrying.  To  base  the 
charge  on  the  passenger  seat  mile,  whether  he  is  carrying 

passengers  at  all  or  not,  rather  suggests  to  him.  the  ad- 
visability of  not  having  too  large  a  bus  unless  he  has  a 
real  business.       It  works  that  way, 

HON.  MR. ■ MACAULAY;     The  passenger  miles  of  travel 
are  calculated  by  taking  the  maximum  seating  capacity 
of  each  vehicle  multiplied  by  the  number  of  scheduled 
miles  to  be  travelled  in  a  month„      For  instance,  the 
operator  of  a  thirty-passenger  bus  operating  on  a  pro- 
vincial highway  is  charged  at  the  rate  of  one  and  one- 
half  cents  per  scheduled  mile  of  operation  of  the  vehicle. 
This  foe  or  tax  is  in  addition  to  the  fee  charged  pursuant 
to  the  Highway  Traffic  Act  for  permit  and  m.arkers  for  the 
vehicle,  which  fees  are  based  on  the  gross  weight;  i.e», 
the  weight  of  vehicle  plus  the  carrying  capacity  of  sam.e, 
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and  the  carryingi  capacity  is  determined  by  raultiplying 
the  seating  capacity  by  135  pounds ^ 

The  Act  perjTiits  the  Department  to  issue  permits  con- 
ferring specialj,  ejxlusive  or  limited  rights  v^ith  respect 
to  the  operation  of  public  vehicles.       It  also  provides 
that  such  vehicles  shall  be  kept  in  a  safe  sanitary 
condition  and  shall  be  equipped  with  speedometers,  fire 
extinguishers,  inside  lights  and  other  equipment  necess~ 

ary  to  the  safe  operation  of  the  vehicle*       The  Act  re- 
quires drivers  to  be  of  the  minimmn  age  of  twenty-one 
years  and  prohibits  drivers  from  working  more  than  a 
maximum  of  ten  hours  in  any  twenty-four  hour  period.  A 
number  of  other  re itrictions  dealing  with  over-crowding, 
exits,  use  of  trailers,  etc.,  are  also  included  in  the 
Act.      Operators  of  such  vehicles  are  required  to  take 
out  and  keep  in  effect  passenger  hazard  and  property 
damage  insurance  for  amounts  varying  according  to  "che 
size  of  the  vehicle, 

LORD  ASHFISLD;     You  permit  the  use  of  trailers,  do 

you? 

HON.  IIACAULAY;     Trailers   are  used  in  connection 

with  common  carriers  of  freight,  but  not  in  bus  operations. 

In  1924  when  the  Act  became  effective  all  persons 
operating  public  vehicles  were  licensed  but  a  policy  was 
established  which  prevented  the  licensing  of  additional 
operators  unless  it  could  be  shown  to  the  satisfaction  of 
the  department  that  there  was  noed  of  servico.       Th.e  re- 
sult of  this  policy  has  been,  during  tho  seven  years  that 
the  departm.ent  has  been  licensing  these  vehicles,  to 
eliminate  almost  entirely  competing  lines.  Duplication 
of  servico  on  routes  has  been  discontinuod  by  reason  of 
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the  absorption  or  merging  of  various  lines. 

Schedules  of  operation  approved  by  the  department 
have  always  been  carefully  checked  to  ensure  that  no  vehicle 
was  required  to  be  operated  at  a  rate  of  speed  in  excess 
of  that  p<^rmitted  such  vehicles  under  the  Highway  Traffic 
Act  and  the  average  speed  required  to  maintain  approved 
sbliedules  in  no  instance  exceeds  thirty  miles  an  hour, 
COMMISSIONER  LOREE;     May  I  ask  whether  you  feel 
that  automatic  governors  would  be  an  effective  control  of 
speed,  and  if  so  whether  it  would  not  be  much  better  to 
adopt  such  a  measure  than  to  depend  on  police  regulation? 

HON.  MR.  mCAUIAY:     I  suppose  that  would  apply  to 
all  mjstor  cars.      We  have  threatened  the  motor  trade  several 
times  that  if  they  did  not  stop  advertising  new  cars  as 
capable  of  travelling  seventy-five  milbs  an  hour  with  per- 
fect ease,  we  would  have  to  put  governrrs  on  all  motor  cars. 
LORD  ASHPIELD  :    Have  you  had  any  experience  with 

governors  at  all? 

HON,  Sm.  MCAUIAY;     W<?  have  had  none. 

LORD  ASHPIELD:    We  have  had  them  in  England,  and  it 
was  fouj^d  that  they  enormously  increased  the  number  of 
accidents.     Sometimes  it  is  necessary  t(^  have  extra  speed 
in  an  emergency. 

HON.  MR,  mCAULAY?     Th.ey  are  usually  set  at  a 
higher  speed  than  becomes  no«essary  in  oach  case, 

SIR  JOSEPH  FLAVELLE?     The  point  is,  I  suppose, 
that  when  in  an  emergency  it  is  naoossary  to  do»velwp  speed 
rapidly,  the  automatic  governor  prevents  jou  from  doing  so. 

LORD  ASHE'IELD  j     The  driver  suddenly  finds  he  .has 
not  that  oxtra  speed  which  will  get  him  out  of  troublo. 

SIR  JOSEPH  FL/lYELLE:     Where  a  governor  is  used, 
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is  there  an  automatic  adjustment  which  will  give  you  the 
extra  speed  you  m.ay  need  say  on  a  hill? 

LORD  ASHFIELD:     We  have  no  governors        we  have 
abandoned  them-*      Thoy  cause  accidents  » 

COMMISSIONER  LOREE :     If  you  could  not  get  up  the 
speed  hecause  of  the  action  of  gravity,  I  should  not  suppose 
the  governor  would  he  called  into  action  at  all, 

THE  CHAIRIvmh     The  governor  does  not  control  power; 
it  controls  speed* 

HON.  MR,  MACAULAY: 
In  the  case  of  schodules  for  the  operation  of  vehicles 
giving  a  local  service  along  a  heavily  travelled  nighway 
a  speed  of  twenty-five  miles  per  hour  will  enable  the 
schedule  to  be  adhered  to. 

Tariff  of  tolls  spproved  have  provided  for  fares 
varying  in  rate  per  mAle  according  to  the  type  of  vehicle 
operated ^  the  am-ount  of  travel,  the  density  of  population 
along  the  route  and  the  type  of  highway  over  v/hich  the 
vehicle  is  rrjquired  to  be  operated n       For  instance, 
tariff  of  tolls  for  the  operation  of  vehicles  over  routes 
in  northern  Ontario  where  the  highways  are  not  paved  and 
the  travel  on  the  route  is  light,  a  hi,gher  rate  per  mile 
is  permitted  than  in  southern  Ontario  where  a  vehicle 
m.ight  be  operated  over  a  paved  highway  through  a  thickly 
populated  district. 

Periodical  inspection  of  equipment  licensed  by 
the  department  is  made  by  officers  of  the  department. 
Vehicles,  of  course,,  are  also  subject  to  inspection  by 
provincial  or  municipal  police  officers  or  constables. 
Prior  to  the  coming  into  effect  of  bhe  Public 
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Vehicle  Act  and  the  licensing  and  regulation  of  public 
vehicles  by  the  department  there  was  no  regularity  of 
service o      Vehicles  were  operated  at  excessive  speeds 
by  reason  of  competition  and  lack  of  regulation  and  were 
of  a  type  not  at  all  suited  for  the  public  service.  Ser- 
vices were  originally  inaugurated  at  the  request  of  persons 
residing  along  the  main  travelled  highways  who  were  not 
conveniently  located  to  avail  themselves  of  other  forms 
of  transportation.       The  vehicles  were,  in  most  cases, 
operated  by  the  owners  who  were  not  financially  respon- 
sible, carried  no  insurance  to  protect  the  passengers  and, 
generally  speaking,  were  not  of  the  type  desirable  to 
engage  in  the  business.      Immediately  the  law  became 
effective  a  marked  improvement  not  only  in  the  vehicles 
but  in  the  type  of  owner  and  operator  was  evident  and  to- 
day the  service  given  on  the  various  public  vehicle  routes 
licensGd  by  the  department  is  regular  and  depenaable  with 
few  complaints  of  excessive  speed  or  careless  driving  and 
with  a  minimum  of  accidents, 
Mr.  Bickell,   the  registrar  of  motor  vehicles^  was  just 
telling  me  that  while  in  answer  to  a  question  I  said  there 
were  ninety  operators,  70  per  cent  of  the  mileage  would  be 
under  operation  by  about  eight  connected  companies.     It  is 
getting  into  the  hands  of  transportation  interests  who  are 
affiliated  with  the  c^ach  lines  in  the  United  States,  and 
the  type  of  service  is  comparable  to  that  outside  the  big 
cities  of  the  United  States. 

OOIMISSIOI'IER  lEMN:     You  are  developing  through 

line  s  ? 

HON.  m,  MG AUIAY:     Yes,       The  lesser  percentage 
relates  to  township  school  buses,  where  they  may  pick  up 
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children  and  take  them  to  and  from  consolidated  schools. 

This  particular  traffic  has  to  do  v/ith  municipal  service 

rather  than  with  through  traffic  cf  any  kind. 

The  present  schet.iule  of  fees  for  the  operation  of 
r:ublic  vehicles  became  effective  in  Kovemher,   19'60,  and 
between  that  date  and  July,  1925,   the  fees  wore  at  the 
rate  of  one-tenth  of  a  cent  per  passenger  mile  on  pro- 
vincial highways  and  one-twentieth  on  others.  Previous 
to  that  date  and  the  date  cf  the  coming  "nto  effect  of 
the  law  the  fee  was  at  the  rate  of  one-eighth  of  a  cent 
per  passenger  mile  of  travel  on  provincial  highways. 
Previous  to  1925  the  Act  did  not  apply  to  vehicles  that 
were  operated  on  other  than  highways  under  the  jurisdic- 
tion of  the  department.      The  two  reductions  in  fees  were 
made  following  investigations  by  the  derartra.ent  which  in- 
dicated that  the  fees  being  charged  represented  an  appar- 
ently unfair  percentage  of  the  gross  earnings  oi  public 
vehicle  operators. 

HON.  m.  HSI^iKY:    And  further,  Mr.  Maoaulay,  the 
first  reduction  in  fees  was  due  tn  the  im.position  of  the 

gasoline  tax, 

HONc  MR.  MACAULAY:  Yes. 

LORD  ASHF'IELDt     You  spoke  a'j>out  the  operation  of 
motor  coaches  in  the  city  of  Toronto  ^  that  is  outside  the 
jurisdiction  of  your  department.      Would  a  license  be  given 
for  motor  coach  operation  in  the  city  of  Toronto,  connected 
with  an  outside  service,   so  long  as  there  was  no  transport 
for  hire  within  the  city  itself? 

HOW.  Bffl,  di-LCAULAYi     V>/n  have  never  taken  jurisdiction 
over  vehicles  that  operate  solely  within  one  munic ipalitv. 

LORD  ASHFIELD:     But  they  can  go  into  the  city  from 

out  sidp  ? 
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HON.  MR.  HENRY:     Yes,   they  go  r5g]at  into  the  centre, 
hut  are  not  charged  for  the  raileago  within  the  city. 

MR.  BICTfflLL;     Unless  they  do  local  business  within 
the  city. 

GOMISSIONER  WEBSTER:     Are  the  interurban  buses 
allowed  to  do  local  business  within  the  city? 

HON.  MR,  MACAULAY:     No,  but  they  all  have  terminals 

within  the  city. 

LORD  ASHFTELD:     Who  grants  that  license? 
.     HQN,  MR.  MACAUL/vY:     Our  license  is  a  license  to 
operate  an  interurban  public  vehicl'^.      While  they  do  not 
take  any  passengers  in  the  city,  and  the  city  gives  them 
no  licease  to  do  it,  nobody  has  ^ve,r  thought  if  giving  them 
a  license  for  their  city  terminal.       It  is  simply  a  place 
for  discharging  their  passengers. 

LORD  A3HFIELD:     But  th'^y  have  the  right  to  run  over 
the  city  streets? 

HON.  MR.  MAGAULiiY:     Yes;  we  have  the  power  to  give 
them  that  right.      As  long  as  they  P.ro  operating  in  more 
than  one  municipality,  we  can  give  any  public  vehicle  the 
right  to  run  over  any  streets  we  dee  fit, 

LORD  A3HFIELD:  Therefore  the  off'sct  of  that  is 
that  any  question  of  congestions  arising  in  the  city  of 
Toronto  is  within  the  jurisdiction  of  your  department  and 
not  of  the  municipal  government. 

HON.  MR.  MACAULAY:     Wo  could,  prevent  thorn  from 

coming  in  frflim  the  outside, 

LORD  ASHFIELD:     Or,  alternatively,  allow  them  to 

come  in? 

HON.  MR.  iAAGAULAYt     Yes.     Then,  Mr.  Chairman,  I 
havo  prepared  ^.  short  m.emorandum  dealing  with  the  common 
carriers,  which  we  call  public  coM.ercial  vehicles,  and 
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vvtiicli  have  a  separate  license  called  for  short,  the  P.G,V, 
license.       This  is  a  rriore  recent  development  than  the  buses. 
We  first  took  control  of  the  hus  situation  six  or  seven  years 
ago  and  have  been  gradually  developing  it;   the  control  of  the 
public  connercial  vehicles  goes  back  only  four  years. 

COMMISSIONER  LOREE:     Is  this  a  passenger  service? 

HON.  MR.  MACAULAY:     No,  this  is  truck  —  freight 

service  « 

OOMIdlSSIONER  LOREE;     Before  you  leave  the  passenger 
service,  what  is  your  o'yvn  view  of  the  next  ten  years  of  ex- 
]»erience? 

HON.  Ml,  MACAULAY:     In  the  passenger  business? 

COIv'MISSIOWER  LOREE:     Yes.       Will  it  grow,  or  will 
it  be  eliminated,  or  what  are  the  prospects? 

HON,  IvIR.  MAGAUL/iY:     I  would  not  like  to  put  it  up 
against  your  opiniono    You  have  just  said  it  i s  going  to 
die  away:   I  think  it  is  going  to  grow. 

COMISSIONER  LOREE:     I  want  to  cliallenge  my  opinion 

with  yours c 

HON.  MR.  MAGAUL,?iY:     I  think  it  is  going  to  grow. 
As  good  an  example  as  I  can  give  is  the  city  if  St.  Thomas. 
It  is  a  divisional  point  on  the  Michigan  Central  and  the 
Fere  Marquotte,  not  half  way  but  on  the  vvay  from  Detroit 

Buffalo.       It  has  fairly  good  rail  connection  v/ith 
Toronto,  Hamilton  and  Buffalo,  yet  St.  Thomas,  and  London^ 
a  few  m.iles  to  the  north,  is  reached  from  one  of  cur  bus 
operations  in  the  province  of  Ontario,  as  I  will  shov^  you 
on  the  mav.      This  might  be  an  opportune  tim^e  tc  pass 
around  these  maps,  which  vi/ill  givo  you  an  idea  of  our 
systemi, 

COmiSSIONER  LOREE  s     I  do  not  find  that  any  of 
these  bus  lines  in  the  States  are  paying  dividends.  Vi/o 
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operated  for  a  while  a-  bus  line  that  he.d  103  buses,  but 
we  failed  to  make  both  ends  meet  when  we  made  a  propc?r  n.llow- 
anci^  for  depreciation  and  other  items  that  should  be  acoount- 
cd  for. 

HON.  MR,  ivlfiC AULA. Y ;     Did  you  give  them  a  fair  chance 

to  3tand  on  their  ovm  feet? 

GOmilSSIQKER  LOREE:     We  tried  to.         The  history  of 
it  was  this:  we  were  operating  p.  street  car  line  in  the 
neighbourhood  of  Albany  and  Troy,       A  groat  doal  of  street 
paving  haa  to  be  done  and  there  was  the  overhauling  of  the 
tracks  to  look  forward  to.      We  decided  that  if  v/e  sub-' 
stituted  a  bus  lino  we  could  determine  y/hen  the  buses  n^=ied.ed 
renewal  whether  we  would  continue  the  service  or  not.  So 
wo  chartered  a  bus  company  and  established  a  servico^  pick- 
ing up  the  tracks  whore  v/^s  cruld,        tut  into  the  bus  line 
|l, 300,000  as  against  the  |l, 200,000  which  we  calculated  the 
rej-aving  programmK?  would  entail,   so  that  we  had  $100,000 
at  stake.      Wo  cut  our  losses  in  two  but  we  never  made  the 
buses  pay.      We  subsequently  sold  the  line,  but  we  were 

lof>king  forward  to  abandoning  it  when  thp  buses  wore  <rut. 

HON,  m>  WiGAULAY:     Well,   so  far  as  we  know  the  bus 
line  opere.tion  between  f^etroit  and  Buffalo  is  one  of  the 
most  profitable  of  our  bus  companies,  is  it  not,  Mp,  Bickell? 

m,  BICIQilLL:     I  should  think  so, 

HON.  m,  MACaI^'LAY;     That  runs  from  Detroit  to  Buffalo 
over  our  King's  highway,  and  there  is  n'^  lack  of  funds  for 
the  capital  development  of  the  ccmpanyr 

GOATlVIISSIOilER  LOREE:     I  pass  them  every  morning  going 
intn  New  York;   they  run  to  Chicago  and  to  all  the  naarby 
towns  ~-  Allontovvn,   Ponnsyl  mnia,  and  throughout  the  whole 
district,       I  have  not  found  any  of  them  paying  dividends. 
I  was  ta.lking  to  one  of  the  lare^est  bus  operators  in  that 
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neighbourhood  a  while  ago,   and  he  said  it  was  a  lucky  month 
when  he  made  both  ends  riieet, 

HON.  MRe  laACiVQLAY:     Perhaps  they  took  it  out  in 
big  salaries. 

COmiSSIONER  LORE.,.  ^     We  didn't.     I  don't  know  how 
the  others  do. 

HON,  MI;..  i.lA.CAULii.y :     Somebody  is  getting  paid  for 
operating  it. 

EO'lA .  MR.  McC;lEA:     I  am  of  the  opinion  that  you  are, 
Mr,  Loree,  but  may  I  ask  this:     is  there  any  suggestion 
that  any  of  the  big  motor  companies  subsidize  or  aid  any 
particular  person  or  individual  to  get  going,  while  busi- 
ness is  normally  on  the  up~swing,  by  way  of  an  adverti seg- 
ment or  inducement  to  people  to  take  up  that  line  of  work? 

C0MI3SI0KER  LOREE:     That  I  could  not  say;  I  haA/e 
no  personal  knowledge  of  it.       I  do  know  it  is  so  with 
regard  to  the  taxi  cab  business,  because  I  served  on  a 
commission  of  the  mayor  of  New  Ycrk  to  look  into  that 
matter.      The  larger  producers  of  taxi  cabs  organized 
companies  for  that   service,  and  jjixt  their  (^wn  stock  in  there, 

HON.  MR.  McCREA:       That  is  v/hat  I  have  in  mind  — 
whether  large  financial  interests  behind  certain  cars  or 
types  of  production  were  not  doing  something  of  the  kind. 

COmilSSIONER  LfREE:     I  cannot  say  whether  it  is 
done  in  the  highway  business,  but  they  certainly  do  it  in 
the  taxi  cab  business  all  over  the  country. 

HOE.  m,  HENRY s    -We  had  that  very  definitely  in 
the  beginning  of  the  bus  service.       Sales  agencies  were 
handing  equipment  over  tc  people  without  any  means  at  all 
in  order  to  stimulate  the  business.       There  was  a  great 
deal  of  that  done.      They  even  undertook  to  get  a  license 
fr»m  the  department  for  anyone  who  would  buy  a  bus  from 
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them,  but  thoy  faile-.x  t*  produce  any  real  evidence  of  need 
for  such  a  service,  and  it  soon  ceased* 

H01\'o  MR  c  McGREA:     S  one  one  takes  the  loss, 
HON,  MR»  HENRY:     They  lost  their  money  any  way,  be- 
cause they  were  selling  equipment  to  individuals  v/ho  were 
entirely  unable  to  pay. 

HONo  MR.  r-iAGiiULAY:     That  is  one  of  the  curses  of  the 
bus  business,  and  it  is  worse  in  the   truck  business  because 
the;/  do  not  have  to  have  quite  so  large  a  capital  invest-^ 
inent.       But  the  mortgaging  of  the  future  income  of  the 
individual  and  the  extending  ef  loose  credit  has  been  one 
of  the  principal  reasons,   perhaps,   for  the  position  we  are 
in  to-day,  and  it  has  been  more  prevalent  with  the  bus  and 
truck  than  any  other  aspect  of  the  m.otor  industry.      To  the 
extent  that  they  forced  these  pieces  of  equipment  on  in- 
com^petent  operators  and  the  business  has  been  overdone,  I 
agree • 

COMMISbIOi':ER  LEMAN :     I  think,  Mr.  Macaulay,  Mr. 
Loree's  statement  is  substantially  correct,   that  very  few 
of  the  bus  companies  are  paying  dividends.       But  I  think  it 
is  necessary  to  go  back  to  the  reason  for  that  condition. 

Franchises  were  granted  in  sm_all  sections  to  individual 
operators  who  built  up  a  small  business  without  consider- 
ing fixed  charges,  without  any  proper  plan  for  amortization, 
and  very  often  without  proper  insurance »       These  various 
units  v*7ere  picked  up  by  cumpanies  who  placed  them,  on  a 
satisfactory  basis,  but  v^ho  had  to  buy  on  the  basis  of  the 
earning  power  v/hich  that  man  had,  according  to  his  books. 

HONo  MR.  I';iiiCAULAY:     That  is-  quite  right;  that  is 
the  point. 

C02MISGI0NER  LEMAN:     I  think  that  is  at  the  bottom 
of  the  whole  tr'>ui..le;  that  these  undertakings  have  been 
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capitalized  on  the  basis  of  what  the  ms.n  who  v^/as  not  operat- 
ing on  a  sound  financial  basis  had  established  to  be  his 
earnings  * 

LORD  ilSHPIELD:     And  it  was  don«  deliberately,  I 
have  no  doubt • 

GOItvilSSIONER  LEMAN;     It  was  done  eleliberately , 
HON.  MR.  MACaULAY;     That  was  in  the  halcyon  days  of 

1928-29, 

GOMvi"ISSIOI\TER  LOREEs     This  GeTumissicn  has  to  find 
some  answer  to  the  problern,  ani  I  am  trying  to  elucidate  one 
side  of  it. 

HON.  MR,  MACAU;i:aY!     I  think  I  can  say  that  those 
that  have  come  within  my  observation  have  paid  too  much  for 
some  routes,  largely  on  the  basis  <vf  the  goodwill c 

COMMISSIONER  K)REE;     In  the  two  cases  I  spoke  of 
my  own  experience  and  that  of  the  gen  tlera.an  I  mentioned, 
there  was  no  swelling  of  the  capital;  the  money  was  the 

am-ount  actually  paid  for  new  vehiclasc 

HON.  MR.  McCREA:     May  I  ask,  Mr.  Macaulay^  whether 
the  Departm.ent  of  Highways  has  any  knowledge  of  any  concerns 
of  this  type  making  money  and  paying  dividends  on  a  properly 

organized  business  basis ^ 

HON.  MR.  MACAfJLAY^     I  will  ask  Mr.  Bickell,  who 

has  charge  of  the  bus  operations,  to  answer  that  question 
if  he  can» 

BICKELL:     I  am.  afraid  we  have  no  very  definite 
knowledge  on  that  subject,  Mr.  McCrea.       We  do  know  that 
there  have  been  a  number  of  cases  of  operator  s  wlio  have 
substantially  increased  their  equipment  purely  out  of 
earning,3.       I  have  in  mind  one  operator  who  rijjas  frcm 
Toronto  east;  to  Kingston;     he  started  out  perha.ps  seven 
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or  eight  years  ago  with  one  or  two  "buses  „       I  suppose  it  is 
now  one  of  the  best  organized  hus  routes  there  is;  he  has 
fifteen  or  twe/ity  "buses  to-day,  the  very  best  type  of  equip- 
ment, and  they  have  'been  bought  wholly  out  of  earnings.  I 
know  he  had  no  capital  to  start  with* 

COMvlISSIOFER  LEMNj     That  would  be  an  individual. 

MR.  BICKELL:     That  would  be  an  individual,  but  I 
have  no  knowledge  of  any  companies. 

SIR  JOSEPH  FIAVELLE:     I  suppose  the  fifteen  or 
twenty  buses  would  be  bought  fr^^m  the  manufacturers  to  be 
paid  for  over  a  number  of  years. 

IvlR.  BICKELL;     Yes,  I  have  no  doubt  that  is  so. 

SIR  JOSEPH  FLAVELLE:     And  the  payments  he  would 
make  would  b^  marginal  payments  upon  an  equipment  that 
would  have  to  be  sibsorbed  by  a  progressive  period  of 
successful  operations? 

MR.  BICKELL:  Yes. 

SIR  JOSEPH  FLAVELLE:     I  am  sure  the  purpose  is  not 
at  all  to  establish  that  buses  or  trucks  can  or  cannot  be 
satisfactorily  operated.      But  in  the  development  of  this 
truck  business,  v/hat  are  the  facts  in  relation  to  framing 
^ower  where  there  is  a  proper  depreciation  set  up  and  where 
the  charges  imposed  by  the  state  are  sufficient  to  recoup 
the  state  for  the  use  of  the  highways?        The  whole  service 
is  so  new  that  unless  you  have  an  incorporated  company 
which  publishes  its  statements,  it  is  difficult  to  know 
what  is  the  real  basis  of  the  operating  accounts.  I 
gather  from  what  you  say  that  you  have  not  much  informa- 
tion. 

MR.  BICFvELL:     I  have  no  knowledge  of  it,  no.  But 
there  is  in  Ontario  a  well  v^rganized  association  of  bus 
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operators^  and  I  understand  that  they  have  prepared  some 
interesting  data. 

COM' ;i3SI0"iER  LE;'ilAN :     There  was  a  representation  in 

Montreal,  Sir  Joseph, 

SIR  JOSEPH  FLaVELLE:     The  representative  of  the 
association  said  he  would  ui±ti^  his  material  here,   but  I 
understand  they  have  not  been  able  to  get  it  ready  and  will 
ask  the  Goniniission  to  hear  them  later. 

LORD  AShPIELD:     If  1  may  venture  a  comparison  be- 
tween one  country  and  another,   so  far  as  hus  and  coach 
operations  in  Great  Britain  are  concerned  they  are  on  a  very 
profitable  basis.      The  taxes  paid  by  one  company  alone  more 
than  cover  the  cost  of  maintaining  all  the  roads  on  which 
they  operate.       I  m.ay  add  that  all  the  motor  coach  services 
operating  in  Great  Britain  now  are  shared  with  the  m.ain  line 
railway  companies,  who  are  50  per  cent  o'wners  of  all  these 
services.      The  prices  which  the  railways  paid  for  that 
interest  certainly  proves  conclusively  that  the  miotor  coach 
services  ai'e  on  a  very  profitable  basis. 

C0IVMI3SI0KER  LOREE;     Take  a  par^illel  case:  the 
railroads  originally  bought  a  half  interest  in  the  carrier 
companies,  and  then  finally  bought  them  all  out  the 
Pickford  Company,  for  instance,  who  were  carrying  merchan- 
dise from  London  to  Manchester,  and  so  on.      Last  year  they 
lost  |6, 000, 000  in  that  operation. 

HON.  iv'lR.  McGRIilA:     I  suppose  the   services  to  which 
his  lordship  refers  would  compare  to  the  Fifth  Avenue 
bus  service  in  New  York.      That  must  be  a  paying  proposition. 

COMMISSIONER  LOREE j     Oh,  that   is  very  profitable. 
Thoy  have  a  ten  cent  fare. 

LORD  ASH FIELD:       I  refer  to  the  services  between 
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London  and.  Glasgow,  Edinburgh,  Birmingham,  Manchester, 
Swansea,  and  so  on, 

SIR  JOSEPH  FLr^VELLEj     You  are  speaking  of  passenger 
services;  what  about  your  freight  service? 

LORD  ASHFIELD;  There  are  very  fev;  coiiunon  carriers. 

SIR  JOSEPH  ELiWELLS:     To  what  extent  has  a  study 
been  made  of  the  possibility  of  mking  the  amount  paid  to 
the  state  by  the  motor  carrier,  an  enterprise  which  is  in 
coripetition  with  the  railvmys,  equivalent  to  the  charges 

which  the  railways  have  to  bear  in  the  maintenance  of  their 
right  of  way  and  the  carrying  of  their  traffic.       I  know 
there  is  a  tendency  to  irritation  in  some  of  the  provinces 
at  any  suggestion  that  a  service  which  is  so  useful  to  the 
comjnunity  should  in  any  sense  be  questioned  because  the 
railways  t^.o  not  like  it.       But  whether  we  have  any  motor 
services  or  not,  we  m_ust  have  railway  services,  and  I  should 
thinlc  the  Commission  would  wish  to  know  what  is  done  in 
each  of  the  provinces  to  establish  a  parity  of  operating 
relations  bearing  upon  the  cost  of  roadbed  and  the  services 
rendered  over  it.       If  that  has  not  been  made  a  matter  of 
careful  study  on  the  part  of  the  departments,  Mr.  Prime 
i'^iinister,   I  would  respectfully  suggest  that  it  is  a  field 
that  might     f.^irly  be  covered. 

HON.  MR,  MiiGAUMY;     Well,  Sir  Joseph,  the  highways 
were  originally  built  for  private  passenger  cars.       No  high- 
ways have  been  built  yet  in  this  province,  as  far  as  I 
know,   for  the  common  carrier  or  for  the  bus. 

SIR  JOSEPH  FLAVSLLE:     Not  exclusively. 

HON.  MR.  MACAULAYs     Or  largely,     I  do  not  know  of 
any  highway  we  would  not  have  const rue taa  if  there  had  been 
no  coFjr-on  carrier  and  no  bus. 
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SIR  JOSEPH  PLAVEL]£:     I  am  not  thinking  of  the  entire 
cost  cf  the  highvmy  being  borne  by  the  corntn©n  carrier  or  by 
tbe  bus;  I  would    hope  that  the  private  vehicles v/ould  cr^rae 
under  the  same  supervision  as  to  the  amount  v/hich  tliey  should 
contribute  in  respect  of  the  very  costly  roads  on  which  they 
operate.       I  am  afraid  that  in  the  west        I  do  not  know  how 
it  is  with  you  here        there  has  been  a  large  accumulation 
of  debts  frr  the  building  of  reads,  without  any  corresponding 
revenue  for  maintenance,,  interest  on  securities,  and  reason- 
able sirlcing  fund, 

HONc  Mi.  MACi'JJIAY;     This  y«ar  we  will  get  by  way  of 
revenue  from  our  motor  traffic,  including  trucks  and  buses, 
apprr-xiraately  $20,000,000,  and  our  total  budget  will  not 
exceed  |60,000,000,   so  that  we  are  going  to  get  one  third  of 
all  our  revenue  this  year  frrm  motor  traffic, 

COMvlISSIOFER  LElVIiiNs     You  mean  that  |60j,000,000  will 
Tie  the  tfttal  budget  r»f  the  province? 

HO  11.  MR.  MCADIAY!  Yes. 

C OMISSION  LEMAN:    What  would  be  your  high'way  budget, 
in  round  figures? 

HON,  Wi,  mCAULAY;     V\[e  have  not  decided  yet.  If 

public  opinion  continues  as  it  is,  we  won't  spend  anything 

on  highways  this  year. 

COM./HS SIGNER  LEMAN:  You  will  have  your  maintenance? 
HON.  m,  MACAULAY:     That  amounts  to  $2,500,000  a 

ye  ar » 

SIR  JOSEPH  FLP.Vl^LLE:     On  3,000  miles  of  road? 
HON.  MR.  MACAULAY;  Yes. 

COffllSSIONER  LOREE:     This  sulr^ject  has  many  ramifi- 
cations.    I  have  a  place  in  the  country,  and  I  have  paid 
half  the  expense  of  the  construction  of  a  concrete  pavem^ent 
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on  th&  highway  that  runs  past  it.       Nineteen  thousand  motor 
C8.r3  use  that  highway  every  day,  and  practically  none  of.  the 
owners  of  thone  cars  live  in  the  township;  they  are  strangers 

who  come  into  the  community^  yet  I  am  saddled  with  that  ex- 
pense . 

HOW,  MilGAUL..Y:     Well,  I  can  say  this  much,  sir: 

wf!  have  a  d:? finite  view  as  a  provincial  government  that 
highv/ays  have  built  up  the  cities  and  torn  d")wn  the  villages 
and  towns  and  country  communities,     and  that  the  cities 
should  contribute  something  to  it. 

THE  CHAIHI'LiW  ^     In  connection  with  works     under  your 
local  improvement  system,  what  proportion  does  the  munici- 
pality pay,  do  you  happen  tc  know? 

HON.  Mil.  liACAULAY:     For  pavement? 

THE  GHAIRmK;     Well,   sidewalks,   for  exdimple . 

HOW,  MR.  'vLAGaULAY:     The  municipality  does  not  pay 
anything  frr  a  pavement  or  sidev^alk  except  tliat  proportion 
at  the  intersection  vrtiich  constitutes  the  corporation's 
shR.re  . 

HON.  :"Iri»  HENRY:     I  think  they  estimate  that  at 
about  20  per  cent. 

HON.  MR.  MACAULAY:     It  usually  runs  to  20  per  cent 
of  the  total  cost, 

THE  CKAIRIVRN;     So  that  the  pedestrian  roally  does 

not  contribute  anything.       Tho  frontager  pays  the  whole 
thing. 

HON.  i^IK.  :iAGAULAY:  Well,  the  pedestrian  is  a  fronta- 
ger somev'/here  else,  probably. 

SIR  JOSEPH  PLr-VELLEt    With  regard  to  your  lordship's 
suggestion  as  to  the  relation  of  the  taxes  paid  by  L^^ndon 
buses  to  maintenance  charges,  pt^rhaps  the  maintenance  charge 
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is  not  the  large  end  of  it  .       Do  the;/  pay  anything  towards 
the  interest? 

LORD  ASHPIELDi     Interest  on  the  cost  of  building 

tl'e  road? 

SIR  JOSEPH  FLaVELLE:  Yes. 

LORD  ASHFIELD:     I  could  not  answer  that.       The  road 
d*^velopment  in  that  area  is  comparatively  small.       It  is  a 
very  old  established  community. 

SIR  JOSEPH  FliiVSLLEs     Maintenance  is  the  heavy  end? 

LORD  AoHPIELD:     Ikicli  the  heavier  end. 

HON.  IsIR,  MACaULAY;     On  the  question  of  maintenance 
charges  it  is  difficult  to  make  a  comparison  between  the 
highway  and  the  rail^vay.       We  can  follov*^  the  contour  of 
the  country  to  a  contain  extent,  not  only  uv  and  down,  but 
in  turning^  and  so  'on.       We  have  the  minimum  number  of 
bridges,  culverts  and  structures  of  that  kind,  and  our 
maintenance  cliarges  cannot  be  compared  in  any  scientific 
way  with  those  of  a  railroad. 

HON.  Ia'IR.  ,  HENRY:     If  you  will  a  How  me,  Sir  Joseph 
~-  ^  think  this  v/ill  partly  answer  your  question:  when 
we  instituted  the  |iassenger  seat  m,ilo  tax  we  had  not  any- 
thing to  go  by,       Mr,  Bickell  will  correct  rae  if  I  am  wrong, 
but  I  do  not  think  there  is  any  state  in  the  union  that  had 
anything  Just  comparable  to  it. 

G0MIS3I0NER  LOREE:     I  do  not  know  of  any,  sir. 

HON.  MR.  HENi-'iY:     It  was  said  thsit  in  the  operation 
of  radial  railways,  20  per  cent  of  the  gross  earnings  went 
towards  the  upkeep  of  the  roadbed.      When  we  instituted 
the  toll  against  the  operator  of  a  bus,  we  did  so  more  or 
less  blindly,  because  we  did  not  know  anything  about  the 
cost  of  operation;  in  fact  the  operators  themselves  did  not 
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know.       Hut  we'  sou,c^iit  to  get  from  eight  to  ten  per  cent  of 

f.neir  gross  earnings  towards  the  upkeep  of  the  road,  I 

do  not  know  hov;  close  v\/e  were  to  it;  we  had  dif f ic-ultie s  with 

a  nuiD.ber  of  individual  operators  v/ho  had  no  capacity  to  keep 
books  and  knew  nothing  about  cost.       Subsequently  we  were 
getting  information  from  some  of  the  larger  operators, 
particularly  from  the  Gray  Coach  Lines,  which  is  a  sub- 
sidiary of  the  Toronto  Transportation  Commission.       I  do 
not  know  what  percentage  we  were  getting  back  in  1929  vifhen 
the  traffic  was  noroial,  but  originally  we  had  the  idea  of 
getting  about  10  per  cent  of  their  gross  earnings  towards 
the  upkeep  of  the  road.      As  the  service  vms  now  we  did  not 
think  it  a  good  rule  that  they  should  be  in  the  same  posi- 
tion as  a  radial  railwc^y        takings  20  per  cent  of  their 
gross  earniUf-jS  to  take  care  of  the  roadbed.      Now,  in  re- 
lation to  truck  traffic  and  hauling  generally,  three  years 
ago  last  fall  v/e  sought  to  take  a  toll  per  ton,  but  there 
were  so  many  ways  of  evadin-^  it  that  it  operated  only  about 
three  months,      Vi/e  did  not  get  very  much  of  what  we  were  en- 
titled to  under  the  regulations  we  had  set  up,   so  we 
abandoned  it  until  v.^e  had  m_ore  light  on  the   subject  and  a 
ro.ore  complete  control  of  the  traffic.       That  is  the  situa- 
tion in  relation  to  our  taxes  against  public  operators.  In 
the  revamping  of  the  rates  against  trucks  for  this  present 
year  we  increased  them  very  m.aterially,  because  they  were 
not  paying  anything  except  a  nominal  license  fee  and  v>/hat- 
ever  tliey  contributed  through  the  medium,  of  the  gasoline 
tax.       I  think  on  some  of  the  heavier  equipment  we  in- 
creased the  rates  about  50  ner  cent. 

SIja  JOoiiPH  S'HAVHL...!]  1     So  that  you  are  still  in  the 
process  of  evolving  what  miay  be  an  ultimate  plan. 
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HON.  MR.  HENRY:     Yes,  and  how  ranch  they  should 
contribute . 

HON.  MR,  McGREA:     In  the  reference  Mr.  Macaulay  mad 
to  the  revenues,  !jji20,000,000  as  against  $60,000,000  he 
was  speaking  of  ordinary  revenues        it  should  not  be  over- 
looked that  a  very  substantial  part  of  the  debt  arises  out 
of  the  development  of  this  general  road  system. 

SIR  JOSEPH  FLAVELLE:     I  was  going  to  ask    what  was 
the  debt  for  your  general  road  system. 


(Page  1545  follows) 


-1545  -  Horio  Mr.  Macaulay 

HON.  Ml^,  MACAULAY:  We  have  been  charging  all  con- 
Gtructlon  cost  to  capital*  putting  it  in  the  piihlic  debt.  At 
the  end  of  1931  it  amounted  to  |140,000;,000 .     We  have  two 
systems  of  highivays^   the  King^s  Eighv/ays  in  southern  Ontario 
and  the  organized  counties  of  the  province  on  v/hich  the  debt 
now  amounts  to  |'113,000,000 .     For  the  purpose  of  comparing 
the  cost  and  the  revenue  of  our  highway  system;,  we  include  in 
it  the  northern  Ontario  system  of  highways,  which  is  under 
another  departraent,  that  of  Northern  Developm.ent ,  but  it  is 
all  road  expenditure.     If  the  two  were  added  together,  that 
and  the  Northern  development        roads  north  of  the  Severn 
River        the  capital  charges  to  date  wo^.ild  run  to  about 
|140,000,00C ,     If  you  charged  interest  on  that  at  5  per  cent, 
|7, 000, 000,  plus  maintenance  of  $2,500,000,  you  would  have 
a  total  of  $9,500,000,     Then  charge  something  to  amortize 
it  at  5  per  cent        how  long.  Sir  Joseph,  would  it  take  to 
amo rtize  the  debt? 

SIR  JOSEPH  FLAVSLLEr   I  am  afraid  you  will  have  to 
ask  some  of  the  actuarial  gentlemen  here „ 

HONo  MR.  MACAULAY:  I  suppose  I  would  have  to  flgrr^e 
it  cute  But  v/ithin  probably  14  .  years  you  would  still  have 
a  substantial  surplus  of  revenue  on  the  present  basis. 

HON.  MR.  HENRY:  Prom  which  has  to  be  paid  the 
amounts  incurred  by  the  townships. 

HON.  MRo  MACAULAY:   In  addition  to  that  we  have 
not  only  to  pay  the  cost  of  construction  and  interest  on  our 
own  highways,  but  ¥/e  pay  50  per  cent  of  the  cost  of  all 
county  hlghv/ays,  and  this  year  It  amounts  to  |4;»400,000  as 
our  share  6 

SIR  JOSEPH  FLAVSLLE:  And  the  amount  you  pay  for  the 


5 

( 


-  154S  -  Hon.  Mr,  Macaulay 

HoHo  Mr.  McCrea 

township  highways. 

HONo  MR.  MACAULAY:  And  we  pay  40  per  cent  of  the 
cost  of  the  tovmship  highways.     This  year  that  amounts  to 
|2^100,000  odd, 

HON,  MR.  McCRSA;  I  suppose.  Sir  Joseph,  allowing 
for  the  relative  efficiencies  as  between  the  companies  to 
which  his  Lordship  has  referred  and.  the  bus  companies  here, 
that  the  success   of  one  and  perhaps  the  doubt  as  to  the 
success  of  the  other  all  comes  back  to  density  of  traffic? 

LORD  ASIEPIELD;  Yes. 

SIR  JOSEPH  FLAVELLE:  You  see,  his  Lordship  with  his 
com-pany  is  serving  a  comrrunity    in  that  metropolitan  area  as 
great  as  the  population  of  all  Canada.     What  is  the  extent 
of  that  area,  Lord  Ashfield? 

LORD  ASHFIEIJD:   It  extends  a  distance  of  thirty-five 
miles  from  Charing  Cross. 

SIR  JOSEPH  FLAVELLE:  It  has  a  tremendous  density  of 

traffic . 

HON,  MR,  McGRSA:  Relatively  speaking,  the  trouble 
today  of  both  the  Canadian  National  and  the  Canadian  Pacific 
is  lack  of  business  or  earning  power. 

SIR  JOSEPH  FLAVELLE:  They  are  covering  a  tremendous 

area. 

HON.  MR.  MACAULAY:  That  is  the  trouble  of  railroads 
all  over  the  ¥/orld  —  lack  of  business  o     I  see  railway 
receiverships  are  threatened  all  over  the  United  States. 

COMMISSIONER  LORSE:  That  brings  up  a  question  very 
much  on  my  mind.     If  I  were  paying  the  wage  scale  of  1913  on 
the  business  of  today,  instead  of  earning  less  than  |100,000 
over  my  fixed  charges,  I  could  pay  a  20  per  cent  dividends 
No?/,  what  has  the  volume  of  business  got  to  do  with  it? 
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HON.  MR.  MACATJLAY:  Car  loadings  seem  to  be  down, 

COMMISSIONER  LOKEE:  They  are;  but  wages  keep  up. 
The  interest  on  ca.pltal  is  less  than  what  it  was  in  1913;  the 
cost    of  living  is  only  30  per  cent  more;  rates  are  only  40 
per  cent  more;  wages  are  184  per  cent  more,     I  think  that  is 
the  whole  stor^^  of  the  railroad  trouble  = 

HON,  MR.  MACAULAY:  You  think  the  level  of  wages 
is  higher  prcportionatelj/-  than  it  is  in  other  industries? 

COMMISSIONER  LORES:   I  should  say  in  other  indus- 
tries it  is  coming  down,  but  it  does  not  recede  much  on  the 
railroads , 

HON.  im,  MACAULAY:  You  already  have  a  map  showing 
the  routes  of  the  buses o     These  are  two  maps  showing  the 
truck  routes.,  These  are  truck  lines  operating  as  common 
carriers . 

■  SIR  JOSEPH  FLAVELLE:  They  cover  more  territory  than 
the  buses. 

HON.  MR.  MACAULAY:  Yes,    It  is  the  same  highway 
system^,  but  it  is  marked  with  different  routes  c     I  have  a 
short  memorandum  which  perhaps  will  be  of  some  interest  to 
the  Commission.     I  v/ill  read  it; 

The  Public  Commercial  Vehicle  Act  was  enacted  in 
1927,  and  pursuant  to  the  authority  vested  in  the  Lieut en- 
8.nt  Governor  in  Council  regulations  regarding  licenses, 
the  amount  of  insurance  to  be  carried  on  goods,  wares  or 
merchandise,  and  generalljr  for  the  better  carrying  out  of 
the  provisions  of  the  Act,  v/ere  passed  and  became  effective 
in  September,  1928,     Owing,  however;,  to  the  fact  that  the 
Act  did  not  apply  and  specifically  exem.pted  a  vehicle  while 
hired  or  used  by  any  person  for  the  transportation  of  his 
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ovm  goods,  wares  or  merchandise,  the  Act  and  regulations 
were  found  to  he  difficult  of  enforcement,  and  in  January, 
1931,  following  an  amendment  to  the  Act,  new  regulations 
were  promulgated  and  hecame  effective  on  the  1st  of  April, 
1931.     The  amendment  to  the  Act  broadened  the  scope  of 
same  by  interpreting  a, public  commercial  vehicle  as 
follows : 

"Public  Commercial  Vehicle"  shall  mean  a  motor 
vehicle  operated  on  a  public  highway  by  or  on  behalf 
of  any  person  who  holds  himself  out  to  the  public  as 
carrying  on  the  business   of  a  public  carrier   of  goods, 
wares  or  merchandise,  and  running  between  two  or  m,ore 
municipalities,  but  shall  not  include  a  motor  vehicle 
while  hired  or  used  by  any  person  for  the  transpor- 
tation of  his  own  goods,  wares,   or  m^erchandise  ex- 
clusively. 

The  new  regulations  which  became  effective  on  the 
1st  April,  1931,  provide  for  the  classification  of  public 
commercial  vehicles  used  for  hire  in  the  four  classes  as 
follows : 

Class  "A"  Common  Carrier, 

Any  motor  vehicle  operated  for  hire,  pay  or 
gain  for  the  transportation  of  property  between 
fixed  termini  or  over  a  regular  route  on  the  King's 
Highv;ay . 

Class  "B"  Common  Carrier, 

Any  motor  vehicle  operated  for  hire,  pay  or  gain 
for  the  transportation  of  property  between  fixed 
termini  or  over  a  regular  route  from  or  to  a  point 
not  on  the  King's  Highway, 
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Class  "C"  Private  Carrier. 

Any  motor  vehicle  operated  for  hire^  pay  or  gain 

for  tiie  transportation  of  property  belonging  to  one 

person  onlj  on  a  trip. 

Class  "D"  Private  Carrier. 

Any  motor  vehicle  operated  for  hire,  pay  or  gain 

under  contract  for  the  transportation  of  property 

and  vehicles  designed  and  used  exclusively  for  the 

transportation  of  a  particular  type  of  property. 

The  regulations  provide  for  the  licens5-ng  of  such 
vehicles  "by  the  department  and  vest  in  the  minister  author- 
ity to  refuse  a  license  for  any  reason  which  he  may  deem 
sufficient . 

We  seek  to  get  away  from,  the  Impression  that  the 
franchise  is  perpetual;   it  is  renewable  annually. 

SIR  JOSEPH  PLAVELLE:   It  is  a  franchise  on  good 

behaviour . 

HON  MR.  MAC;-ULAY:  Yes,  like  the  franchise   of  a  good 
judge,  I  suppose. 

Licenses  issued  imder  class  "A'   and  "B"  designate 
the  route  betv/een  fixed  termini  over  which  the  vehicle  is 
permitted  to  operate,  and  it  is  required  that  all  vehicles 
licensed  display  a  plate  indicating  the  class  of  license 
issued,  and  in  addition  a  sign  designating  the  route  and 
class   of  operation. 

All  licenses  issued  expire  on  March  31st   of  each 
year  and  are  renewable  yearly  at  the  department's  dis- 
cretion . 

The  fee  payable  annually  for  a  license  to  operate 
is  -"aO.CO  with  an  additional  |2.00  for  each  set  of  markers 
is  sued . 
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That  fee  of  |lOoOO  is  in  addition  to  the  ordinary 
fee  payable  for  a  truck.     On  the  corninercial  vehicle  the  fee 
payable  is  on  the  gross  weight e     Under  our  new  scale  of  fees 
most  of  these  vehicles  ?/ill  be  subject  to  a  p airmen t  of  about 
|100. 

SIR  JOSliPH  FLAVELLE:   Just  for  registration? 
HON.  MR.  MACAULAY:   Just  for  registration.     If  the 
owner  wants  to  use  his  vehicle  in  the  conmion  carrier  business 
v/e  have  been  adding  |10  to  the  fee,  but  as  those  licenses 
expire  on  March  olst  next  we  have  not  yet  determined  v/hat  the 
fee  shall  be  for  the  next  year.     I  have  told  those  in  the 
business  that  it  is  going  to  be  v^ry  much  higher.     As  the 
Prime  Minister  has  said,   v/e  have   increased  the  truck  fees 
very  materially,  over  35  per  cent.     Those  licenses  all  expired 
on  December  31st »     The  owners  of  trucks  engaged  in  the  oonmion 
carrier  business  have  to  renew  their  licenses  on  the  1st  of 
April,  and  on  top  of  the  other  increase  there  will  be  a  very 
material  increase  in  the  fees. 

SIR  -JOSEPH  FLAVELLE;  Have  you  yet  determ.ined  \Yhat 
your  gasoline  tax  ¥/ill  be? 

HON,  MR,  MACA.I3LAY;  That  is  coming  up  for  deter- 
mination.    It  must  i-e  done  by  legislation. 

SIR  JOSEPH  FLAVELLE:  At  present  it  is  five  cents 

per  gallon, 

HON,  MR»  MACAULAY:  Yes,  Quebec  has  raised  its 
gasoline  tax,  ana  I  believe  the  v/estern  provinces  are  con- 
sidering raising  theirs.     It  looks  as  if  the  provincial  tax 
on  gasoline  will  be  six  cents  throughout  the  Dominion. 

LORD  ASHFIELD:   In  m.y  country  it  is  eight  pence. 

SIR  JOSEPH  PLAVELIE:  Sixteen  cents. 
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HoHo  MPo  McCrea 

HON,  MH.   MACAULAY:  Have  jou  any  idea  how  much 
revenue  would  Toe  raised  from  that  tax? 

LORD  ASHFIELD:   It  is  a  very  substantial  figure o 

HON.  MR.  McGREA:  Your  Lordship,  the  sixteen  cents 
tax  is  levied  without  reference  to  the  cost  of  construction 
or  m,aintenance  of  the  roads? 

LORD  ASHFIELD:  None  whatever, 

HON.  MJic  McOREA:   It  is  a  tax  in  the  general  in- 
terest of  the  State? 

LORD  ASHPIELD:   It  is  simply  for  the  purpose  of 
raising  revenue  under  the  budget. 

HON,  MR.  MACAULAY:  The  memorandum  proceeds; 

Except  in  the  case  of  those  vehicles  used  in  the 
conveyance  of  farra^  dairy  products  and  livestock,  all  other 
licensed  vehicles  are  requi  red  to  use  a  uniform  bill  of 
lading  vi/hich  prescribes  the  carrier's  liability  in  the 
event  of  loss  or  damage  to  cargo,   and  also  a  complete  des- 
cription of  cargo  carried,   together  with  carrying  charges, 
etc  o 

Owners  of  public  commercial  vehicle  licenses  are 
also  required  to  take  out  and  keep  in  force  a  policy 
covering  the  cargo  carried  in  amounts  varying  from  ::|5C0 
to  4^2,000. 

Provision  is  made  for  a  maximum 
of  working  hours  for  drivers  of  public  commercial  vehicles, 
which  shall  not  exceed  ten  hours  in  any  twenty-four  hour 
period « 

Vehicles  operated  under  this  Act  are  subject  to  in- 
spection by  authorized  inspectors  of  the  department  or  by 
provincial  or  municipal  police. 
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In  the  past  year  our  regulations  have  covered  the  size 
of  vehicles the  axle  weight,   the  load  according  to  the  size 
and  character  of  the  tires,   the  springs the  speed,  lights 
signs  and  so  on. 

COIv'IMISSIONSR  LOREE:  Do  you  still  license  trucks  with 
solid  tires? 

HOW,  MR.  MAGAULAY:  We  have  issued  no  licenses  for 
new  solid  tire  trucks  for  I  suppose  seven  years.     We  are  re- 
newing the  licenses  of  those  solid  tired  trucks  that  are  not 
yet  worn  out ^     Some  of  those  solid  tired  vehicles  have  a 
surprisingly  long  life. 

I  will  summarize  these  sheets  attached  to  this 
statement,  vrtiich  ¥/ill  he  filed.     The  first  sheet  shows 
the  revenue  collected  since  1904  divided  into  gross  revenue, 
gasoline  tax  and  chauffeur  and  operator  licenses. 

Another  schedule  shows  the  division  of  our  revenue 
am-ong  passenger  cars,   commercial  vehicles,  public  vehicles 
and  public  commercial  vehicles.     I  think  these  statem.ents 
will  give  you  a  complete  picture  of  the  bus  and  truck  oper- 
ations in  this  province. 

Yi/hat  is  your  view.  Lord  Ashfield  as  to  the  abolit- 
ion of  the  speed  limit? 

LORD  ASHPIEIJ):  We  can  only  judge  by  the  experience 
we  have  had.     So  far  the  comments  are  wholly  favourable  to  it, 
accidents  have  decreased,   and  we  are  discovering  that  drivers 
are  becoming  more  cr.reful  and  exercising  greater  skills 

HOIT.  MR.  MACAULAY:  This  is  a  statement    of  bus  and 
truck  statistics  for  the  province « 

Chart  nimiber  1  s?noV(/s  the  distribution  of  our  pneu- 
matic tired  busses  by  gross  weight.     There  are  766  of  these 
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varying  in  weight  from  less  than  tvi^o  tons  up  to  ten.  The 
larger  number  of  these^   23  .,50  per  cent,  representing  buses 
of  ten  tons  gross  v/eight. 

Plate  number  2  deals  v/ith  the  seating  capacity;  74 
per  cent  of  the  buses  have  a  capacity  from  31  to  30  seats, 

Plate  number  3  shows  the  percentage  distribution  of 
bus  routes  on  the  King's  highv/ays,   county  and  other  roads, 
and  the  total  daily  mileage  operated.     You  will  observe  in 
the  first  part  of  this  exhibit  that  71.85  per  cent  of  the 
mileage  bus  routes  is  over  the  King's  highways,  representing 
a  total  mileage  of  3^027,     The  total  mileage  of  county  and 
township  roads  is  38,493,   of  which  2,57  per  cent  is  travelled 
by  buses.     The  second  part  of  this  plate  gives  you  the  total  bos 
mileage  per  day  on  the  King's  highway  and  on  the   other  roads. 

Plate  number  4  attempts  to  show  the  percentage  dis- 
tribution of  fees  and  taxes  paid  on  a  bus  operating  on  the 
King's  highways  as  com^pared  with  a  private  passenger  car.  A 
bus  of  ten  tons  gross  weight  with  30  passenger  capacity, 
travelling  30,000  miles  a  year,  with  a  gas  consujnption  on  the 
average  of  6  miles  per  gallon,   contributes  to  us  a  revenue  of 
Sj5830  a  year,  made  up  of:  Registration  fee,|l50;  gas  tax,J|^250; 
operating  fee,  |450 .     A  private  passenger  car,  of  co^opse,  does 
not  travel  30^000  miles  a  year,  on  an  average  it  travels 
5,000  miles,  but  to  compare  it  with  the  bus  travelling  the 
same  mileage  we  have  put  in  a  computation  Y/hich  shows  that 
the  passenger  car  vrould  contribute  to  us  in  revenue  |106 . 

Plate  number  5  shows  the  percentage  distribution 
of  passenger  cars  and  buses  licensed  as  public  vehicles  — 
489,713  private  passenger  cars  and  629  buses. 

G0MMI3SI0NER  LEMAII :  Which  answers  your  question, 
Sir  Joserjh,  as  to  the  distribution  of  the  cost.     It  would  be 
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infinitesimal  on  the  public  vehicles, 
SIR  JOSEPH  FLAVELLE:  Yes, 

HON.  MRo  MACAULAY:  Plate  number  6  shows  the  percen- 
tage distribution  of  pneumatic  tired  trucks  by  gross  weight. 
Thirty  four  per  cent  of  these  are  under  two  tons.     That  is 
something  to  be  r;orne  in  rnind  when  you  are  thinking  of  the 
freight  truck  problem  on  the  highway.     A  great  percentage  of 
the  trucks  are  light  vehicles  used  by  the  small  local  retailer, 
the  butcher  and  the  grocer,  and  so  on,  and  the  small  industry 
or  the  small  builder  in  the  village  or  town,  and  even  the 
fellovi^  that  uses  a  lawn  mower  and  other  gardening  tools,  as 
well  as  the  farmer  who  now  takes  to  market  some   of  his  farm 
products.     We  charge  those  small  trucks  the  lowest  fee,  |10 , 

Plate  number  7  shows  the  percentage  distribution  of 
solid  tired  trucks  by  gross  weight.     There  are  1^127  of  these 
hard:/-  veterans  still  in  existence, 

Plate  number  8  shows  the  percentage  distribution  of 
trailers  by  gross  weight,     ?fe  have  9,675  trailers  registered, 
of  which  78.85  per  cent  are  one  ton  and  under. 

SIR  JOSEPH  FLAVELLE 1  Have  you  anything  in  your  re- 
cords to  show  the  percentage   of  accidents  by  reason  of 
trailers? 

HON,  MR.  MACAULAY:  Mr.     Bickell,  have  you  anything 
in  your  accident  reporting  bureau  to  show  how  many  accidents 
are  due  to  trailers? 

MR,  J,  P.   BICKELL(Registrar  of  Motor  Vehicles):  Yes, 
we  can  furnish  that  information, 

HON,  MR,  MACAULAY:  We  have  a  very  complete  accident 
reporting  record  now,  as  under  the  financial  responsibility 
sections  of  our  Act  everybody  has  to  carry  insurance  once 
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he  l-)ecomes  involved  in  an  accident «     I  will  ask  Mr.  Bickell 
to  file  some  data  on  that. 

SIR  JOSEPH  FLAVELLE:  mat  I  have  in  mind  is  perlnaps 
somev/hat  difficult  to  tabulate,  namely,  how  far  accidents  are 
brought  about  by  the  obstruction  to  vision  v/hen  the  driver  of 
a  passenger  car  attempts  to  pass  a  truck  with  a  long  trailer 
attached,     I  suppose  there  is  no  way  of  determining  to  Y/hat 
extent  accidents  are  brought  about  by  that  situation^ 

MR,  BICKELL:  Ho.     There  might  be  many  cases  where 
that  v/ould  be  a  contributing  cause  of  the  accident. 

HON,  MR.  McCREA:  Would  you  have  a  report  of  the 
nuinber  of  accidents  where  trailers  were  involved? 

M-i,  BICKELL:  I  will  get  that. 

HON.  MR.  HEHRY:  ¥i/e  have  a  restriction  on  the  length 
of  the  motor  train,  and  we  are  inclined  to  restrict  it  still 
further}  the  length  of  the  motor  vehicle  is  also  restricted. 

SIR  JOSEPH  PLAVSLLE:  \i/hat  is  your  maximum  length  at 
the  present  time? 

HON.  MR.  MACAULAY:  33  feet  for  one  vehicle;  65  feet 

for  a  train* 

SIR  JOSEPH  FLAVELLE:  You  allow  two  trailers? 

HOH.  MR.  HENRY:  Yes;   sometimes  it  is  a  semi-  ■ 
trailer  with  just  a  truck. 

HOH.  MR.  MACAULAY:  Plate  number  9  shows  the  per- 
centage distribution  of  trucks  privately  owned  and  trucks 
licensed  as  public  cormnercial  vehicles.     94,48  per  cent  of 
our  trucks  and  trailers  are  privately  ov/ned. 

Plate  number  10  shows  the  percentage  distribution 
of  trucks  operating  as  public  commercial  vehicles  by  gross 
weight  and  class.     Those  are  the  classes  I  m.entioned  a  short 
time  ago,  namely,  common  carriers,  private  carriers,  contract 


( 


I 


«~  1556  -  Hon.  Mr.  Macaulay 

carriers,  fmd  farm,  dairy  products  and  livestock  carriers. 
The  vehicles  classified  vary  in  weight  from  four  up  to  fif- 
teen tons. 

Plate  num"ber  11  gives  the  percentage  distribution 
of  tonnage  conveyed  on  ovmers  vehicles  over  the  King's  high- 
vv'ay  and  tonnage  conveyed  on  vehicles  licensed  as  public 
commercial  vehicles.     This  is  a  debatable  exhibit,  but  I 
thought  I  would  put  it  in  to  give  the  Commission  all  the  in- 
formation we  have  in  our  department.     We  have  a  number  of 
weigh  scales  in  the  province  at  which  our  officers  are  making 
a  continuous  check  of  trucks  to  see  if  they  are  overloaded. 
For  one  test  over  a  period  of  six  weeks  we  compelled  every 
truck  passing  that  weighotation  to  be  inspected  whether  the 
owner  was  operating  as  a  comjnon  carrier  or  not,  to  get  some 
estimate  of  the  am.ount  of  business  passing  over  our  highways. 
This  check  showed  that  from_  those  observation  points  on  those 
particular  roads  during  that  period  practically  70  per  cent 
of  the  freight  was  being  carried  by  public  commercial  vehic- 
les, and  about  30  per  cent  by  privately  owned  trucks. 

COMMISSIONER  LOREE:  Could  you  give  the  tonnage 

handled? 

HON.  MR,  MACAULAYt  We  could  get  that  information. 
It  was  valuable  simply  as  setting  up  a  standard  of  the  ton- 
nage passing  those  points  for  six  weeks.     It  mould  not  give 
you  an  idea  of  the  total  tonnage  in  the  province. 

COMMISSIONER  LEMAN:  Was  this  check  made  at  several 

separate  points? 

HON.  MR.  MACAULAY:  At  eight  or  nine  places.  There 
might  be  plenty  of  freight  going  on  those  highways  that  did 
not  pass  those  points » 
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THj'j  CHAIRMAN:  And.  the  peaks  would  not  be  extensive 
enough  to  enable  you  to  get  an  average? 

HOHo  MR.  MAGAULAY:  I  think  they  v/ould.  The  checks 
were  taken  in  all  parts  of  the  province;  I  think  that  would 
be  an  average  movement . 

TH:3  CHAIRMAN:  I  do  not  mean  average  ratio,  but 
average  tonnage, 

HON.  MR.  MAGAULAY:  No^   it  is  of  no  value  for  that 

at  al  1 » 

COMMISSION]!!   liEMAN:  Those  carrying  goods  and  mer- 
chandise without  a  license  v/ould  probably  avoid  those  high- 
vi/ays  and  take  some  other  routes? 

HON,  MR.  MACA%AY;  ¥/ell,  we  have  th(5se  scales  at 
strategic  points  outside  the  large  urban  centres,  and  it  is 
well  nigh  impossi^-ae  to  get  into  those  centres  without  pas- 
sing those  stations. 

COMMISSIONER  LEMAN:  You  think  that  would  be  a  pretty 

close  indication? 

HON.  MR.  MAGAULAY:  We  are  giving  it  to  you  for  what 

it  may  be  worth. 

HON.  FiR.  McCREA:  Should  any  indication  be  given  of 

the  seasonal  picture? 

HON.  MRc  MAGAULAY:  Yes,   that  would  vary  it  again. 
Of  course,  another  deduction  you  might  take  is  that  a  great 
deal  of  the  truck  traffic  is  in  the  cities  where  we  cannot 
measure  it.     The  comi'fion  carriers  operate  between  cities,  but 
the  private  trucks  of  wholesale  and  manufacturing  concerns 
operate  almost  wholly  within  the  urban  centres. 

HON.  MR.  McCRSA:  That  would  not  give  any  coraparlson 
of  what  the  railways  might  have  done,  because  they  would  not 
have  entered  into  the  picture  there. 
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HON-  MR»  MACAULAY:  Plate  numlDer  12  is  s:  percentage 
distribution  of  passenger  cars  and  trucks  registered.  It  shows 
that  489,713  passenger  cars  were  registered,  or  87 ,77  per 
cent  of  the  total,  and  59,873  trucks,  representing  a  percent- 
age  of  12*23. 

Plate  numher  13  attempts  to  meet  in  a  superficial 
way  what  Sir  Joseph  referred  to  as  the  contribution  by  pas- 
senger cars,  commercial  vehicles  and  common  carriers  to  the 
revenue  of  the  province,   although  it  is  not  hooked  up  with 
a  similar  exhibit  showing  the  cost  of  operation  of  those 
various  classes.     Last  year  we  collected  in  registrations  and 
revenue,  other  than  gasoline  tax,  $5,795,307  from  568,193 
vehicles.     Of  this  total  private  passenger  cars  contributed 
over  one  half,  or  |3, 066, 140  —  of  course  they  are  about 
five-sixths  of  the  total  registrations;   commercial  vehicles 
contributed,  |l, 247, 979;   common  carriers,  $272,504;  buses, 
$150,923;  miscellaneous,  $1,057,761,     This  last  item  repre- 
sents drivers  permits  amounting  to  $700,000  and  other  odd 
items . 

The  second  portion  of  this  plate  is  an  attempt  to 
estimate  what  the  gasoline  tax  yields  to  us  from  each  of  these 
classes;  that  is  purely  speculative.     We  received  nearly 
'■1511.000,000  bY  way  of  gasoline  tax.     Part   of  this  was  con- 
tributed  by  tourists.     Last  year  three  and  a  half  million 
tourist  cars  entered  the  province,   some  for  not  more  than 
twenty-four  hours,  coming  in  by  Detroit  and  going  out  by 
Buffalo.     This  is  our  best  estimate  of  what  we  received  by 
way  of  gasoline  tax  from  tourists,  commercial  cars  and  pri- 
vate passenger  cars.     It  may  be  of  some  value. 

SIR  JOSEPH  PLAVI.LLE:  It  is  interesting  that  you 
should  think  the  tourists  would  pay  11  per  cent  of  the 
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gasoline     tax  as  against  our  own  71 -per  cent. 

HON.  MR.  MACAULAY:  We  have  over  491,000  private 
passenger  cars,  and  over  three  and  a  half  million  tourists 
entered  the  province  for  a  short  time.     We  had  to  es- 

timate how  long  they  stayed  here,  how  many  miles  they  travel- 
led per  day,  and  other  unlmovm  quantities. 

HON.  MR.  HENRY;  You  secured  that  information  from,  a 
questionnaire     distributed  at  the  border? 

HON,  MR.  MACAULAY:  Yes,     lOien  a  tourist  combes  into 
the  country  we  give  him.  a  schedule  of  questions  and  ask  him 
to  fill  it  out  and  hand  it  to  our  officers  when  he  leaves  the 
country  at  another  port.     The  information  I  have  here  shows 
that  in  1931  the  average  number  of  persons  in  each  car  was 

3.2;  the  average  number  of  days  stay  5.2;  the  average  nimber 
of  miles  travelled, 704;  the  average  expenditure  per  car, 
|81.61,   and  per  person  $25, 50;  average  per  car  per  day,|l5.V0; 
average  expenditure  per  person  per  day,|4.94.     We  had  always 
estimated  that  the  tourist  spent  per  day  |5.00,  and  this 
shows  that  we  are  within  six  cents  of  the  actual  amount  as 
disclosed  by  the  answers  to  this  questionnaire. 

HON.  mi,  HENRY:  I  remember  that  about  five  years 
ago  we  got  practically  the  same  figure  from  our  questionnaire. 

HON.  MR.  MACAULAY:  There  is  very  little  difference. 
Then  I  will  file  a  table  showing  the  expenditures  on  pro- 
vincial highways,  county  roads  and  township  roads,  for  the 
last  thirty  years  in  case  the  information  may  be  of  any 

statistical  value. 

That  is  all  1  have  to  say,  Mr.  Chairman.     I  should 
like  my  deputy,  Mr.  Smith,  to  deal  with  the  construction  of 
highways,  particularly  with  reference  to  the  added  burden 
that  some  people  think  is  put  uDon  the  Department  of 
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Highwa3''s  by  reason  of  the  heavier  bus  andtruck  operation. 
He  had  the  advantage  of  dealing  v/ith  the  authorities  at 
Washington,  and  his  experience  may  '':je  of  interest  to  the 
Commission « 

THE  CHAIRMAN:  Yes. 

MR.  R.  M.  SMITH{Deputy  Minister   of  Highways):  Mr. 
Chairman,  possibly  one  of  the  things  that  has  not  been  dis- 
cussed this  morning  is  our  traffic  census.     For  a  number  of 
years  we  have  taken  an  annual  traffic  census  in  which  we 
record  all  classes  of  traffic  at  various  points.     It  may  be 
of  interest  to  Imow  that  last  year  and  for  a  number  of  years 
prior  bus  traffic  has  not  exceeded  66  per  cent  of  the  total 
traffic . 

THE  CHAIRMAN;  That  is  in  the  number  of  vehicles? 
MR.  SMITH:  That  pass  those  points;  and  the  truck 
traffic  is  under  10  per  cent  of  the  total  number. 

I  have  prepared  a  brief  statement  which,   I  think, 
justifies  ouj^  standard  of  construction.     My  thought  in  pre- 
paring the  statement  was  that  so  far  as  bus  and  truck  are 
concerned  in  our  highway  construction  they  are  practically 
not  worth  taking  into  account.     ¥'e  are  building  the  same  type 
of  road  that  we  started  to  build  before  the  truck  and  bus 
were  serious  factors.    We  have  foun-d  that  to  build  any  other 
type  is  not  advantageous,  economical  or  desirable. 

Take  the  Toronto-Hamilton  highway,  constructed  in 
1915-16.     It  was  built  with  a  concrete  surface  of  a  thick- 
ness of  six  inches  in  the  centre  and  eight  inches  at  the 
sides.     Since  construction  it  has  taken  on  an  average  a 
traffic  of  5,000  vehicles  winter  and  summer.     Certain  cracks 
developed  in  the  concrete  the  second  year  after  the  highway 
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v/as  built »     Those  cracks  are  practically  the  sajne,  there  has 
been  very  little  extension,  and  a  great  deal  of  the  surface 
is  typically  what  it  Yms  v/?aen  constructed,  although  it  has 
taken  this  tremendous  traffic. 

Now  we  are  huilding  even  a  better  type  of  highv/ay. 
V/e  have  changed  the  design.     The  Toronto-Hamilton  construction 
had  no  centre  joint,  but  you  Y/ill  find  that  the  surface  is 
cracked  almost  entirel:r  from  end  to  end  at  two  points;  the 
pavement  is  eighteen  feet  vdde  and  you  viill  find  a  crack  six 
feet  from  one  edge,  and  then  over  from  the  other  edge  another 
crack«     So  in  1923  we  designed  a  type  of  pavement  that  could 
crack  if  it  wanted  to,  but  where  we  wanted  it  to,  and  that 
was  dov/n  the  centre.     All  you  people  v/ho  have  passed  over  a 
concrete  highway  built  since  1923  will  recall  that  there  is 
a  joint  down  the  centre  from  end  to  end.     It  was  put  there 
intentionally  to  m,ake  the  crack  occur  along  that  definite 
line.     The  crack  has  been  tarred  and  treated,  and  it  pro- 
vides now  a  traffic  line,  giving  an  im_proved  drive,  particu- 
larly at  night. 

Now,  the  Toronto-Hamilton  highway  has  taken  the 
tremendous  traffic  that  has  been  plying  over  it  for  something 
like  sixteen  years,  that  is,  5^000  vehicles  a  day,  but  in 
many  sections  of  the  province  we  have  roads  of  higher  type 
which  have  to  take  only  2,000  vehicles  a  day.     ito-t  will  be 
the  life  of  those  roads  we  do  not  know.     It  is  a  fact  that  so 
far  as  truck  traffic  is  concerned,   the  sujrface  of  the  new 
sections  of  highway  are  practically  the  same  as  when  built  — 
the  trowel  marks  are  still  there. 

But  a  pavement  will  deteriorate  eventually  because 
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of  climatic  conditions o     I  think  if  a  study  is  made  and 
we  have  made  a  study  of  a  portion  of  our  highvmy  system  — 
it  will  he  found  that  the  deterioration  is  due  either  to 
subsoil  conditions  or  to  clim.atic  conditions  on  top, 

SIR  JOSEPH  PLAVELLl'i]:  What  about  drahiage? 

MR.  SMITH:  We  have  made  an  effort  in  our  construct- 
ion to  get  the  best  drainage  we  could  possibly  secure.  Many 
of  our  roads  are  tiled  almost  from  end  to  end,  and  certainly 
most  of  them  are  ditched.  But  we  have  almost  gumbo  clay  in 
many  places,  and  this  makes  drainage  very  difficult.  The 
clay  is  almost  impervious  and  the  road  will  not  drain  easily 
That  is  v/here  trouble  occurs  o 

HON*  MR.  MACAULAY:  Will  roads  deteriorate,  Mr.Smith 
v\rith  no  traffic  on  them  at  all? 

MR.  SMITH:  Yes,  they  will.     I  will  cite  you  an 
instance  where  we  built  a  concrete  pavement  five  inches  in 
thickness  from  Port  Colborne  to  Welland.     That  pavement  was 
laid  in  1915.     Wo  bus  traffic  ever  passed  over  the  road,  and 
very  little  truck  traffic,  and  yet  the  pavement  went  to 
pieces  in  five  years  timie. 

HON.  MR.  McCREA:  Prom  what  causes? 

MR.   SMITH:  Largely  due  to  climatic  conditions-.  In 
addition  there  was  a  heavy  sub-clay.     The  pavement  wou].d  not 
stand  up  against  that  combination.     My  thought  is  that  had 
we  put  in  an  additional  thickness  that  pavem.ent  would  have 
been  saved,  because  there  would  have  been  sufficient  resis- 
tance in  the  pavement  itself  to  withstand  that  warp  and  the 
conditions  applying  through  the  winter  and  spring.    We  have 
a  variation  of  temperatures  sometimes 

HON.  MR,  HENRY:  I  might  point  out,  Mr,  Smith,  for 
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the  information  of  Sir  Joseph,  that  a  resident  divisional 
engineer  studied  the  road  and  estimated  the  amount  of  drain- 
age required.     That  was  the  basis. 

SIR  JOSEPH  FLAVELLE:  That  is  our  trouble  that  they 
have  not  in  England  at  all  ~-  our  heavy  frost. 

HON.  MR,  ESWRY:  The  whole  road  is  not  systematically 
drained  from  end  to  end.     The  department  depends  on  the  local 
engineer's  knowledge  of  the  road  over  a  period  of  years  as 
to  what  the  dramage  problem  is,  and  in  that  way  we  think  the 
road  is  adequately  drained. 

MR.  SMITH:  V'/e  record  every  break  that  occurs  when 
the  road  is  in  its  initial  stage   of  construction.     For  in- 
stance,  our  first  jobis  to  put  in  culverts  and  gravel  the  sur- 
face.   We  then  observe  that  road  from  year  to  year  until  the 
time  comes  to  put  in  the  pavement  with  a  view  to  determining 
how  to  deal  with  any  bad  spots  that  may  develop.    We  keep  a 
very  careful  record  of  those,   so  when  it  comes  to  putting  on 
the  surface  we  have  a  Imowledge  of  what  tiling  will  be  re- 
quired In  order  to  secure  what  will  be  practically  a  dry 
sub-grade.     Even  then  it  is  not  always  possible.     We  built  a 
road  east  of  Brampton  with  a  six  inch  asphaltic  surface,  a 
weight  quite  sufficient  to  take  care  of  any  traffic  that 
might  ever  go  over  the  road.    We  aompLeted    the  construction 
in  1930,  only  a  year  age  last  fall,  yet  last  spring,  although 
anlr-^cTmparatively  light  traf^flcL.,hac.  ^one^-o^  ,xi^,  the  road 
showed  signs  of  deterioration  -  there,  were  cracks  in  the  sur 
face  and  indications  of  weakness.      We  also  built  a  road  of 
the  same  type  of  asphaltic  surface,  six  inches  in  depth, 
this  side  of  Blenheim  on  highway  No.  3.     It  is  rather  curi- 
ous that  west  of  Blenheim  the  pavement  is  still  standing  up, 
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"but  east  of  Bleniieim,  where  we  put  in  the  same  type  of  sur- 
face in  1929,   only  one  year  later  that  surface  shovi/ed  signs 
of  v/eakness,  although  the  traffic  had  not  been  very  heavy. 
So  it  has  been  a  matter  of  building  a  surface  that  will  re- 
sist climatic  conditions  and  the  various  other  things  we  have 
to  contend  with  rather  than  building  to  take  care  of  this 
bus  and  truck  traffic = 

COmiSSIONEti  LOREE:  Do  you    reinforce  your  con- 
crete with  steel? 

MR.  SMITH;   In  certain  sections  we  dO;,  but  not  as  a 
general  practice.     Our  concrete  as  a  rule  is  one  inch 
heavier  than  that  applied  throughout  the  States.  The 
Yi/ashington  Road  Bureau  advocate  at  least  nine  inches  and  six 
inches;  we  build  nothing  less  than  10  inches  and  7  inches 
ten  inches  at  the  sides  and  seven  inches  in  the  centre, 

COMMISSIONER  LORSErThe  railroad  roadbed  for  a  single 
track  is  usually  nineteen  feet  v/ide»     Could  that  roadbed  be 
used  for  highway  purposes? 

MR.  SMITH:  At  present  we  are  building  a  highway 
towards  Perth,  and  we  had  the  advantage  for  a  considerable 
distance  of  the  old  Grand  Trunk  line  built  something  like 
fifty-four  years  ago.    The  grade  is  being  widened  out  over 
some  eight  or  nine  miles.     All  the  material  is  there,  it  is 
only  a  matter  of  spreading  it  out.     The  old  grade  line  of  the 
Grand  Trunk  was  comparatively  levels  it  did  not  run  over  one 
per  cent;  whereas,  as  Mr,  Macaulay  mentioned  a  little  while 
ago,  we  can  build  up-hill  and  down  dale.     There  is  plenty 
of  material  there  to  provide  for  our  width  of  grade,  which 
is  thirty  feet  on  top  from  shoulder  to  shoulder,  giving  a 
five  foot  shoulder. 
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COMMISSIONER  LORj^iii:  What  is  your  limitation  of 
grade  and  curvature? 

MR»   SMITH:  Nothing  over  7  per  cent,  and  v/e  try  to 
have  a  minimum  radius  of  500  feet  on       curves.  We  have  some 
curves  huilt  in  the  early  days  v/hen  the  standard  was  rot  so 
high  where  the  radius  is  500  feet,  hut  generally  at  the 
present  time  there  is  nothing  helov/  500  feet. 

SIR  JOSEPH  FLAVELLS:  Construction  is  heavier  in  the 
centre,  lighter  on  the  outside? 

MR.  SMITH:  No;   iu  is  7  inches  in  the  centre  and  10 
inches  outside.     It  is  a  fact  that  on  the  Toront o-Ham.i Iton 
highv/ay  we  got  some  corner  cracks.     There  was  only  6  inches 
depth  at  the  sides.     We  hlamed  the  cracks  partly  on  the 
traffic  that  passed  over  the  road  and  partly  on  frost  heaving 
and  breaking  off  the  corners. 


The  Commission  adjourned  at  1.45  p.m. 
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ROYAL  COMMISSION  ON  RAILV^fAYS  AND  TRANSPORTATION 


The  Royal  Commission  appointed  to  inquire  into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways,   shipping  and  comjnuni- 
cation  facilities  therein,  having  regard  to  present 
conditions  and  the  probable  future  developments  of 
the  country,  met  at  the  Parliament  Buildings,  Toronto, 
on  Tuesday,  January  19,  1932, 


PLAVELLE,  Bart 


PRESENT : 

RIGHT  HONo  LYIVIAW  POO  RE  DUFF,  P.Co,  Chairman 
RIGHT  HON.  LORD  AStlPIELD 
SIR  JOSEPH  \ 
BEAUDRY  LEMAN,  Esq. 
LEON OR  FRESNEL  LOREE,  Esq. 
WALTER  CHARLES  MURRAY,  Esq. 
JOHN  CLARENCE  WEBSTER,  Esq, 


Coramis  sioner s 


Arthur  Moxon,  -^sq.,  S.C.,  Secretary 
George  W.  Yates,  Esq,,  Assistant  Secretary 


PUBLIC  MEETING 
Representations  were  made  to  the  Commission  by; 
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.  Fairty,  Esq 

.,  K.Co,  Ontario  Association  of 
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0  Stewart 

)     Canadian  Automobile  Cham.ber 
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)                     of  Commerce 
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)     Toronto  District  Labour 
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0  Buckley 

)  Council 
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.  Robertson, 

Canadian  Automobile  A_ssociation 

(a  federation  of  the  motor  leagues 
of  all  provinces) 

Mo  J.  Patton,  Automotive  Transport  Association 

of  Ontario 
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Parliament  Buildings,  Toronto, 
Tuesdajy  January  19,  1932. 


AFTERT-iOON  SESSION 
Hie  GoTTLmission  met  at  3  o'clock. 

THE  C  !i/lIRIv1AN  ^     I  understand  that  Mr.  Pairty  appears 
on  'behalf  of  the  Ontario  Association  of  Motor  Coach  Operators, 

MR,  I»  S,  PAIRTY,  K.C.,    (Ontario  Association  of  ^'^otor 
Coach  Operators);     Yes,  Mr.  Chairman.     I  would  ask  leave  of 
your  honourable  body  to  enter  a  formal  appearance  and  to 
present  a  brief  -~  which  we  have  not  had  time  adequately 
to  prepare        at  somf*  later  date  when  the  Commission  meets, 
either  hei^e  or  at  suwh  other  time  and  place  as  the  Commission 
may  decide . 

THE  CHAIR^IAH;     About  what  time  do  you  think,  Mr. 
Pairty,  you  ceuld  axpect  to  be  ready  with  the  brief? 

Wic  PAIRTY:     I  think,   sir,  we  would  need  a  minimum 
of  three  vi/eeks. 

THE  CHAIRMNs     That  will  be  quite  all  right.  Mr. 
Grossmian,  of  the  Canadian  Automobile  Chamber  of  Coramerce. 

m,  Dc  R.  CROSSIvlAN,   (Canadian  Automobile  Chamber  of 
Commerce):     Mr.  Chairmp.n  and  members  of  the  Coim-ission,  the 
Canadian  Automobile  Chamber  of  Coramerce  desires  to  be  of 
service  to  you  in  the  carrying  out  of  the  duties  which  have 
been  assigned  to  you  by  the  Government,  and  to  that  end 
we  liave  prepared  a  memorandum  setting  out  certain  facts 
pertaining  to  transportation  as  a  v/hole  and  its  chief 
agencies,  the  railway  and  the  motor  car,  and  their  relation 
to  the  public  welfare,      V/hile  it  may  be  difficult  for  any 
branch  of  industry  entirely  to  segregate  itself  from  en- 
lightened self  interest,   I  want  to  assure  you  that  we  are 
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not  unmindful  of  the  fact  that  in  order  for  any  industry 
to  be  successful  it  must  serve  the  public  interest  and  ob- 
serve the  ri(:,hts  of  those  whose  interests  may  seem  to  be  in 
conflict  v^ith  it.       Our  statements  are  intended  to  be  con- 
structive and  helpful,       l^ie  have  not  had  the  time  for  pre- 
paration that  we  had  expected  to  have;  however,  a  memoran- 
dum has  been  nrepared  by  Mr.  Patton,  and  with  your  permission 
he  wil].  now  present  it  to  you, 

THE  CHi-aKlvI/iNj     i/i»e  shall  be  f.lad  to  hear  Mr,  Patton, 
IVIR.  M.  Je  Pi'.TTON,    (Economist,  Gcinadian  Automobile 
Chamber  of  Com.merce )  ;     Tbiis  is  a  memorandum,   sir,  submitted 
on  behalf  of  the  Canadian  Automobile  Chamber  of  Commerce. 
There  are  few  countries  to  which  an  efficient  and 
adequate  transportation  system  is  of  more  importance 
than  to  Canada.       Our  far-flung  territory  extending  a 
distance  of  no  less  than  5,655  miles  between  Halifax  and 
Vancouver,  our  sparse  but  ambitious  population,  our  wealth 
of  natural  resources  and  the  fact  that  we  are  producers 
of  a  large  volume  of  primary  products  of  heavy  and  bulky 
character,  most  of  winch  must  find  export  markets  all 
combine  to  make  transportation  one  of  the  most  vital  of 
our  national  problems.      ^md  by  the  sam.e  token,  it  is 
these  same  coiisiderat ions ,  coupled  with  a  business  de- 
pression of  unexampled  severity,  which  have  brought  us 
our  present  acute  transportation  difficulties,  Canada's 
most  important  ageucy  of  transportation  has  been  the 
railway,  and,   on  account  of  the  geographical  and  economic 
factors  above  referred  to,  the  railways  will  doubtless 
continue  to  be  the  backbone  of  our  transportation  system. 
But  neither  of  our  large  railways  has  been  able  to  mak« 
ends  meet.       The  nrivately-owned  syste-  last  year  had  to 


it- 


-  1587a  -  Mr,  Patton 

reduce  its  dividend.      The  deficit,  "both  capital  and  operat 
ing,  on  the  governiient  ovmed  system  in  1931  was  in  the 
neighbourhood  of  1120,000,000^  and  this  looms  up  as  a 
great  and  depressing  burden  on  the  people  of  Canada. 
Apart  from  the  prevailing  world-wide  depression,  this  state 
of  affairs  has  been  brought  about  by  the  overbuilding  of 
railways  in  the  second  last  decade  by  competitive  private 
interests,  by  duplication  of  services  and  a  certain  degree 
of  extravagance  on  the  part  of  the  present  railway  manage- 
ments, and  by  the  emergence  of  new  and  competing  agencies 
of  transportation  vi/hose    'efficiency  the  railway  manage- 
ments have  been  slow  to  appraise  and  whose  m.ethods  and 
instruments  of  transportation  they  seem  loath  to  adopt. 
These  newer  agencies  have  proved  themselves  in  certain 
well  defined  spheres  to  be  m.ore  efficient  than  the  rail- 
ways, and  if  Canada  is  to  have  the  best  and  cheapest 
transportation  system  possible,  it  is  only  a  question  of 
time  until  the  railways  will,  by  the  inexorable  operation 
of  economic  law,  be  compelled  to  recogniZ'B  these  new  forms 
of  transportation  and  to  coordinate  their  present  ser- 
vices with  them.       It  is  with  one  of  the  most  important 
of  these  new  instrum.ents  of  transportation,  the  motor 
vehicle  --  one  that  has  demonstrated  its  sui3eriority  in 
small  lot  and  short  haul  transportation  --  tliat  the 
interests  subscribing  hereto  are  identified,  and  it  is 
the  purpose  of  this  memorandum-  on  behalf  of  those  connect- 
ed with  the  automotive  industry  to  urge  that  the  motor 
vehicle  be  recognized  as  an  important  integral  part  of 
our  transportation  system  and  be  allowed,  under  fair  and 
3ust  regulation    as  required  in  the  public  interest,  to 
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serve  the  people  of  Canada  in  those  fields  of  trans- 
portation in  which  it  has  already  demonstrated  its 
efficiency,  convenience  and  cheapness. 

Guiding  Principles: 

As  a  guide  in  the  solution  of  our  transportation 

difficulties,  it  is  of  the  first  importance  that  the 
right  general  principles  be  laid  down  and  kept  con- 
stantly in  view.       It  may  be   stated  without  fear  of 
challenge  that  the  propor  guiding  principles  to  follow 
are  j 

(1)  that  the  public  interest  must  always  be  con- 
sidered paramount,  and 

(2)  that  the  most  efficient  instruments  of 
transportation  must,  in  the  public  interest, 
prevail  in  those  fields  where  they  have  demon- 
strated their  efficiency. 

Not  what  is  best  for  the  railways,  nor  what  is  best 
for  water  transport,  nor  what  is  bast  for  the  motor 
vehicle  or  the  airplane  must  guide  our  thoughts  and 
shape  our  efforts,  but  what  is  best  for  the  public  as  a 
whole.      And  it  follows  as  a  natural  corollary  that, 
whenever  in  any  sphere  of  transportation  som.e  new  agency 
has  clearly  shown  it  can  perform  the  service  of  trans- 
portation better  and  cheaper  than  the  old  agency,  it  must 
be  adopted  and  the  old  gradually  discarded,  notwithstand- 
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ing  a  large  investment  in  the  latter.       To  do  otherwise 
would  be  to  push  hack  the  hands  of  the  clock  of  progress 
an4  handicap  our  commerce  in  the  marts  of  the  world. 

"It  is  not  a  question",   says  Ezra  Brainerd,  Jr., 
Chairman  of  the  United  States  Interstate  Cfirnraerce  Com- 
mission,  "v^rhether  any  particular  form  of  transportation 
shall  prevail  or  be  given  advantage.      Ruthless  economic 
l^w.s  will  eventually  determine  that,  no  matter  ?/hat  arti- 
ficial impediments  may  be  interposed  to  interfere  with 
natural  progress  temporarily.       The  public  interest  lies 
in  determining  the  most  economiic  and  most  efficient  trans- 
portation service  loy  whatever  facilities  are  "best  adapted 
f»r  that  purpose.       The  readjustment  of  transportation 
facilities  should  be  made  with  the  least  possible  econom.ic 
waste 

M©tor  vehicle  highway  transportation  has  been  a 
development  ^f  the  last  tv/c  decades,  but  only  in  the  past 
seven  or  eight  years  has  it  become  an  important  factor  in 
the  Canadian  system  ef  transportation.       The  motor  vehicle 
and  motor  highway  transportation  owe  their  existence  t<> 
the  invention  of  the  internal  combustion  engine  and  to  the 
Tfuilding  of  hard-surfaced  roadways,  without  v/hich  automo- 
bile transport  would  Ire  greatly  handicapped  and  restricted. 
A  glance  at  the  figures  of  motor  vehicle  registration  in- 
dicates how  rapid  has  boen  the  growth  of  this  form  of 
transportation. 
I  m^y  say,  I^lr.  Chairman,  that  arjaexed  to  the  memorand^am, 
a  c»py  of  which  will  bo  furnished  the  Commission  is  a  table 
showing  the  number  of  motor  vehicles  registered  in  Canada, 
by  provinces,  for  the  calendar  years  1909  to  1930  inclus- 
ive, based  cn  figures  of  the  Dominion  Bureau  of  Statistics. 
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In  1909  there  v/ere  but  45763  motor  vehicles  registered 
in  Canada „      By  1915  the  number  had  increased  to  89^944, 
by  1920  to  407,064,  by  1925  to  728,005,  while  in  1930 
there  were  no  fewer  than  1,239 ,888  registrations*  This 
represents  an  increase  of  204  per  cent  in  the  past  ten 
years  and  of  1^289  par  cent  in  the  past  fifteen  years » 
At  the  present  time  there  is  a  m-otor  vehicle  for  every 
eight  persons  in  Canada,       Such  rapid  and  consistent 
growth  clearly  indicates  that  the  automobile  haS;,  through 
demonstrated  efficiency,  won  -i  perrnanent  place  in  our 
transportation  economy,  and  that  the  industries  built 
upon  it  and  giving  employm.ent  to  tens  of  thousands  of 
people  have  to  be  reckoned  with  both  as  an  economic  and 
as  a  political  force  of  no  small  m.agnitude. 

Concentration  in  Ontario  and  Queb^^c  : 

it  should  be  observed  that  three-fifths  of  the 
motor  vehicles  in  Canada  are  concentrated  in  Ontario  and 
Quebec,  tv/o  of  the  older  provinces  in  v/hich  the  road 
systems  have  been  more  highly  developed  than  in  the  newer 
sections  of  the  country.      Ontario  alone  has  45  per  cent 
of  the  total  registrations. 

Passenger  cars  most  numerous? 

Passenger  cars  oxceed  by  far  all  other  types  of 
motor  vehicles.       In  1930  the  num.ber  of  passenger  car 
registrations  in  Gan.uia  was  1,047,494,  as  compared  with 
165,464  trucks  registered,  a  ratio  of  6.3  to  1. 
A  table  is  furnished  showing  the  number  of  passenger  cars 
registered  in  Canada  by  Drovinces,  1921  to  1930. 
In  Ontario  the  registrations  of  these  two  types  of 
m.ctor  vehiclbs  compare  as  491,007  to  67,034,  or  in  the 
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ratio  of  7.3  to  1«      The  great  preponderance  of 
passenger  cars  over  all  other  types  of  motor  vehicles  is 
an  important  factor  to  bo  kept  in  mind  when  later  the 
suhjects  of  taxation  and  highway  construction  and  mainten- 
Faice  are  under  consideration „ 

Value  of  Automobile  Industry  to  Country; 

So  rapid  has  been  the  growth  of  the  motor  industry 
and  the  industries  allied  with  it  that  we  are  prone  to 
overlook  the  value  of  these  industries  to  the  country 
generally,  as  separate  and  distinct  from  what  the  auto- 
mohilG  as  a  basic  instrument  of  transportation  has  con- 
tributed to  the  increased  efficiency  and  productive 
capacity  of  all   other  industries  as  reflected  in  the 
empl07yment  of  more  peoijle  and  increased  capacity  for 
consumiption  of  the  population  generally.      Within  a 
comparatively  few  years  a  series  of  great  new  industries 
has  sprung  up.      At  its  peak,  before  the  onset  of  the 
present  depression,  the  automobile  manufacturing  industry 
in  Canada  paid  out  in  1929  in  salaries  and  wages  the  sum 
of  $26,964,808,  and  the  value  of  the  products  it  made 
was  $177,515,595  at  the  plant .      Capital  omployed  amount- 
ed to  198,378,301  and  work  was  provided  for  16,435  em- 
ployees.      In  1930,  a  year  of  depression,  these  figures 
showed  some  decline,  value  of  products  being  |101, 677,487 
capital  employed  |90,671,678  and  salaries  and  wages 
119,473,892,       These  are  figures  so  large  it  is  diffi- 
cult to  comprehend  their  significance,  but  one  can  at 
least  realize  from  them  in  a  general  way  the  importance 
of  an  industry  of  this  magnitude  to  Canada, 
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Allied  Industries: 

It  is,  however,  in  the  related  and  allied  industries 
that  Yi/e  find  the  greatest  stimulus  given  to  productive 
eoonomic  effort.       One  entirely  new  industr:/,  giving 
employment  to  many  thousands  of  people  -~  the  garage  and 
automobile  repair  business        has  been  created.  The 
motor  industry  has  also  given  a  tremendous  stimulus  to 
the  gasoline  and  oil,  rubber,  fabrikoid,  plate  glass, 
iron  and  steel,  paint  and  numerous  other  industries. 
Unfortunately  it  is  not  possible  statistically  to  evaluate 
the  benefits  thus  imparted  to  all  these  industries,  but 
it  is  coi::m.on  knowlec^ge  that  production  of  all  of  them  has 
been  m.atorially  increased  by  demands  from  the  motor  in- 
dustry,      For  instance,  the  rubber  industry  in  1930  gave 
employment  to  15,163  people,  employed  $69,164,512  capital 
and  its  production  of  tires  and  tubes  was  valued  at 
136,583,309.      The  petroleum  products  industry  in  the 
same  year  employed  5,134  people,  paid  out  wages  and 
salaries  of  f8, 190, 130,  utilized  a  capital  of  $70,334,381 
and  produced  products  to  the  value  of  |91,V87,205  at  the 
works.       The  Dominion  Census  of  Industry  has  made  no 
count  of  the  nui^iber  of  people  in  the  garage  and  automobile 
repair  business,  but  that  it  is  large  common  observation 
bears  witness.      A  recent  unofficial  estimate  places  it 
at  75,000  people. 
There  were  5,305  garage  licenses  and  6,512  gasoline  service 

station  licenses  issued  in  Canada  in  1930. 

The  Tourist  Trade: 

One  great  new  industry,  third  in  importance  among 
the  industries  of  the  Dominion,  the  tourist  trade,  has 
been  cx'eated  by  the  motor  vehicle.      With  a  wealth  of 
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scenic  reaources  and  lake  and  river,  Canada  as  a  tourist 
centre  is  parti cularl3^  favoured  "by  the  large  and  com- 
paratively wealthy  population  of  the  United  States,  The 
Dominion  Bureau  of  Statistics  estimates  that  in  1950 
United  States  tourists  by  automobile  spent  |215, 577,000 
in  Canada,       Tb.is  stimulates  a  wide  variety  of  local 
husinessosj  especially  retail  business,  garages,  gas  and 
oil  stations,  hotels,  restaurants,  amusement  places^s,  and 
sporting  goods  and  clothing  shops.       It  is  an  important 
factor  in  our  balance  of  international  payments  and  is 
entirely  due  to  the  use  of  the  automobile. 

Benefits  of  Motor  Transportation  to  the  City: 

The  advantages  conferred  on  the  community  by  motor 
transportation  are  manifold  and  are  felt  by  every  stratum, 
of  society.       In  general  terms  they  may  be  summed  up  as 
the  saving  of  time,  lowered  cost  of  transportation,  con- 
venience and  flexibility  of  service.      Congested  centres 
of  population  have,  by  means  of  motor  transportation, 
been  relieved  of  pressure  and  the  area  of  suburban 
residence  extended,  the  delivery  of  goods  from  the  great 
stores,  merchandise  depots  and  factories  has  been  speeded 
up,  bus  service  has  been  given  developing  communities 
not  sufficiently  populous  to  afford  street  car  service  and 
salesmen  and  professional  business  men  whose  business  re- 
quires constant  travel  between  different  parts  of  the 
city  are  enabled  to  cover  many  times  the  territory  poss- 
ible before  the  advent  of  the  motor  car.      Social  inter- 
course has  been  facilitated.      The  motor  truck  has  re- 
placed the  horse-dravm  truck,  doing  away  with  unsanitary 
stables,  relieving  congestion  at  freight  and  express 
terminals  and  speeding  up  deliveries,.      Motorization  of 
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police,  fire,  hospital  and  other  local  goverment 
services  has  both  reduced  the  cost  of  administration 
and  increased  the  af fectiveness  of  these  services  by 
vital  saving  of  time* 

A  Boon  to  the  Parmor : 

No  one  has  been  benefitted  by  motor  transportation 
more  than  the  fan-nero       Tlie  motor  car  has  banished  the 
isolation  of  the  farm  home  and  revolutionized  farm  life» 
It  has  brought  the  country  into  closer  touch  with  the 
city.      The  main  reason  for  the  extension  of  the  use  of 
the  motor  vehicle  in  agricultural  communities  wan  un- 
doubtedly at  first  a  social  one  and  significant  changes 
in  rural  commxunity  Ij-fe  continue  to  be  wrought  by  the 
automobile  through  the  travelling  library,  the  oonsoli" 
dation  of  rural  schools j,  the  extension  of  medical  relief 
and  hospitalization  and  the  central  community  church  and 
social  centre  » 

One  of  the  most  important  effects  of  the  motor 
vehicle  on  rural  life  has  come  through  the  extension 
of  farm  markets  it  has  made  possible  through  the  speedier j 
cheaper  and  more     convenient  transportation  it  has  pro- 
vided,     otuclies  conducted  by  the  United  States  Depart- 
ment of  Agriculture  show  that  in  1918  the  wagon  haulage 
cost  of  wheeit  averaged  30  cents  per  ton  mile-  The 
motor  truck  has  cut  this  cost  exactly  in  two*  The 
average  daily  haul  of  a  horse-drawn  wagon  is  ten  miles. 
Government  surveys  in  the  United  States        and  similar 
conditions  prevail  in  Canada        show  that  the  farmer 
possessing  motor  equipment  has  quadrupled  the  economic 
range  in  his  choice  of  markets.        This  has  enabled  him 
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to  take  advantage  of  better  prices  obtainable  in  roore 
distant  markets,  to  eliminate  the  middleman  and  therebj 
increase  his  margin  of  profit,  and  to  make  it  possible, 
through  access  to  a  city  market,  to  turn  from  the  pro- 
duction of  a  low  -value  crop  to  a  more  perishable  but  more 
valuable  one.      Cooperative  trucking  has  permitted  him 
to  devote  more  time  to  work  on  his  own  farm,  often  per- 
mitting the  sale  of  crops  that  would  otherwise  have  been 

wasted.       The  roadside  rural  market  to  which  city  people 
motor  is  a  direct  result  of  the  motor  car.      Most  of  the 
farm  live  stock  is  now  sent  to  city  stockyards  by  truck 
because  this  means  of  transport  is  quicker,  more  con- 
venient and  causes  less  shrinkage  in  weight.      In  six- 
teen of  the  large  representative  stock  m.arkets  of  the 

United.  States  25,56  per  cent  of  all  the  cattle,  calves, 
hogs  and  sheep  marketed  were  driven  in  by  motor  truck  in 
1930,  as  compared  v/ith  8»60  per  cent  in  1925  and  5,21 
per  cent  in  1920.       Nearly  all  the  milk  supplie-a  of  our 
large  cities  are  transported  frrm  the  farmi  to  the  dairy 
in  the  city  by  motor  trucks.      Due  to  fewer  handlings 
and  the  elimination  of  losses  in  rail  transport  of  milk 
cans,  the  motor  truck  effects  a  saving  over  rail  transpor 
of  milk  of  5  cents  per  hundredweight. 
That  is  taken  from,  a  pamphlet  by  Frederick  C,  Horner 
entitled,   "The  Application  of  Motor  Transport  to  the 
Movement  of  Freight  and  Passengers." 

In  like  manner  the  truck  has  largely  displaced  other 
means  of  transportation  in  the  haulage  to  the  city  from 
the  surrounding  country  of  vegetr.bles,  fruity   eggs  and 
other  food  products. 
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V\fliere  i^'htor  Transportation  ExcQlst 

In  the  matter  of  general  haulage  the  motor  vehicle 
has  shown  its  efficiency  and  made  a  place  for  itself  in 
two  well  defined  fields  as  respects  both  freight  and 
passengers; 

1.  In  the  hauling  of  less-than-carload  lots  of 
freight , 

2.  In  the  transport  of  freight  and  passengers 
over  shoi t  distances. 

The  Motor  Bust 

Although  it  is  possible  to  travel  across  the  con- 
tinent in  miOtor  buses  on  which  even  sleeping  accommoda- 
tion has  been  provided,  the  particular  field  in  which 
the  motor  bus  has  proved  itself  is  in  the  transportation 
of  passengers  over  com.parati vely  short  distances.  The 
comparatively  small  fixed  investm.ent  for  buses  as  com- 
pared with  r airways  enables  bus  service  to  be  given  to 
growing  districts  or  areas  v/ith  small  population  where  a 
service  could  not  be  justified  economically  by  either 
street  railway  in  the  case  of  a  city,  or  by  steam  railway 
in  the  case  of  rural  districts.         ^^n  the  frequency  of 
service  it  gives  and  the  convenience  it  affords  in  pick- 
ing up  passengers  anywhere  along  its  route  the  motor  bus 

has  a  decided  advantage  in  short  haul  traffic  over  the 
railways,       Not  only  does  it  render  a  better  service  to 
the  public  in  these  respects  but  on  account  of  the 
smaller  amount  of  money  tied  up  in  each  unit  and  the 
saving  on  labour  cost  of  operation/  it  renders  a  cheaper 
service.       In  many  instances,  however,  the  bus  service  is 
so  much  more  convenient  to  the  public  that  it  can  and 
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does  obtain  higher  fares  over  the  same  route  as  the 
railways.       For  exariple,  G^ay  Coach  Lines  far  for 
commutprs    hetvveen  Oakville  and  Toronto  is  34.6  cents 
per  one  way  trip  as  compared  with  the  railway  fare  of 
18.7  cents;  yet  the  bus  takes  over  30  per  cent  of  the 
traffic . 

The  i'l 0  tor  Truck; 

The  chief  advantages  of  the  m.otor  truck  in  its 
special  field  are  flexibility,   speed,   convenience  and 
cheapness.      The  economic  radius  of  operation  of  the  truck 
a  few  years  ago  was  thought  to  be  about  75  miles,  but  im- 
provements m  construction^  roadways  and  methods  of  opera- 
tion have  so  increased  this  that  to-day,  for  the  general 
run  of  freight,   it  stands  at  approxim^ately  130  miles, 
i'br  special  commodities  such  for  instance  as  household 
furniture,  where  the  expense  of  crating  for  railway 
shipm.ent  and  the  element  of  time  and  convenience  are 
important  considerations,  the  economiic  radius  of  truck 
shipment  is  m.uch  greater,  running  up  to  500  m.iles  or 
even  more.       Improvements  in  operation  and  m.echanical 
efficiency  may  well  increase  the  range  of  profitable 
operation  in  the  future  as  it  has  in  the  past.       ^ne  of 
the  chief  advantages  of  the  motor  freight  transport  over 
the  railway  is  store -to -door  delivery  and  the  elimAna- 
tion  of  several  handlings,  all  of  which  are  costly  both 
as  regards  labour  and  time.       Truck  transportation  also 
relieves  the  shipper  of  the  delays  consequent  on  ter- 
minal congestion  and  freight  embargoes.       Its  conven- 
ience lies  in  the  fact  that  the  shipper  can  secure  ser- 
vice    any  time  of  the  night  or  day.        As  an  instance 
of  the  advantage  of  this  fle:ability  of  service  it  may 
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be  pointed  out  that  one  of  the  large  packing  houses  in 
Toronto  can  fill  orders  received  up  to  midnight  for  de- 
livery in  Brantford  (67  miles)  at  the  opening  of  busi- 
ness the  following  morning.      Such  quick  service  enables 
the  merchant  to  operate  v/ith  much  smaller  inventory  than 
if  the  slow  railway  freight  service  were  depended  on, 
and  thus  reduces  the  capital  tied  up  in  the  stock. 

The  Railway  Dilem.ma: 

Such  is  a  brief  description  of  the  new  form  trans- 
portation that  within  the  past  ten  years  has  been  dem.and- 
ing  a  share  in  the  sun  v^fhich  heretofore  the  railways  had 
almost  completely  monopolized.       vVhile  charges  have  been 
made  that  the  motor  vehicle  is  responsible  for  many  of 
the  ills  fr')m  v/hich  our  railways  are  suffering,  a  calm 
examination  of  the  facts  indicates  that  this  respon- 
sibility has  been  greatly  exaggerated  and  that,  if  any- 
thing, the  railways  have  benefitted  more  from  the  in- 
creased business  they  have  obtained  from  new  industries 
founded  on  the  motor  vehicle  and  from  the  speeding  up 
and  stimulus  that  that  instrument  of  transportation  has 
given  to  all  other  industries  than  they  have  suffered 
from  its  competition.       Other  and  graver  causes  are 
responsible  for  the  present  plight  of  the  railways. 
Most  fundamental  of  all  these  causes  is  the  fact  that 
our  railway  system  is  overbuilt.       For  every  235  people 
in  Canada  there  is  a  mile  of  railway,  a  lower  number 
than  in  any  other  country  in  the  world. 
According  to  the  Canada  Year  Book,   1931,   page  653 

This  over-development,  which  is  especially  felt  in  a 
time  of  acute  depression,  was  due  to  over  optimism  and 
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to  the  urgings  of  private  construction  interests  who 
flourished  in  the  railway  field  just  prior  to  the  G'reat 
War,  and  whose  thinly  financed  scheiries  with  their  heavy 
load  of  vmtered  capital  had  to  he  taken  over  hy  the 
Dominion  G-o vernnient  during  the  war  to  prevent  a  collapse 
of  the  country's  credit  at  a  time  v/hen  a  financial  crisis 

would  have  been  fatal  to  Canada's  war  efforts.  ^ver- 
burdened  v/ith  capitalization  and  provided  with  new  funds 
v^ithout   stint  by  the  Gover^^ment;   our  National  Railways 
system  has  forced  tiie  privately  owned  system  also  to 
expand  its  services  lavishly  and  unwisely,  at  a  time 
when  general  business  was  declining.       This  policy  has 
resulted  in  such  unwise  undertakings  as  two  large  modern 
railway  hotels  in  Halifax,  a  city  of  59,000  population, 
which  clearly  could  not  support  two  such  hostelries.  It 
has  resulted  in  the  construction  of  a  $4,000,000  hotel 
in  Saskatoon,  a  city  of  32,000  population,  in  the  build- 
ing of  a  second  large  railway  hotel  in  Vancouver,  already 
supplied  with  adeo^uate  accommodation,  in  the  putting  on 
of  com.peting  train  services  quite  unjustified  by  the 
traffic  offering  and  in  other  extravagant  practices. 
Curtailment  of  these  is  evidence  of  their  unvifisdom  in  the 
first  instance,       '^'his  over-expansion  of  facilities  and 
extravagance  due  to  competition  has  done  more  to  produce 
railway  deficits  than  com.petition  from  motor  vehicles  or 
v\/aterv^ays  or  any  other  competitive  form  of  transportation. 
The  correction,  already  partially  undertaken,  consists 
not  in  hampering  comxpetmg  agencies  of  transportation  but 
in  the  elimination  of  duplication,  the  practice  of  strict 
econom:/  and  increase  m  imm.igration  to  build  the  popu- 
lation up  to  our  railway  facilities.       ^t  would  seem  that 
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one  of  the  first  steps  that  should  be  taken  when  the 
upturn  from  the  present  dfepression  appears  is  a  well 
thought  out  campaign  to  encourage  immigration  of  desirable 
Nordic  peoples  from,  the  overcrowded  centres  of  Europe. 
Our  railways  are  not  too  big  for  our  country,  but  they 
are  too  big  for  its  present  population. 

To  a  cf^rtain  extent  the  net  earnings  of  railways 
have  sufferod  both  from  the  lack  of  sensitivity  of  rail- 
way wages  to  the  downward  trend  of  living  costs  due  to 
the  highly  unionized  condition  of  railway  labour  and  to 
requirements,   scm.e  of  them  imposed  by  legislation,  not 
strictly  needed  for  good  service,  such  for  instance  as 
elaborate  statistical  detail  of  traffic  and  operation 
and     strict  requiremient s  for  the  crating  and  packing  of 
freight . 

Competition  of  Waterways: 

The  increasing  use  of  waterways,  of  pipe  lines  and 
the  diversion  of  traffic  through  the  Panam.a  Canal  has 
decreased  the  freight  tonnage  available  for  railways. 
The  long  term  trend  of  freight  tonnage  carried  by  vessels 
on  t'ne  Great  Lakes  has  bee'i.  steadily  upw^ard.       This  is 
indicated  by  the  following  statistics  of  freight  tonnage 
passing  tLrough  the  larger  canals i 


St .  Lavi/rence 

I'Velland 

Sault  Ste . 

Year 

Canals 

Canal 

Marie  Canals 

1900 

1,309,066  tons 

719,360  tons 

25,643,073  tens 

1905 

1,752,855 

1, 

092,050  " 

44,270,680 

1910 

2,760,752  " 

326,290  " 

62,563,218  " 

1915 

3,409,467  ■" 

rz 

061,012  " 

71,290,304  " 

1920 

3,067,962 

2, 

276,072  " 

79,279,630  " 

1925 

6,206,988  " 

5, 

640,298  " 

81,871,699 

1930 

6,179,023  " 

6, 

087,910 

72,897,895  " 

The  opening  of  the  new  VJelland  Canal  will  undoubted- 
ly accentuate  water  competition. 
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Indioative  of  competition  of  water  transportation  is 
the  existence  on  the  Great  Lakes  of  large  fleets  of  oil 
tankers  operated  by  Imperial  Oil,  Limited,  British  Ameri- 
can Oil  Company,  Limited,   and  McG oil-Front enac  Oil  Company, 
Limited.      The  Imperial  Oil  fleet  on  the  Great  Lakes  has 
a  carrying  capacity  of  120,000  barrels.       The  British 
American  Oil  Company  fleet  has  been  heavily  added  to  in 
the  last  year.      The  trend  towards  v/ater  transportation 
is  seen  in  the  recent  inauguration  by  Imperial  Oil  of  a 
line  of  small  tank  steamers  on  the  Ottavm  river  to  supply 
from  Montreal  a  bulk  station  at  Ottavm  serving  the  Ottawa 
valley.       Form.erly  the  petroleum  products  carried  by  this 
line  were   shipped  by  rail, 
Panama  Canal  Diverts  Traffic i 

The  opening  of  the  Panama  Canc.1  in  August,  1914, 
provided  an  alternative  route  for  shipments  from  western 
Canada,  both  for  export  and  for  eastern  Canada,  wtich  has 
lessened  the  tonnage  moving  over  our  Canadian  railways. 
Certain  bulky  and  heavy  products  like  lumber  can  be 
shipped  from  Pacific  ports  to  St.  Lawrence  oorts  cheaper 
by  water  via  the  Panama  Canal  tlian  they  can  by  rail  over- 
land.      Grain  shipments  have  been  likewise  diverted,  the 
railways  losing  the  long  haul  from  the  mi dwe stern  prairies 
to  Montreal  and  Quebec  to  the   shorter  rail  haul  to  "^an- 

couver  from  vi^hence  water  transportation  is  utilized, 
W.  T.  Jackmian,  Professor  of  Transportation  in  the  Univer- 
sity of  Toronto,  on  t'-Ais  point  says;     "During  the  period 
from,  1923-28,   the  grain  movement  from  Fort  William  and 
Port  Arthur  has  increased  six  per  cent,  while  that  from 
Vancouver  and  Prince  Rupert  has  increased  47  per  cent 
in  the  same  period.       From  1921  to  1928  the  m.ovement 
from  the  Atlantic  seaboard  has  grown  forty- seven 
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per  cent,  while  that  from  the  Pacifio  has  increased 
995  per  cent  in  the  seven  year  period."      This  means  a 
heavy  loss  of  traffic  to  the  railways. 

Failure  to  Coordinate  with  Highway  Transportation: 

It  cannot  'be  denied  that  the  failure  of  the  railway 
managements  to  adopt  other  efficient  and  necessary  forms 
of  transportation  and  thus  broaden  the  basis  of  earning 
power  has  been  reflected  in  decreased  earnings.  Railway 
managements,  despite  occasional  statements  to  the  contrary, 
appear  to  have  reposed  too  long  in  the  view  that  it  was 
their  duty  to  provide  and  sell  railway  service  only,  as 
distinct  from  transportation.      They  have  not  yet  really 
begun  to  make  use  of  and  coordinate  with  the  railways  the 
service  given  by  airplanes  and  motor  trucks  and  buses, 
not\¥ithstanding  that  both  form.s  of  transportation  have 
demonstrated  tbeir  efficiency  in  their  own  specialized 
fields.      Their  attention  has  been  fixed  too  exclusively 
on  the  long  haul.      They  should  have  been  entering  upon 
both  m.otor  truck  and  m.otor  bus  services  ten  years  ago 
and  thus  preparing  for  the  gradual  obsolescence  of  their 
expensive  freight  and  passenger  teminals  which  the  two 
last  named  agencies  of  transportation  are  bringing  about. 
Other  interests  did  not  overlook  the  opportunity  and  as 
a  result  of  their  pioneering  now  have  valuable  vested 
rights*       That  the  railways  will  have  to  utilize  both 
truck  and  bus  in  conjunction  v/ith  their  rail  service  if 
they  wish  to  retain  short  haul  and  smalJ,  lot  traffic  is 
abundantly  clear.      The  future  progress  of  the  railways, 
according  to  J.  Fo  Deasy,  Vice  President  of  the  Pennsyl- 
vania Railroad,  which  began  the  coordination  of  rail  and 
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higlnway  transportation  in  1923 ^  depends  upon  their 
ability  to  provide  the  most  eoonomical  and  convenient 
transportation  obtainable  and  to  do  this^  he  asserts 
it  is  essential  that  the  railways  "make  available  a 
system  of  coordinated  transportation  which  will  enable 
the  public  to  utilize  the  kind  of  transportation  it  vi/ant  s 
--  railj,  highway,  waterway  and  airway  -~  in  the  field  in 
which  it  can  best  perform," 

Highway  transportation  Com.petition  --■  Is  it  Fair? 

While  railway  executives,    judging  from  their  public 
utterances,  have  taken  competition  from,  waterways,  air- 
v/ays  and  pipe  lines  as  a  matter  of  course  and  appear  to 
think  it  fair^  they  have  protested  vigourously  against 
motor  vehicle  highway  competition,  especially  tb.at  of 
the  bus  and  the  truck.      They  allege  that  highway  trans- 
portation is  unfairly  subsidized  in  that  the  Government 
provides  the  rij^ht  of  way  for  which  motor  vehicles  are 
not  adequately  taxed,  vi/hilst  the  railv/ay  has  to  provide 
its  ov/n  right  of  wayo       Let  us  examine  these  contentions 
carefully  in  order  to  discover  whether  such  discrimina-- 
tion  in  favour  of  the  motor  vehicle  actually  exists. 

Governments  have  Always  Aided  Transportation: 

For  centuries  it  has  been  the   settled  policy  of  all 
governm.ents  in  civilized  countries  to  encourage  trans- 
portation.     The  carriage  of  goods  and  persons  from 
place  to  place  is  so  essential  a  factor  in  production, 
and  the  cost  of  transportation,  enters    so  largely  into 
the  cost  of  everything  people  eat,  v/ear,  use  and  export 
tliat  it  has  al¥/ays  been  c o:.:.sidere d  good  public  policy  to 
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asaist  and  encou:::^age  th.-^  provision  of  cheap  transportation 
in  every  way  possible.       In  Canada  v>/here  our  wide  extent 
of  territory  emphasizes  the  irnportance  of  transportation^ 
governments  have  heen  no  exception  to  this  rule^  and  they 
have  spent  many  millions  of  Duhlic  money  to  provide  m.eans 
of  transportation,   subsidizing  waterways,  rail^/ays,  stage 
coach  lines  and  airv;ays,  as  well   as  huilding  roads  and 
bridges. 

Canals  Provided  I'Tee  of  Charge; 

Our  waterways  and  our  railways  have  been  the  prin- 
cipal beneficiaries  of  this  policy  and  have  received  m.uch 
m.ore  from  governments  t'-:an  has  baghway  transportation. 
As  at  March  31,  1931,  the  G-overnm.ent  had  expended 
^225,909,708  (Canada  Year  Book,   1931,  page  701)  on  the 
capital  cost  of  the  Canadian  canal  system.,  which  it  pro- 
vides free  of  ai;i   tolls  to  water-borne  traffic.       it  also 
bears  tii.e  cost  of  miaintenance  and  operation,  v/hich  in 
1950  amounted  in  net  figures  to  |1, 419, 813.       In  addition, 
the  Department  of  ilarine  annually  spends  large  sums  on 
waterv/ays,  ports  and  aids  to  navigation.       The  net  ex- 
penditure of  this  departm.ent  in  1930  on  such,  service  was 
Hp22,697,972o 

Large  Grants  to  Railways s 

The  railways  them.sel'^'es  have  been  the  greatest 
beneficiaries  from  the  public  treasury.       Dom.inion,  pro- 
vincial and  municipal  i=_,overnment s  have  given  hundreds 
of  millions  of  dollars  in  cash  grants,  while  the  Domin- 
ion Government  and  the  provincial  goverm'nent s  have  also 
given  millions  of  acres  of  land.       In  addition,  the 
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principal  of  "bonds ^  and  interest  and  dividends  on  bonds 
and  stocks,  have  been  guaranteed,  whilst  over  half  a 
billion  dollars  e.:<;pended  on  Canadian  governnent  railways 
was  turned  over  to  our  present  Canadian  National  Railway 
system. 

The  table  below  gives  details  of  this  aid  given 
to  railways. 

This  is  compiled  from  statistics  in  the  Canada  Year  Book, 
pages  665-9,  and  m  letter  from  Chief  of  Transportation  and 
Public  Utilities  Branch,  Dominion  Bureau  of  Statistics, 
dated  January  9^  1952. 

Gov e rnment _A id  to  Ra i Iways 

Cash  grants  - 

Domxinion  #176,693,510 
Provincial  33,210,615 

Mmnicipal            ^...lFij^33..sl33.  h1>222,892,  253 

-  Land  grants,   47,290,5  66  acres  at  .;h3  141,871,698 

Expenditure  on  Canadian  i^overnm.ent 
Railways   (Now  included  m  Canadian 

National  System)  501,630,526 

Bonds  guaranteed  by  the  Dominion 

Government  703,844,073 

Perpetual  debenture  stock  and  guaran- 
teed debenture  stock  of  Grand  Trunk 
•'^acific  on  vrtiich  dividends  and  interest 
are  guaranteed  by  Dominion  Government       216 , 207 , 141 

-;fi^l,786,454,490 

Miles  of  railV'/ay  operated  December  31,1930  -  42,975 
Aid  per  mile  of  railway  operated     -  Jj};42,458, 

A  conservative  valuation  of        per  A.cre  is  assigned 

to  land  grants.      Heavy  deficits  having  been  incurred, 

Canadian  National  bonds  guaranteed  a.re  inoludod  in  their 

face  am^ount,  and  perpetual  debenture  stock  and  debentures 

on  which  interest  is  guaranteed  are  also  included  at  face 

value,   since  the  perpetual  payment  of  interest  and  divi- 
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dends  is  equivalent  to  a  grant  of  that  amount  of  money. 
All  told,   this  aid  totals  |jl,  786,454,490,   or  an  average 
of  ^42,458  por  mhle,       Vl/hat  a  vifonderful  highway  system 
we  vrould  have  if  aid  on  any  such  scale  had  been  extended 
to  highways.       If  any  transportation  system  ever  had  its 
road  provided  for  it  at  the  public  expense  it  has  certain- 
ly been  the  railways.      And  it  is  at  least  anomalous  that 
railway  proponents  should  now  object  to  the  alleged  un- 
fairness of  govermient  providing  a  right  of  way  for  a 
competing  form  of  transportation,   viz.,  highway  m-Otor 
transportation* 

Canada's  Highway  System: 

Let  us  novif  look  into  the  situation  as  regards  high- 
ways.      The  extent  and  character  of  our  system  of  highways 

is  indicated  m  the  following  table  compiled  from  official 
figure  s  ; 

Unim.proved  earth  158^639.9  miiles 
Improved  earth  and  sand 

clay  155,234.9  " 
Gravel  and  crushed  stone 

(loose)  70,942o0  " 

Oil-treated  gravel   405 .7  " 

Total  earth,  gravel  and  loose 

crushed  stone  385,222.5  mAles 

Vifater-bound  macadam  4,991,8  miles 

Bituminous  miacadam  1,445.1  " 

Bituminous  concrete  1,275.1  " 

Cement  concrete  1^421.0  " 

Other  1,421.0  " 

Total  paved  -  macadam  and  con- 
crete 9,150.2  m-iles 

Grand  total  594,372.7  m.iles 

Ef.rth  and  Gravel  hoads  Comprise  97  per  cents 

Some  significant  figures  em.brge  fromi  this  compila- 
tion.      First,   earth  and  gravel  roads  comprise  385,223 
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miles,  or  97.6  per  cent  of  our  total  highway  mileage  of 
594,373  miles.       These  are  the  type  of  roads  which  we 
would  have  e;<.pended  almost  as  much  mioney  on  vifithout  the 
autom.obile  as  with  it.,      The  ''paved"  roads  --  macadam, 
and  concrete        constitute  only  2,4  per  cent  of  the  total 
highvi^ay  mileage.       These  are  the  kind  of  roads  for  the 
construction  of  which  the  m.otor  vehicle  is  largely  respon- 
sible.      Another  striking  fact  these  figures  bring  out  is 
that  Ontario  and  ■-■uebec  have  an  overwhelming  freponder- 
ance  of  the  better  grado  highviray  facilities  of  the  coun- 
try.      For  instance,   Ontario  has  55.6  per  cent  and  '.-iueiec 
16.5  per  cent,  a  total  for  the  two  provinces  of  72,1  per 
cent,   of  the  "surfaced''  highvifays  of  the  country,  if  we 
include  gravel  and  m-acadam  and  concrete  roads  in  the  term 
"surfaced."      Of  the  ''paved"  highways,  that  is,  m.acadami 
and  concrete,  Ontario  possesses  6,192.9  miles  or  67,6 
per  cent,  and  Quebec  2,032.5  or  22,2  per  cent,   a  total 
for  the  two  older  provinces  of  8,235.4  miles,   or  90  per 
cent  of  all  such  highvs/ays  in  Canada.       These  two  provinces, 
therefore,  have  a  trem.endously  greater  interest  in  high- 
v/ay  development  and  highway  problems  than  the  other  pro- 
vinces . 

Cost  of  Highway  System: 

What  has  our  highway  system  cost  us?        Since  ex- 
penditures have  been  made  by  v>:-rious  public  autr.orities 
ever  since  the  country  was  settlp^L:.  and  many  of  them  by 
small  local  authorities  whose  bookkeeping  systems  never 
registered  100  per  cent  perfect,  it  is  a  difficult 
question  to  answer  with,  exactitude.      However,  from 
figures  of  road  m.ileage  comxpiled  by  the  Dominion  Bureau 
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of  Statistics  and  known  costs  of  construction  for  the 
different  types  of  highways  vouched  for  by  engineers  of 
experience  and  repute,  a  close  appr oxiraation  can  be  made. 
Taking  the  Dominion  Bureau  of  Statistics  mAleage  figures 
and  classifications  and  using  valuations  per  mile  as  given 
by  an  authority  on  highway  engineering,  t^r .  G-eorge  Hogarth, 
Deputy  Minister  of  Public  Works  for  Ontario,  and  for  many 
years  chief  engineer  of  the  Department  of  Public  Highways, 
we  get  the  following; 

158,639.9  miles  im^proved  earth  at  v       200  -^31,727,980 
155,234,9  miles  improved  earth 

and  sand  clay  at  ^       500  -  77,617,450 

71,347.7  miles  gravel,  loose 

crushed  stone  and  oil- 
treated  gravel 

(405.7  miles)  at  ^  5,000  -356,738,500 

4,991,3  miles  v/ater-bound 

macadam  at  ^^3,000  -  74,877,000 

1.445.1  m.iles  bituminous 

ra.acadam  at  ^p20,000  -  28,902,000 

1.438.2  miles  cement                  at  -$33,000  -  47,460,000 
(concrete  and  other  17,2  miles)   

>,P§17,323,530 

Mr.  W.  A.  McLean,   formerly  for  many  years  Deputy 
Minitter  of  Highways  for  Ontario,  and  an  outstanding 
highway  enj^ineermg  authority,  estimates  the  cost  of 
the  Canadian  highway  system  at  approximately  iij>527,000,000 
as  follows; 

Value 


Glas  s 

Mileage 

per  ; 

\lile 

Total 

Improved  earth  roads 

155,254 

700 

^108, 

663 , 

800 

Gravel  and  loose  stone  70,942 

3 

,000 

212, 

826, 

000 

Oiled  gravel 

405 

4 

,000 

620, 

000 

Water-bound  Macadam. 

4,991 

5 

,000 

24 

955, 

000 

Bituminous  ilacadam 

1,445 

20 

,000 

28  J 

900, 

000 

Cement  concrete 

1,421 

30 

,000 

42, 

630, 

000 

Bitum_inous  concrete 

1,275 

30 

,000 

38, 

250, 

000 

Other 

17 

20 

,000 

340, 

000 

Bridges  and  mi  seel]. an 

ecus  construe ti on p 

15  per  cent 

__68_, 

7_27_^ 

J20 

5  2  6 , 

912, 

520 
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Referring  to  the  158,640  rniles  of  "unimproved  earth" 
roads  in  Canada,  J.lr .  koLean  oays  that   "a  road  is  not  a 
road  until  it  has  at  least  "been  graded.      If  we  accept 
that  line  of  division,  the  roads  of  Canada  total  235,733 
rniles.       Of  these,   155,235  railes  are  unsurfaced  roads, 
Y^rhlle  surfaced  roads  total  80,497.9  miles." 

"The  roads  of  Canada  generally",  Hr .  KcLean  con- 
tinues,  "and  the  character  of  work  on  them  are  well  known 
to  the  writer.      It  has  heen  his  privilege  from  time  to 
time  to  travel  over  a  substantial  mileage  in  every  pro- 
vince*.      The  unit  costs  per  mile  in  the  foregoing 
estimate  are  average  figures.       For  example,  'improved 
earth  roads'  as  a  class  are  little  more  than  levelled 
with  earth  from  shallow  ditches.       Where  this  class  of 
work  is  exceeded  on  a  limited  mileage,  the  adeitional 
cost  is  am_ply  covered  by  the  last  item  for   'bridges  and 
mi  seel lane  ou  s  c  on s t  rue  t i  on ' " . 

Having  regard  to  the  opinion  of  both  of  these  auth- 
orities it  may  be  said  that  a  fair  valuation  of  the 
Canadian  highway  system  is  ^500,000,000,         ^his  valua- 
tion, based  on  of  field  mileage   statistics  and  on  the 
valuations  of  ev-perienced  highway  engineers  is,  we  sub- 
mit, to  be  accepted  in  place  of  tbo  rather  absurd  figures 
approxim_ating  a  billion  dollars  put  forward  fron  time  to 
time  by  various  railway  proponents,  who  do  not,  however, 
state  the  basis  of  their  computation, 

What  Should  User  x^ay? 

in  attemptin^i  to  form  an  idea  of  the  pro-oortion  of 
the  cost  of  our  highway  syster^  t.biat  m.ay  properly  be 


I 


-  1608  -  Mr.  Patton 

assiL--neu  to  the  motor  vehiole  and  its  use  of  hi£,tLV\/ay 
facilities  it  should  be  kept  in  mind  that  our  system  of 
highways,   so  far  as  mileage  is  concernod,  was  m  ezistenc* 
substantially  the  same  as  to-day,   long  before  the  motor 
vehicle  came  into  general  use »         'it  would  be  in  existence 
nov\r  even  if  there  were  no  automobiles;  althou^ih  it  is 
conceded  that  extensive  improvements  to  the  existing  roads 
in  the  way  of  hard  surfacing  have  been  r^ad:-  largely  as 
the  result  of  the  coming  of  the  motor  vehiclv:;.       For  this 

reason  and  also  because  of  the  large  proportion  of  our 
total  highway  m.ileage  consisting  of  unimiproved  country 
roads,  v>fhich  are  little  used  by  automobile  traffic,  only 
a  portion  of  the  cost  of  our  highway  system  can  logically 
or  fairly  be  debited  to  motor  traffic . 

There  is  another  reason  why  all  highway  costs  should 
not  be  charged  to  motor  vehicles. 
According  to  a  general  report  prosenttjd  on  bc?r'.alf  of  tho 
Coordination  Comimhttee  of  the  Transport  and  Com.mxUnications 
Group  of  the  International  Gham.bfcr  of  Commerce  by  Sir  John 
Sandemian  Allen,  Chairm.an,  the  formula  that  "road  users 
should  pay"  is  a  mistake.       Roads  are  public  property  and 

benefit  the  country  as  a  whole,  and  it  is  logical  that  their 
cost  should  be  met  in  the  first  placo  out  of  general  reven- 
ue,      Rgal  estate  ovmers  m  localitios  opened  up  by  the 
roads  should  also  participate  to  a  certain  extent  in  road 
expenditures,  because  of  the  special  advantages  thoy  de- 
rive therefrom.       Contributions  from,  users  are  justified 
for  the  samie  reason,  but  do  not  constitute  the  basis  of 
road  budgets. 

High¥/ay  transportation,   like  all  other  fort-is  of  trans- 
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portation,  oonfers  indirectly  a  benefit  upon  every  citizen 
in  tb.e  country,   .-.ncl,  as  we  have  seen,  governiTents  in  recog- 
nition of  this  have  always  suhsiclized  and  assisted  trans- 
portation in  every  way  possible,   the  rail¥/ays  in  recent 
times  benefiting  most  from  this  policy.       It  was  in 
recognition  of  this  policy  that  the  Dominion  Govermient 
in  1919,   through  the  Canadian  Highways  Act,   gave  the  sumx 
of  ^25,000,000  to  the  provinces  to  expend  on  highway 
construction  and  improvem.ent .       The  principle  has  been 
succinctly  stated  by  Mr.  A.  D.  Ferguson  of  the  Department 
of  Economics  of  the  Canadian  National  Railways,  who  in  an 
addresn  on  the   "Economics  of  Transportation",  delivered 
before  the  Advertising  Club  of  Montreal  on  Septer-ber 
16,   1931,  said: 

"In  vievtf  of  the  many  benefits  we  all  derive  from 
having  good  roads  throughout  Canada,  it  is  not  pro- 
posed that  m-otor  vehicles  should  pay  all  the  charges 
of  roads.       The  recent  Royal  Commiission  on  Trans- 
port in  Great  Britain  declared  that  m-otor  vehicles 
should  pay  two-thirds  of  these  charges  and  that  one- 
third  should  be  contributed  from  general  taxation," 
This  is  a  fair  allocatlrn  of  cost  and  has  been 
generally  accept'^'.c^  as  such.       Using  it  as  a  basis  we  can 
compute  what  amour.t  of  the  cost  of  the  Canadian  highway 
syfctemi  should  be  assigned  to  m-otor  vehicles. 

Old  and  fully  developed  countries  obtain  pay  for 
highways  as  they  are  built,  but  m  new  and  com-paratively 
undeveloped  countries  such  as  Canada,  where  roads  are 
built  not  only  to  accommxOdate  existing  traffic  but  for 
development  purposes  as  vi/ell,  it  is  usual  to  borrov/  money 
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for  purposes  of  construction,  providing,,  annually  in 
addition  to  interest  for-  a  3inkln<5  fund  calculated  to 
retire  tlie  bonds  during  the  life  of  the  highway.  For 
example  the  province  of  Ontario,  which  h^s  67  per  cent  of 
the  paved  hi£h¥/ays  in  Canada,  -has  established  a  sinking 
fund  sufficient  to  retire  its  bond  issues  for  highway  pur- 
poses in  t'A'enty  years,  although  the  highways  built  in  later 
years  are  e'xpected  to  last  fully  thirty  years. 

Highv\/ay  Transportation  ^■•■^ore  than  Paying  its  ■'-o.ji 

Careful  and  elaborate  compilations  of  provincial 
highway  revenue  and  expenditures  have  been  made  by  the 
Citizens  Research  Institute  of  Cant^da. 
Detailed  statem^ents  are  subm.itted  with  the  i\,emorandum . 
These  show  that  in  1930  the  current  expenditure  (main- 
tenance plus  interest  and  sinking  fund)  was  41)54,386,097 
and  revenue  from,  highvvay  users  v^/as  ■+^40, 308 130 ;  that  is 
to  say,  revenue  was  74.1  per  cent  of  current  expenditure. 
This  compares  v;ith  the  oroportion  of  66  2/3  per  cent  of 
charges  v/hich  the  iJritish  Royal  Com.m.ission  on  Transport 
set  as  a  fair  proportion  for  highway  users  to  pay,  and 
should  certainly  dispose  of  the  contention  that  motor 
vehicle  transportation  m  Canada  is  not  paying  its  way. 
in  fact,     in  some  of  the  western  provinces,  notably 
Alberta  and  Ivianitoba,   the  table  shows  it  is  not  only 
paying  100  per  cent  of  provincial  current  highway  ex- 
penditure, but  is  in  addition  contributing  substantially 
to  the  general  revenues  of  the  provinces.       This  con- 
stitutes unfair  discrimination  against  highvvay  trans- 
portation m  these  provinces  and  is  economically  un- 
sound. 
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A  comparison  of  the  value  of  our  highway  system  and 
the  total  revenues  derived  from  owners  of  m.otor  vehicles 
is  illuminating.       These  latter  are  as  follows; 

-iviotor  vehicle  taxes,  including 

gasoline  ta::es  J!;5212,446, 155 

Customs  duties  on  motor  vehicles, 

parts  and  accessories  ^202,862,507 

Excise  taxes  on  motor  vehicles 

(1931  partly  estimated)  ^  52,441.>856_ 

Total  Dominion  and  provincial 
revenue  from  motor  vehicles  J|447,750,498 

This  compares  v/ith  an  estimated  total  value  of  our 
highway  system.s   (as  computed  above)  of  ^600,000,000 . 
Special  taxes  levied  on  motor  vehicles  to  date  aggregate  a 
very  substantial  part  of  the  estimated  value  of  highways. 
Since  these  figures  were  compiled  by  the  Citizens  Research 
Institute,  increased  taxes  have  been  announced  in  many 
Canadian  provinces.       In  some  cases  an  increase  of  as 
high  as  35  per  cent  on  trucks,  as  in  Ontario,  has  been 
announced  for  the  coming  year. 

Private  Passenger  Car  and  the  Railv^/ays ; 

The  relation  of  highway  transportation  to  the  rail- 
ways may  be  considered  as  it  affects   (a)  passenger  traf- 
•  fic  and  (b)  freight  traffic.      Declining  passenger  traffic 
on  the  railways  concomitant  with  the  growth  of  regis- 
trations of  passenger  automobiles  indicates  that  the 
automobile  has  taken  considerable  passenger  traffic  from 
the  railwaAys.      Undoubtedly,  the  1,047,494  passenger 
automobiles  registered  in  Canada  in  1930  carried  many 
passengers  that  would  have  travelled  by  rail  had  highway 
transportation  not  been  available.       The  advantages  which 
the  motor  car  has  over  the  railway  in  short  distance 
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travel  rnakes  this  inevitable.       People  want  to  "ride  on 
rubber''  to  use  a  popular  phrase.      There  is  little  that 
the  railways  can  do  to  meet  this  coripetition  other  tiian 
to  use  bus  lines  of  its  own  wherever  possible.       it  is  a 
case  where  the  more  efficient  and  more  popular  method  of 
transportation  will  prevail.       The  loss  to  the  railways 
from  private  automobile  com_petition  in  1930  is  estimated 
by  Mr.  Bernard  Allen,  Assistant  Economist,  Bureau  of 
Economics,  Ganadia:.!  J-^ational  Kailwa^/s,  at  ^1^13, 000, 000 . 
Buses,   says  Mr.  Allen,   earned  iff 4, 000, 000  in  revenue  m 
1950,  and,  even  assuming  that  all  their  traffic  v^fas 
diverted  from  the  railways,   the  loss  to  railways  from, 
their  competition  could  only  be  ;if4,000,000.       Mp ,  Allen 
is,  ho'wever,  careful  to  point  out  that  a  co v._siderable 
portion  of  the  bus  traffic  was  not  taken  from  the  railway 
but  was  Created  by  the  additional  service  furnished  by 
the  buses  them-selves. 

Buses  and  Railways s 

Bus  transportation  also  is  growing  in  popularity. 
Its  advantages  consist  in  its  flexibility,  cheapness  and 
convenience,   especially  for  short  haul  work.       The  bus 
has  m.ado  the  farm  house  a  bus  station  and  the  motor 
coach  line  the  rural  railway.       The  commuter  gets  trans- 
portation almost  at  his  door  instead  of  walking  half  a 
mile  to  a  station.       Low  fixed  charges  and  cheapness  of 
operation  have  enabled  it  to  give  transportation  service 
to  communities,  urban  as  well  as  rural,  where  the  traffic 
offering  does  not  warrant  the  heavy  investments  required 
for  electric  or  steam  railways. 

The  efficiency  and  cheapness  of  the  bus  in  those 
spheres  of  transportation  where  it  excels  has  resulted 
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in  its  wide  ute  in  the  United  States  by  railways  in 
coordination  with  rail  transportation.       "To  operate  a 
small  local  train  a  mile  costs  ap-oroximately  ^[^1.25  as 
compared  to  25  cents  to  30  cents  per  "bus  mile.       For  the 
railroad  these  are  out-of-pocket  costs  only,  not  includ- 
ing fixed  charges  or  roadbed  maintenance.       Thus  the 
ratio  is  not  far  from_  5  to  1  in  favour  of  the  bus..  For 
a  steam  train  the  average  fuel  cost  is  23  cents  per  mile, 
while  for  the  bus  it  is  3  cents  per  mile,      vi/ages  per  m.ile 
for  the  bus  are  4  cents  as  com^pared  to  28  cents  for  the 
train.      The  Boston  and  Maine  Railroad  found  that  the  cost 
per  mile  of  operatinj_^.  a  steam:  passenger  train  without 
any  charge  for  roadbed  or  rail  maintenance  was  |1.59,  of 

rail  cars  72  cents  and  of  motor  buses  29  cents." 
This  is  from  a  paper  read  at  the  vvorld  Engineering  Con- 
gress, Tokyo,   Japan,  in  '^'ovember,  1929,  by  Frederick  C, 
iiorner,  entitled  "The  Application  of  Motor  Transport  to  the 
Movemient  of  Freight  and  Passengers." 

The  United  States  railways  are  using  buses  in  large 
num^bers  to  replace  and  supplement  tram  service,  the 
New  York,  New  liaven  and  Hartford  operating  300  and  the 
Boston  and  Maine  111.       The  last  nam.ed  railway  estimates 
its  savings  through  the   substitution  of  buses  for  un- 
profitable trains  at  |  500,000  per  annumi.  Curiously 
enough  our  Canadian  rail\¥ays  make  practically  no  use  of 
buses.       It  would  appear  that  instead  of  inconveniencing 
coramuv.dt le s  by  withdrav/ing  unprofitable  local  train  ser- 
vice and  throwing  the  business  over  to  private  bus  lines, 
it  would  be  good  business  for  our  railways  to  wake  up  and 
themiselves  use  bus  services  in  coordination  V'/ith  their 
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rail  facilities. 

Buses  Over  Taxed; 

There  were  2^,098  motor  buses  registered  in  Canada 
in  1930,  of  which  643  were  in  Ontario  and  524  in  Quebec. 
In  all  provinces  buses  are  closely  regulated  and  heavily 
taxed;  in  fact  so  heavily  taxed  that  they  may  be  said 
to  be  overtaxed.       Certificates  of  necessity  and  con- 
venience, insurance  and  evidence  of  financial  respon- 
sibility are  required.      The  practice  in  Ontario  is  typical 
of  that  of  most  of  the  other  provinces.       In  Ontario,  buses, 
m  addition  to  paying  fees  under  registration  as  motor 
vehicles  pay  also  for  registration  as  ccmmercial  vehicleo 
and  are  subject  to  a  mileage  tax.       In  addition,  they  are 
taxed  specially  by  many  municipalities  throu^>  which  they 
run.       Both  tariffs  and  timxe  schedules  have  to  be  filed 
with  and  approved  by  the  Department  of  PuXlic  Highway^,. 

An  idea  of  the  taxes  to  which  buses  are  subjoctad 
is  to  be  had  from  the  statement  made  at  a  meeting  in 
Montreal  in  Decemiber,  1931,  by  Mr,  H.  J.  Gurtic  of  the 
Provincial  Transport  Company,  a  large  motor  bus  concern 
operating  out  of  iaontreal.      Mr.  Curtic  aaid  that  his 
company  paid  out  in  taxes  11.34  per  cent  of  its  total 
passenger  revenue.      Expressed  in  another  v\fay  this  m.eant 
thoy  paid  $572.90  on  each  vehicle  operated  and  that  their 
highway  contributions  amounted  to  4.39  cents  per  bus 
mile.       The  Ontario  Association  of  Motor  Coach  Operators 
in  a  summary  of  operating  statistics  for  six  of  the 
largest  and  most  re spe sentati ve  bus  Companies  in  Ontario 
show  that  the  total  taxes  they  paid  in  1930  amounted  to 
8.60  per  cent  of  their  revenue  per  mile. 
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A  table  is  subriit tod  sliovvang  the  registration  from  motor 
trucks,  by  provinces,   19 S2  to  1930, 

A  questionnaire  recent  137-  sent  out  and  covering  the  opera- 
tions of  bus  companieR  throut;,hout  Ga.nada  indicates  they 
paid  SbS  per  cent  of  their  revenues  in  taxes  in  1931, 
LOKh  ASHFELD:     Does  that  include  gasoline  tax? 
MR,  PATPOh:     Yes,   that  includes  gasoline  tax  --  all 

taxe  s . 

5iuch  taxation  (and  the  registration  foes  have  been 
raised  by  about  35  per  cent  in  Ontario  for  1932)  cannot 
be  described  by  any  word  other  than  heavy.      The  steam 
raiiv/ays  of  Canada  paid  only  2,12  per  cent  of  their  gross 
revenues  in  taxes  in  1950* 

Are  More  Highly/  Taxed  'Tlian  Kailwajrss 

"The  Ontario  Association  of  I/dotor  Coach  Operators 
has  compared  the  taxes  of  one  of  its  representative  and 
largest  nierabcrs  with  the  taxes  paid  by  two  large  Canadian 
railways.       The  comparison  is  for  the  year  1929.  Basing 
the  comparison  in  terius  of  taxes  expressed  as  a  percontage 
of  the  gross  revenue,  the  taxes  of  one  rail¥/ay  were  one- 
third  of  those  paid  by  the  motor  coach  operator  and  the 
other  railv/ays  taxes  were  only  one -fifth.       If  the  com- 
parison vi^ere  made  in  terms  of  taxes  expressed  as  a  per- 
centage of  invest'T^ent  the  taxes  of  one  of  the  railways 
were  one -eighth  of  those  of  the  motor  coach  operator  and 
the  other  railway ^s  taxes  were  only  one  thirty-second  of 
those  paid  by  the  m'.otor  coach  operator. 

"The  motor  coach  operator  did  not  receive  a  govern- 
m-ent  subsidy  when  he  made  his  investment  in  the  business 
and  Pioneered  public  transportation  on  new  highways;  he 
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receives  no  subsidy  from  year  to  year  in  taxes  or  in  any 
other  form  to  assist  in  conducting  Ms  business.      He  owns 
his  own  right  of  v/ay  in  the  sense  that  he  pays  at  least  his 
proportion  of  the  cost  of  constructing  and  maintaining  the 
highv/ayo«      Why  then  should  he  be  subject  to  even  more 
taxation  which  on  any  basis  of  comparison  so  greatly  ex- 
ceeds that  paid  by  the  railways?" 
This  is  from  a  memorandum  submitted  by  the  Ontario  Associa- 
tion of  Motor  Coach  Operators  to  the  Ontario  Government, 
1931, 

The  Motor  Truck; 

Concentrated  attack  has  been  m.ade  on  the  motor 

truck  by  its  enemies,  the  railways  claiming  it  has  taken 
from  them  a  great  deal  of  traffic,  that  it  is  unregulated, 
that  it  is  abnormally  hard  on  the  highways  and  that  it 
should  pay  more  than  it  does  in  taxes  because  of  this 
wear  and  tear  on  the  roadway.       In  the  first  place  trucks 
are  not  as  numerous  on  highways  as  we  might  be  led  to  be- 
lieve.     In  1930  there  were  only  165,464  trucks  registered 
in  Canada,  out  of  1,239,888  m.otor  vehicles  of  all  kinds. 
That  is  to  say  only  one  out  of  every  7.5  motor  vehicles 
in  the  country  (or  13.3  per  cent)  is  a  truck,  and  the 
greater  proportion  of  them  are  of  the  smaller  type.  In 
the  1931  traffic  census  of  Ontario  out  of  an  average 
traffic  density  of  1,805  vehicles  daily,  only  167  or  9 
per  cent  were  trucks. 
Since  this  was  written  the  Ontario  Department  of  Highways 
has  put  out  a  series  of  charts  which  shows  that  only  one 
in  every  ten  vehicles  on  th«  higbways  in  1931  was  a  truck. 
In  Ontario,  where  such  statistics  are  available,  over 
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se-ven-eighths  (88,8  per  cent)  of  ttse  trucks  are  of  5 
tons  gross  weight   (v/eight  of  vehicle  plus  load)  or  less. 
("Bus  and  Truck  Statistics"-,  Department  of  Highv/ays, 
Province  of  Ontario,  January,  1932.     A  series  of  charts 
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Tax  Burden  on  Trucks. 

The  tax  burden  on  trucks,   as  also  in  the  case  of 
buses,  has  been  increased  rapidly  in  recent  years.  Nevf 
truck  registration  fees  recentl3r  announced  for  1932  by 
the  nrovince  of  Ontario  show  an  increase  of  approximately 
33  per  cent.     Vilien  considering  the  overhead  burden  borne 
by  trucks  and  buses  insurance  must  be  taken  into  account. 
This  is  a  compulsory  charge  required  by  legislation.  In 
Ontario     insurance  against  passenger  hazards  as  well  as 
public  liability  insurance  has  to  be  carried  by  buses,  the 
annual  charges  amounting  not  infrequently  to  $800  per 
vehicle  per  annum.     Cargo  insurance  is  compulsory  for 
trucks  and  runs  usually  from  ;ij;50  to  $80  per  truck  per 
annum. 

G-asoline  Tax  Heavy  on  Trucks. 

The  fact  that  trucks  and  buses  are  very  heavy  con- 
suiners  of  gasoline  is  frequently  overlooked.     This  tax, 

5  cents  per  gallon  in  all  provinces  (soon  to  be  raised  to 

6  cents  in  Ontario  and  Quebec)   is  a  particularly  heavy 
one,  amounting  to  25  per  cent  of  the  value  of  the  product 
taxed.     Yet  it  is  an  eminently  fair  tax  in  so  far  as  it 
varies  directly  as  the  use  that  is  made  of  the  highways. 
It  is  generally  considered  the  average  bus  travels  6  miles 
to  th»  gallon  of  gasoline  used  and  the  average  truck  7 
miles,  whereas  passenger  motor  vehicles  average  well  over 
twice  that  mileage  to  the  gallon.     On  an  annual  mileage 

of  30,000  miles,  the  average  truck  would  thus  pay  about 
|215  in  taxes  on  gasolineo 

In  Ontario,  ¥/here  the  statistics  are  available, 
trucks  pay  26,2  per  cent  of  the  revenue  collected 
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(exclusive  of  gasoline  tax),  although  they  comprise  only 
12„d  per  cent  of  the  motor  vehicles  registered. 

Profit  Margin  is  Narrow. 

Operating  statistics  for  motor  trucks  are  not  well 
organized  as  yet  and  it  is  impossible  to  get  such  figures 
for  the  country  as  a  whole.     On  the  annexed  sheet, 
is  I  desire  to  file,  Mr»  Chairman, 

however,  there  is  given  a  summary  of  operating  statistics 
and  proiits  for  six  representative  large  and  old-established 
motor  transport  companies  operating  in  Ontario.  These 
show  that  for  the  last  three  years  profit  realized  has 
amounted  to  only  4  per  cent  of  revenue,  a  margin  so  narrow, 
considering  the  hazards  of  the  business,  as  to  make  any  fur- 
ther considerable  increase  of  taxes  a  serious  matter. 

Effect  of  Trucks  on  Roadway, 

In  no  respect  has  the  truck  and  the  bus  been  more 
m.aligned  than  in  the  fallacious  statement,  assiduously 
spread  by  clever  propaganda,  that  on  account  of  their  weight 
and  speed  they  are  especially  harmful  to  the  roads.     To  the 
casual  observer  it  would  seem  logical  that  on  account  of 
their  size  and  v\reight  these  vehicles  v»rould  be  harder  on 
highways  than  passenger  cars,  but  scientific  investigations 
ccmducted  over  the  past  four  or  five  years  by  the  engineers 
of  the  United  States  Bureau  of  Public  Roads  conclusively 
show  that  it  is  not  the  absolute  weight  of  a  vehicle  that 
is  the  factor  which  determines  its  effect  on  the  road,  but 
how  that  weight  is  distributed  through  the  wheels  to  the 
road.     To  put  it  more  concretely,  a  10~ton"  load^  coramunJL-oa'ted 
to  the  road  surface  through  6  balloon-tired  wheels  spaced 
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the  proper  distance  apart  may  'be  far  less  harmful  to  the 
road  than  a  5-ton  load  the  v;e5-ght  of  which  is  cormniinicated 
to  the  road  through  high-pressure  tires  on  four  v/heels  , 
spaced  close  together. 

Weather  Determines  Thicl-mess  of  Pavement, 

The  iDVestigations  also  shov/ed  that,  contrary  to 
popular  belief  J  the  speed  of  automobiles  up  to  a  certain 
point  did  not  impose  heavier  burdens  on  the  highway  than 
loY/er  speeds,  and  that  the  v.'oather  v/as  the  most  important 
factor  in  road  building,  the  action  of  frost  and  sun  and 
rain  alone  making  necessary  a  minimum  thickness  of  pave- 
ment more  than  sufficient  to  carry  ordinary  passenger  car, 
truck  and  bn.s  traffic . 

All  these  facts  are  clearly  brought  out  in  the  testi- 
mony of  Mr.  Thomas  H.  MacDonald,  Chief  of  the  United  States 
Bureau  of  Public  ".doads  in  the  hearings  before  the  United 
States  Commerce  Commission  on  the  subject  of  the  coordin- 
ation of  motor  transportation  at  ¥/ashington  on  March  5, 
1931.     The  tostim,ony  he  gave  embraces  tests  made  v^/ith 
trucks  up  to  seven  and  a  half  tons  capacity  and  v/ith  various 
types  of  automobiles  at  various  speeds, 
ask  leave  to  file  v^ith  the  Commission  a  copy  of  Mr.  MacDon- 
ald's  evidence  before  the  Interstate     Commerce  Commission. 
It  covers  the  subject  very  fully. 

It  was  pointed  out  by  him  that  there  are  certain  require- 
ments in  the  construction  of  hard  surfaced  hi^ways  v/hich 
are  necessary  to  transport  the  ordinary  private  automobile 
commerce.     The  following  quotation  from  his  testimony 
summarizes  his  conclusions  on  this  point; 
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"We  would  not  build  roads  much  less  than  7  inches  at 
the  edge  and  6  inches  in  the  centre,  no  matter  what 
kind  of  loads  v/e  were  going  to  carry.     If  we  built  thin- 
ner surfaces  they  would  curl  up  like  tissue  paper  in 
the  rays  of  the  s^m.     They  would  Vifarp;  the  frost  heave 
would  destroy  them.     So  ¥/e  have  a  certain  minimum 
thickness  of  road  that  it  is  necessary  to  huild  if 
there  were  nothing  heavier  than  the  ordinary  passenger 
cars  and  farm  trucks  to  use  the  road,  and  the  whole 
question  of  the  heavier  buses  and  heavier  trucks  there- 
fore oegins  with  a  certain  minimum  thickness  of  road 
vifhich  is  necessary?-  regardless  of  whether  they  existed 
or  not»" 

Mr.  MacDonald  next  pointed  out  that  the  minim-uin 
requirements  would  produce  a  road  which  would  properly 
carry  the  ordinary  sizes  of  commercial  trucks  up  to  hut 
not  including  the  5~ton  truck,  and  that  even  with  5~ton 
trucks  operating  upon  the  highways  only  a  ver3:^  slight 
increase  in  road  thiclmess  is  required «     The  following  ex- 
cerpts from  his  testimony  illustrate  the  point: 

"It  is  not  until  we  get  to  the  5-ton  truck  that  it  is 
necessary  to  increase  the  dimensions  of  the  road,  and 
then  only  by  one-half  inch  in  thiclmess;   so  that  as  be- 
tween the  passenger  cars  and  the  lighter  trucks  — 
farm  trucks,   if  you  wish,  taken  as  a  value  of  one  or  as 
a  unit,  when  you  get  to  the  5-ton  truck,  in  order  to 
keep  our  stress,  get  the  v/orking  stress  of  the  mater- 
ial, 350  pounds,  we  must  increase  the  thickness  of  the 
road  one-half  inch  or  about  7o7  per  cent  and  for  a  V-J- 
ton  truck  1«154  or  about  15.4  per  cent. 
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"This  diagram  illustrates  then  the  application  of 
the  actual  dimensions  shown  in  the  chart  — 
The  charts  are  re-produced  and  filed  v/ith  Mr.  MacDonald's 
evidence  <• 

"--that  beginning  with  a  minimum  thickness        a  minimum 
practical  thickness  of  road        we  carry  up  to  the  5-ton 
truck;  then  we  require  a  slight  increase,  but  it  is  not 
until  v/e  operate  7i--ton  trucks  on  new  solid  tires  that 
we  get  as  much  as  a      four-tenth  increase  in  the  re- 
quired thickness." 
Wheel  loads  not  truck  loads  important. 

Mr,  MacDonald  also  pointed  out  the  importance  of 
the  area  of  contact  of  the  tire  with  the  road  "being  con- 
sidered, v/hich  "hecom.es  all- important  in  the  matter  of 
the  relative  destruction  of  the  heavier  v/heel  loads  upon 
the  highways."     As  to  the  application  of  wheel-loads,  he 
said : 

"Our  tests  show  that  in  the  application  of  wheel  loads 
to  the  road,  if  the  wheel  rests  as  much  as  36  to  40 
inches  apart,  if  the  point  of  contact  of  one  wheel  is 
36  inches  ahead  of  the  next  wheel,  there  is  no  overlap 
of  stresses  in  the  road  structure.     In  other  words,  the 
road  has  to  carry  only  the  weight  of  each  particular 
wheelo     The  stresses  do  not  pile  up.     Therefore,  if  we 
had  a  load  to  move  on  the  roads  that  would  take  more 
than  18,000  pounds  on  the  rear  axle,  it    should  be 
solved  by  placing  two  18,000-pound  rear  axles  with  four 
V'/heels  in  place  of  two  wheels." 

High  Speeds  Not  Harmful, 

Mr,  MacDonald' s  testimony  also  exploded  the  fallacy 
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of  the  popular  opinion  that  to  operate  automobiles  at  high 
speed  produces  a  heavier  burden  upon  the  highway*     He  tes- 
tified that  with  halloon  tires  the  maximum  impact  is 
reached  at  about  twenty-five  miles  per  hour,  and  that  the 
faster  you  go  after  passing  twenty-five  miles  the  easier 
it  is  upon  ■'.he  road,  and  that  in  the  case  of  high  pressure 
tires  the  impact  reaches  its  maximum  at  thirty  miles  an 
hour  and  remains  practically  constant  for  higher  speeds. 
As  pointed  out  by  him,  this  does  not  seem  quite  logical 
until  we  think  of  the  illustration  with  which  we  are  all 
familiar  that  you  can  skate  over  thin  ice  at  high  speed 
which  v^ill  not  hold  you  up  at  low  speed.     The  follov/ing 
question  and  answer  illustrate    his  conclusion  upon  this 
point : 

Q,."Then,  do  I  understand  in  general  it  is  your  view  if 
you  use  pneumatics  speed  has  nothing  to  do  with  the 
necessary  construction  of  the  highway? 

A."  Within  practical  limits  that  is  true,  yes,  sir.  I 
think  it  would  be  conceded  that  we  wou_ld  rot  want  to 
build  highways  for  speeds  of  under  25  miles  per  hour, 
and  if  v^/e  build  them  for  25  miles  per  hour  the  speed  up 
to  a  reasonable  maximum  of  say  45  v/ould  not  affect  the 
condition  very  much»     That  is  dLie  partially  to  the 
inertia  of  the  road  and  the  fact  that  iw-pact  of  the 
same  maximum  amount  is  not  as  serious  in  the  breaking 
down  of  a  road  as  a  static  load  of  that  same  amount 
left  on  the  road,  because  it  takes  into  account  the 
inertia  of  the  road«" 

Our  Thick  Pavements  Sufficient  for  Traffic • 

It  will  be  noted  that  Mr »  MacDonalu  takes  as  his 
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basis  of  dlscuss.ion  a  highv/ay  6  inches  thick  in  the  centre 
and  7  inches  at  the  edge,  vvhich  he  shows  will  carry  up  to  a 
5--ton  truck.     Our  Canadian  highway  pavements,  however,  on 
account  of  our  more  rigourous  climate,  are  built  thicker 
and  can  therefore  carry  heavier  loads.     Most  of  our  provin- 
ces follow  the  standard   of  the  province  of  Ontario  v/hich, 
since  1923,  in  its  two  standard  types  of  pavement,  the  con- 
crete and  the  black  base,  has  adopted  a  20-foot  pavement 
10  inches  thick  at  the  edges  and  7  inches  at  the  centre o 
This  will  carry  any  load  that  ordinarily  uses  the  road. 

Higher  Taxation  Not  Justified  by  Road  V/ear. 

The  best  engineering  opinion,  backed  up  not  by  hear- 
say or  rule-of- thumb  opinion,  but  by  elaborate  and  long 
continued  tests  by  United  States  government  engineers,  there- 
fore is  that  for  climatic  reasons  we  would  have  to  build  our 
highway  pavements  as  thick  as  vire  have  regardless  of  v/hether 
we  had  any  buses  or  trucks  operating  on  them  at  all,  that 
speeds  up  to  45  miles  an  hour  are  no  more  harmful  to  a 
pavement  than  speeds  up  to  25  miles  an  hour,  and  that  the 
use  of  balloon  tires  with  large  road-surface  contact  and 
the  distribution  of  heavy  loads  by  means  of  multiple  wheels 
has  done  much  to  minimize  the  wear  of  traffic  on  the  road. 
There  is  thus  no  foundation  for  the  claim  that  buses  and 
trucks  are  except ionall^r  destructive  to  highways  and  that, 
therefore,  they  should  be  taxed  beyond  the  heavy  Imposts 
they  now  bear.     In  Mr.  MacDonald ' s  words: 

"  The  heavier  trucks  and  buses  by  the  higher  tax  which 
they  are  paying,  and  particularly  through  the  collection 
of  gasoline  taxes,  are  fully  m.eeting  all  excess  costs 
of  construction,  due  to  increased  thickness  that  is  made 
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"necessary  by  these  heavier  loads.     It  is  a  statement 
that  will  imdouhtedly  be  contested,  but  it  will  be  con- 
tested largely  because  the  effect  on  road  surfaces  of 
applying  loads  through  a  much  greatly  increased  area 
has  never  been  given  the  consideration  which  it  demands. 
Using  a  very  common  illustration,  we  have  it  to  some 
extent  in  a  diamond  edge  that  will  cut  glass,  but  if  it 
were  blunted  it  will  not  cut  glass.     That  illustrates 
the  point,  that  by  spreading  out  through  pneumatic 
tires  and  particularly  through  oalloon  tires,  the  pres- 
sure of  the  wheel  loads  on  the  road  surface  is  decreas- 
ing their  destructive  effect  as  measured  by  the  stresses 
which  they  place  in  the  concrete o'' 

Rate  Regulationc 

The  question  of  the  regulation  of  freight  rates 
charged  by  highway  motor  transport  companies  is  a  much  dis- 
cussed one.     There  undoubtedly  exists  a  considerable  de- 
gree of  rate-cutting,  and  there  is  no  doubt  that  most  of 
the  companies  engaged  in  the  transport  business  would  wel- 
come the  fixing  of  minimum  rates  or  som_e  other  form  of 
rate  regulation  by  the  provincial  governments  having  juris- 
diction.    It  is  a  question  of  public  policy  whether  this 
is  desirable  or  not.    V.rhile  many  trajisport  companies  will 
fall  by  the  wayside  in  the  struggle  for  business,  it  is 
to  be  rem.embered  that  the  government,  in  so  far  as  public 
carriers  are  concerned,  restricts  the  number  of  carriers 
operating  on  given  routes,  and  that  the  public  gets  the 
benefit  of  the  lower  rates.     Mr.  J,  F.  Deasy,  vice-presi- 
dent of  the  Penn.sylvania  Railroad,  and  an  able  authority 
on  the  relation  of  bus  and  truck  services  to  railway 
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services,  claims  that  the  question  of  regulation  "is  an 
economic  one  and  not  a  regulatory  or  legislative  one," 
Mr,  Deasy  made  this  statement  in  the  course  of  testimony 
given  hy  him  before  the  Interstate  Commerce  Commission  at 
Washington  on  March  4,  1931. 

History  shov/s  that  railways  were  regulated  because  they 
had  a  monopoly  and  becaLise  the  public  interest  vms  abused 
by  that  monopoly.     Motor  highway  transportation  is  not  a 
monopolistic,  but  a  highly  competitive  business,  and  thus 
contains  within  itself  a  regulatory  influence  that  works 
for  the  benefit  of  the  public.     Indeed,   since  the  monopoly 
of  the  railways  in  transportation  is  growing  less  and  less, 
it  is  a  question  whether  the  public  interest  would  not  be 
served  by  freeing  them  of  some  of  the  restrictions  im- 
posed when  they  did  possess  8Ji  almost  complete  monopoly. 

Public  Carrier  Trucks  4  per  cent  of  Truck  Registrations. 

Any  demand  that  exists  for  regulation  seems  to  be  di- 
rected mainly  against  the  public  carrier  m_otor  truck.  Public 
and  private  carriers  taken  together  handle  but  a  small  pro- 
portion of  the  freight  transportation  of  the  country.  Mr. 
Bernard  Allen,  of  the  Bureau  of  Economics  of  the  Canadian 
National  Railways  estimates  that  motor  trucks  accounted  for 
a  revenue  of  about  '|22,000,000>  or  approximately  4.88  per 
cent  of  the  railways  gross  revenue - 
It.  Allen  made  this  statement  in  the  course  of  a  paper  on 
"The  Highways  and  Commercial  Highway  Operation"  which  he 
delivered  before  the  Canadian  Railway  Club  at  Montreal  on 
November  9,  1931. 

He  assumes  that  all  of  this  was  taken  from  the  railways. 
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v/hich  ±B  hardly  a  valid  assmiption  since  the  motor  trucks 
themselves  by  opening  up  new  routes  no  doubt  created  some 
of  this  traffic.     Only  a  very  small  percentage  of  the  to- 
tal niJinber  of  trucks  registered  are  public  and.  contract 
carriers.     Mr,  Allen  estimates  this  percentage  as  4  per 
cent  of  the  total  truck  registration.     It  may  well  be 
asked  then  v/hat  appreciable  help  would  be  given  to  the 
railways  by  placing  restrictions  on  this  small  percentage 
of  trucks.     Very  little,  indeed »     Yet  it  would  mean  con- 
siderable loss  and  inconvenience  to  the  public. 

Restricting  Public  Carriers  Would  Increase  Private 
Carriers . 

It  should  be  noted  also  that  the  imposition  of 
burdensome  taxation  and  other  restrictions  on  the  oper- 
ation of  public  carriers  sLifficient  to  drive  them  out  of 
business  would  be  an  invidious  discrimination  against  the 
small  merchant  and  business  man  who  has  not  sufficient 
capital  or  business  to  operate  a  truck  or  fleet  of  trucks 
for  carrying  his  own  goods,  but  must  go  out  and  purchase 
his  transportation  from,  the  comjnon  carrier.     Such  re- 
strictions, further,  would  result  in  the  larger  firms 
going  into  the  trucking  business  themselves  to  handle 
their  ovm  freight.     The  railways  v/ould  not  get  it.  It 
would  still  move  over  the  highv^ays. 

Uneconomic  Regulation  Defeats  Itself. 

"M:/-  observation  is  this'',   said  Mr.  Thomas  H.  MacDonald 
in  giving  evidence  before  the  Interstate  Commerce 
Commission, "that  motor  transport  of  all  kinds,  both 
passenger  and  freight,  fits  into  a  very  definite 
field  that  cannot  be  filled  by  either  the  railroads  or 
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''the  waterways  or  the  airplanes,  and  that  it  is  so 
flexihle  that  any  uneconomical  regulation  only  succeeds 
in  denting  it  at  one  point  and  bulging  it  at  another. 
I  mfxj  use  as  an  illustration  the  picking  up  of  a  handful 
of  molasses.     Y':>u  cai;  pick  up  a  handful  of  molasses,  hut 
it  is  impossible  to  hold  it,  because  it  will  squeeze  out 
through  the  fingers  when  it  gets  v/arm.     It  is  this  ex- 
treme flexibility  of  motor  transport  and  the  fact  that 
it  fits  into  a  definite  place  in  our  scheme  of  trs-ns- 
portation  that  will  defeat  any  un.economic  regulatio-o, 
because  it  v/ill  change  over  into  some  other  type  of 
utilization.     That  is  reflected  in  aL  1  studies  of  higti- 
waY  transport." 
I  may  add  that  this  evidence  will  be  found  in  Interstate 
Commerce  Commission  Docket  No. 23400,  on  "Co-ordination  of 
Motor  Transportation,"  dated  March  5,  1931. 

Highway  Transportation  Benefits  Railways. 

All  evidence  goes  to  shov;  that  railways  instead  of 
being  harmed  have  benefited  greatly  from  the  coming  of 
the  m-otor  vehicle.     The  wonder  is  all  the  greater  that 
they  should  be  trying  to  restrict  its  use  instead  of 
actively  making  use  of  it  them,s elves  to  provide  cheaper 
and  more  convenient  transportation  for  the  public.  As 
previously  pointed  out,  the  stim-ulus  the  autom.obile  has 
given  to  the  oil  and  gasoline,  the  rubber  and  the  iron 
and  steel  business  alone  has  meant  millions  of  dollars 
in  revenue  to  the  railways,  if  we  entirely  disregard 
the  additional  traffic  it  has  given  them,  by  the  stimulus 
imparted  to  the  whole  comm.erclal  and  productive  struc- 
ture of  the  country.     The  annexed  table  showing  that 
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materials  used  in  the  automobile  manufacturing  industry 
in  one  year  only,  the  year  1929,  ^¥ere  valued  at 
|120,000,000,  gives  only  a  slight  indication  of  the  ton^ 
nage  the  railways  have  received  from  this  and  other  in- 
dustries as  a  result   of  the  advent  of  the  motor  vehicle. ^ 
am  filing  a  copy  of  this  taole  v^fith  the  Commission. 

The  records  of  the  United  States  Interstate 
Commerce  Cominlssion  impress  this  point: 

"The  steam  railroads  have  undoubtedly  lost  much  business 
to  the  new  highv/ay  transportation  agency,  but  it  is  also 
probably  true  that  in  the  aggregate  this  has  been  more 
than  offset  bjr  the  gain  from  the  new  traffic  created  by 
the  development  of  the  automobile  industry.     In  the  v;ords 
of  the  president  of  one  of  the  great  transcontinental 
railroads  in  reference  to  the  automobile  industry 
^Its  importance  is  so  great,  taken  as  a  v>/hole,  that  the 
railvmys  gain  much  more  from  the  freight  traffic  it 
gives  them  than  they  lose  from,  the  freight  and  passen- 
ger business  it  takes  away^ 

Highway  Jurisdiction  Rests  Vi/ith  Provinces. 

It  would  be  an  oversight  to  take  leave  of  the  sub- 
ject of  regulation  without  referring  to  the  matter  of 
jurisdiction.    The  British  North  America  Act  giues  the 
provinces  of  Canada  jurisdiction  over  motor  vehicles  and 
highways  since  they  com^e  within  the  categories  of  local 
works  and  undertakings  and  property  and  civil  rights,  — 
am  stating  the  effect  of  section  92,   subsections  10  and  13. 
--and  there  is  no  doubt  tiie  provinces  v/ould  strenuously 
oppose  any  surrender  or  limitation  of  their  control. 
This  being  so,  it  would  be  impossible  to  regulate  highway 
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motor  traffic  by  a  -uniform  Domj^nion  lav/.     Uniformity  in 
regulation  is  generally  speaking  desirable,  especially  as 
traffic  increasingly  transcends  provincial  boundaries 
and  becomes  interprovincial .     It  would  seem  that  the  only 
feasible  way  to  harmonise  provincial  legislation  and  make 
for  uniformity  in  the  administration  of  motor  traffic  and 
highway  affairs  is  the  establishment  of  a  central  office 
for  the  collection  and  dissemination  of  data  on  these  sub- 
jects v/ith  a  view  to  correlating  provincial  activities, 
harmonizing  laws  and  regulations,  collecting  statistics  on 
a  comparable  basis  and  publishing  information  tending  to 
the  creation  of  a  well-informed  public  opinion  and  conduc'* 
ive  to  the  enactment  of  intelligent  legislation. 

Railways  Should  Coordinate  V/ith  Highway  Transportation. 

The  motor  vehicle  has  undisputedly  through  actual 
efficient  performance  made  a  place  for  itself  in  our  trans- 
portation system,  and  it  is  useless  for  the  railways  to  re- 
frain longer  from  making  use  of  it  fully  in  coordination 
with  the  efficient  line  service  they  have  been  designed 
to  give.     It  wou3.d  enable  them  to  overcome  the  woeakest 
feature  in  their  system  of  transportation  —  the  handling 
of  short-haul  and  branch  line  passenger  traffic  and  less- 
than-carload  freight.    The  railway  has  attained  the  econ- 
omy of  the  heavy  trainload  in  the  line-haul  only  at  the 
expense  of  increasing  the  size  of  its  cars  end  the  v/eight 
of  its  carload- 

"Ou.r  average  load  of  less-than-carload  freight",  says 
J.R.TuT'ney,  vice-president  of  the  St. Louis  Southwestern 
Lines,  "is  less  than  five  tons  in  a  container  whose  net 
capacity  is  forty  tons  and  v/hose  total  weight  is  twenty 
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"tons;  that  Is,   vve  haul  four  pounds  of  car  for  each 
pound  of  less-than-carload  freight   ....... .Traffic  that 

is  Insufficient  to  warrant  an  additional  train  at  a 
cost  of  several  dollars  per  train  mile  (it  was  |3«681  in 
Canada  in  1929)  is  more  than,  sufficient  to  v/arraht  sev- 
eral truck  units  at  a  cost  of  30  cents  per  mile." 
This  quotation  is  from  an  address  on  "The  Motor  Truck  — A 
threat  and  an  Opportunity"  delivered  by  Mr,  Turney  before 
the  Associated  Traffic  Clubs  of  America  at  Tulsa,  on  October 
28,  1931. 

He  goes  on  to  point  out  the  disabilities  of  packing,  in- 
complete carriage,  inflexible  schedules;  and  the  inter- 
minable delays  of  short-haul  railway  transportation, 
stating  that  of  the  total  life  of  a  freight  car  90  per 
cent  is  spent  In  terminals,  switching  and  unloading  and 
around  shops,  and  only  10  per  cent  in  line-haul  m.ovement. 
Coordination  with  the  truck  and  the  ::us  would,  he  says, 
eliminate  most  of  these  difficulties.     United  States  rail- 
ways, notably  the  Pennsylvania,  the  Kew  York  Central  and 
the  New  Haven,  are  making  increastog  use  of  motor  highv/ay 
transportation,   and  it  is  only  a  question  of  time  till  the 
same  will  be  done  by  our  Canadian  railways.     It  will  re- 
quire mainly  a  change  of  m.ental  attitude  on  the  part  of 
railway  executives  and  a  writing  down  of  investments  made 
in  terminal  facilities  now  being  rendered  partially  un- 
necessary b:/  the  now  form  of  transportation.     It  may  mean 
a  change  in  rate  structure  with  cost  of  service  given  a 
greater  influence  in  rate-making  than  the  charging  of 
what  the  traffic  will  bear.     By  such  changes  the  public 
should  ultimately  benefit. 
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Conclusion,  .,• 

In  conclusion,   it  may  be  said  v/e  have  shov/n  the 
extent  to  v/hich  the  inclunti^ies  and  interests  connected 
with  the  motor  vehicle  sjid  vrith  highway  transportation 
have  '"-ecome  a  factor  in  our  economic  and  social  life,  and 
the  service  and  convenience  they  afford  to  ever;/  class  of 
society*    We  have  shown  hov/  these  nei-i  forms  of  trans- 
portation have  henefited  the  railways  by  bringing  them 
increased  traffic,   nnd  liave  dtTflonstrated  how  the  troubles 
from  which  the  railways  8-re  suffering  are  due  to  inher- 
ent defects  in  railway  policies  and  administration  rather 
than  to  highway  competition.     It  has  ■■)een  sho\m  further 
that  highwa^r  transportation  has  not  received  public  aid 
comparab">le  in  e;i:tent  to  that  accorded  the  railways  and 
Y/ater-borne  transportation,  and  that  motor  vehicle  trans- 
portation is  not  only  paying  its  way  out  in  some  in- 
stances is  contributing  also  to  general  provincial  rev- 
enues.    It  has  been  demonstrated  by  reference  to  expert 
engineering  testimony  that  our  highway  pavements  in 
order  to  resist  Vireather  conditions  would  have  to  be  built 
as  heavy  as  they  are,  even  if  there  were  no  truck  or  bus 
traffic,   and  that  trucks  and  buses  because  of  greater 
tire  area  contact  with  the  roadv/ay  are  no  more  destruct- 
ive to  it  than  ordinar3^  passenger  cars.     It  is  submitted 
therefore,  that  increases  in  taxation  on  liighv/ay  trans- 
portation v^ould  be  discriminatory,  inequitable  and 
economically  harmful.     v7o  submit,  further,  that  the 
railvi'ays  are  not  justified  in  asking  that  additional  and 
punitive  taxation  be  levied  on  high¥/ay  transportation, 
thus  penalizing  large  numbers  of  people  who  depend  on 
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it  for  a  convenient  and  necessary  form  of  service. 
Additional  force  is  lent  to  this  contention  since  the 
railways  have  not  attempted  to  supply  the  transportation 
needs  which  the  motor  vehicle  has  supplied  and  which  the 
public  dero.andso 

We  helieve  that  the  railways,  through  the  v/orking 
of  relentless  economic  forces,  must  and  will  go  into  the 
m.otor  truck  and  bus  business,  and  that  public  authorities 
should  afford  them  facilities  to  do  so  in  competition 
with  those  interests  that  have  pioneered  in  that  form  of 
transportation.      \7e  believe  it  to  be  unwise  for  railway 
interests  to  endeavour  to  secure  restrictive  and  punitive 
regulations  on  motor  vehicle  highway  transport,  which, 
as  we  have  shown,  is  more  than  paying  its  way,  and  in 
some  provinces  very  much  more  than  paying  its  way;  and 
that  a^ny  attempt  by  the  railways  to  use  public  sentiment 
in  favour  of  such  laws  as  are  necessary  to  make  the  high- 
ways safe  for  public  travel  and  protect  them  against 
undue  wear  as  cover  under  v/hich  artificially  to  perpetuate 
obsolete  facilities  and  practices  will,  in  time,  most 
severely  react  upon  themselves.     The  public  should  have, 
without  delay,  the  benefit  that  will  accrue  from,  the 
coordination  of  highway  transportation  vvith  railway 
transportation,  and  in  this  process  of  coordination 
highv/ay  transportation  asks  only  for  a  fair  field  and  no 
favours,        but  it  does  ask  for  a  fair  field. 

COIvMISSIONER  LOREE:  In  your  paper  you  have  omitted 
one  matter  that  has  been  very  much  in  my  mind.     The  press  in 
the  United  States  says  that  in  1930  thirty  thousand  people 
lost  their  lives  by  motor  accidents?     Have  you  g3.ven  that 
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any  consideration? 

MR.  PATTON:  I  have  not  dealt  with  that  phase   of  the 

s  ub  j  e  c  t . 

COI'flvII  SSI  ONER  LOREE:  Do  you  not  think  it  is 
sTj-ff iciontly  important  for  notice? 
mi.   PATTON;  It  is. 

COMMISSIOFER  LOPJIE:  I  was  rather  appalled  by  it. 
You  have  given  some  contrasts  of  the  cost  of  operating  a 
motor  'bus  and  a  train.     Our  understanding  is  that  84  per  cent 
of  the  motor  buses  in  the  province  of  Ontario  handle  50 
people  or  less. 

MR,  PATTON:  I  could  not  say  as  to  that.     The  motor 
coach  representative  probaDlj^  v/ould  he  able  to  give  you  those 
figures . 

COMMISSIONER  LOREE:  Is  it  your  idea  that  a  railroad 
train  consists  of  a  locomotive  and  a  coach  v/ith  a  capacity 
of  about  30  people? 

MR.  PAP  TON:  No. 

COMMISSIONER  LOREE:  Then  v/hy  make  those  contrasts? 
They  have  no  statistical  value.  You  are  not  comparing  like 
things  Y'/hen  you  compare  a  train  with  a  bus. 

MR.  PATTON:  Except  in  this  respect,  that  your  train 
often  carries  no  more  people  than  your  bus. 

COMMISSIONER  LOREE:  But  it    is    its  capacity.  You 
are  comparing  them  on  a  capacity  basis  as  vehicles  of  trans- 
portation.      I  think  that  is  all,  Mr,  Chairman. 

THE  CHAIRMAN:  Thank  you,  Mr.  Patton. 

Mr,  O'Connell  and  Mr.  Buckley,  representing  the 
Toronto  District  Labour  Council , 
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MR.  L.  0' C0M5LL(  Chairman,  Toronto  District  LalDour 
Council);  Mr.  Chairman  and  Oomj-nis s loner s ,  as  Chairman  of  the 
Toronto  District  Laioor  Council,  representing  some  50^,000 
industrial  v/orkers  in  the  cit^r,  i  may  say  that  the  brief  we 
are  sulomitting  on  behalf  of  organized  labour  was  discussed 
at  several  me: tings  of  our  Council,  and  I  am  going  to  call 
on  our  secretary  to  present  it  to  your  Commission.  Mr. 
Buckley. 

MR.  J.  W,  BUCKLEY{ Secretary,  Toronto  District  Labour 
Council):  Mr.  Chairman  and  Members  of  the  Royal  Coniiriis sion 
on  Transportation: 

The  Toronto  and  District  Labour  Council,  represent- 
ing one  of  the  largest  centralized  groups  of  v/orkers  in 
the  Dom.inion  of  Canada,  at  it s  regular  meeting  held  on 
■  December  5rd,  1931,  instructed  us  to  present  for  yc;ur 
consideration  the  follo"i?ing  statement  setting  forth  the 
viev/s  and  conclusions   of  its  members  cn  the  general  quest- 
ion of  Canadian  Transportation  and  the  many  correlated 
problems  of  the  present  day. 

Highv/ay  Competition; 

It  is  all  very  well  to  say  thnt  the  public  is  en- 
titled to  competition  from,  other  forms  of  transportation, 
such  as  bus,  t3"uck,  ?/ater-ways  and  private  autos;  but 
railroads  munt  remain  the  backbone  of  transportation  as 
far  as  anyone  can  see  for  a  long  time  to  Gom.e«     All  other 
forms  together  can  hard    provide  at  best  even  a  passable 
substitute  for  all~the-year~round  service. 

We  must  adm.it  that  the  railroads  register  certain 
com.plaint3  v/hich  are  not  only  sound  but  of  fundamental 
national  importance.     For  instance,  it  is  preposterous 
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to  continue  to  exact  enormous  taxes  from  the  railroads,  and 
yet  5,n  addition  require  tliem  to  pay  a  larger  proportion  of 
the  cost  of  gradv='  crossing  elimination,  particularly  in 
districts  which  tliej  themselves  have  developed.  These 
things  are  made  necessary  hy  the  increasing  use  of  motor 
vehicles  which  are  direct  competitors  of  the  railroads. 
Speaking  generally,  the  time  lias  come  when  railroads  should 
no  longer  oe  compelled  to  ')uild  up  t?aeir  c cynpetit ors  . 

Moreover,   if  the  users  of  highways  are  to  be  per- 
mitted to  com.pote  v/ith  the  railroads  for  traffic,  it  is  sub 
mittod  that  consideration  he  given  to  the  follov/ing  points: 

(1)  Trucks  should  not  he  '■)f  such  width  or  driven 

at  a  speed  which  would  endanger  private  vehicle 

(2)  V7eight  of  trucks  to  oe  livnited  so  as  not  to 
damage  the  highv/ay  and  thereby  place  increased 
burden  on  tiie  province, 

{o)  Truck  owners  or  operators  should  pay  taxes 

commensurate  with  use  pjad  profits  gained  from 
the  use  of  public  highwajr  facilities. 

(4)  Rates  and  fares  should  :;e  subject  to  the  same 
form  of  regulation  as  applies  to  railways  and 
steamships • 

(5)  Drivers  of  trucks  and  other  commercial  vehicles 
should  i?e  required  to  pass  mental,  physical  and 
operating  tests  similar  to  those  imposed  on 
rail?/ay  engineers  and  firemen, 

(6)  Generally,  the  operation  of  trucks  cand  other 
ooraraercial  vehicles  using  public  highways 
should  be  controlled  by  the  Board  of  Railway 
Corninissioners  or  other  similar  commission. 
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Cooperation  and  Coorcl5.nation  of  Services, 

It  is  clear  that  tlie  coimtry  cannot  go  on  as  now 
regulating  railway  rates,  etc,  while  at  the  same  time 
suocidizing  as  it  does  tv/o  other  forma  of  competition  — 
highways  and  water-v/aj^-s . 

Such  a  course  can  only  have  one  of  two  results, 
either  to  kill  the  railroads  and  leave  the  country  destitute 
of  adequate  transportation , or  to  accomplish  their  complete 
absorption  by  the  government,    Yfaen  you.  build  developmxent 
rail¥/ays  in  a  new  country  you  gamble  on  the  future  of  that 
country.     But  do  not  let  us  deceive  ourselves  that  we  can 
build  and  expect  a  railwa^r  to  pay  right  from  the  start 
it  cannot  be  done. 

We  are,  howevi'-r,  inclined  to  the  view  that  advantage 
would  result  from  a  greater  measure  of  cooperation  and 
coordination  of  the  activities  of  the  Canadian  National  and 
Canadian  Pacific  railways  particularly  related  to  develop- 
ment;  that  steps  should  be  taken  to  remove  over-lapping  or 
duplication  of  effort;   and  v/hereas  in  the  case  of  elimina- 
tion of  grade  crossings  the  administrative  policy  is  al- 
tered or  normal  progrsjnmes  are  accellerated  in  order  to 
provide  employment  and  development  vvork,  these  emergency 
activities  should  be  kept  separate  and  distinguishable 
from  the  ordinary  operations  of  the  tY.;o  railroads* 

Furthermore,  the  most  sensible  course  might  be 
to  effect  the  gradual  coordination,  and  perhaps  unification, 
of  all  forms   of  transport,    "He      ould  cease  to  have  rail- 
road lines,  steamship  lines,  bus  lines,  truck  lines  and  air- 
plane lines        but  we  should  have  transport  lines.  The 
closer  coordination  of  railroB.ds  and  trucks  is  needed,  v/ith 
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the  consolidation  of  shipments  and  the  use  of  railv/ays  to 
break  up  points. 

In  the  same  way  it  is  a  superficial  policy  to  try 
and  keep  railv/ays  and  v/ator-ways  v/holljr  separated,    Waen  a 
person  sends  an  article  by  express  or  mail    he  does  not  stop 
to  think  v/hether  it  goes  by  train,  boat  or  motor  vehicle. 
It  goes  by  express  or  mall.     Other  kinds  of  travel,  other 
kinds  of  transportation,   should  become  a  unit.     That  v/ay 
lies  progress,  efficiency  and  elimination  of  waste* 

The  railway"  puzzle  can  be  solved  by  comm.on  sense. 
It  will  only  grow  worse  if  approached  in  a  spirit  of  parti- 
sanship cf  each  particular  type  or  form  of  transportation, 
or  of  senseless  fear  of  true  progress. 
Uniformity  of  Railroad  Accounting, 

Comparisons  of  the  operating  revenues  and  operating 
expenses  of  privately  and  puVilicly  owned  railways  are  at 
best  odious,  and  often  misleading  to  the  general  public 
unless  there  is  unif orm.it-y  of  accounting  systems*  Many 
instances  can  be  cited  v/here  difficulties  exist  as  to  the 
correct  distri'jut ion  of  charges,  that  is,  as  between  capi- 
tal and  operating  accounts,  resulting  in  over-statmnient 
of  capital  assets  amd.  fictitious  profits. 

Moreover  the  policy  of  inflation,   -ased  on  momen- 
tary conditions  and  on  the  unreasonarle  expectation  thct 
those  conditions  7/ould  continue,  have  seriously  added  to 
the  financial  difficulties  of  the  privately  owned  rail- 
roads, whilst  in  the  case  of  the  National  railways  the 
dead-v/eight  of  over-capitalisation  may  have  to  be  throv/n 
overboard  unpleasant  as  the  process  might  be.     See  pages 
80,  81  and  82  of  the  Minutes  of  Proceedings  and  >':vidence 


■Sr. 


1 


I 


~  1656  -  Mr.  Buckley 

sulDmitteci  to  the  Select  Standing  Coinmittee  on  Railways  and 
Shipping  in  Jvjie,  1931. 

Attention  is  also  directed  to  the  following  ex- 
tract from  Order  'No.  15, 000  of  the  Interstate  Commerce 
Commisaon  of  the  United  States,  dated  July  29,  1951: 

"That  all  steam  railroad  companies  subject  to  the  Inter- 
state Commerce  Act  shall,  effective  January  1st,  1933, 
institute  depreciation  accounting  as  hereinafter  pre- 

scrr>ed  v/ith  respect  to    classes   of  common 

carrier  property  for  which  depreciation  charges  may 
properly  he  included  under  operating  expenses," 
By  virtue  of  this  order  depreciation  accounting,  which  pre- 
viously only  affected  equipment,  v>?as  extended  to  numerous 
classes  of  roadviray  property  ov/ned  or  operated  within  the 
jurisdiction  of  the  Interstate  Commerce  Commission. 

It  is  submitted  that  consideration  be  given  to  the 
recommendation  of  similar  regulations  to  insure  uniformity 
of  accounting  for  all  railroad  property  owned  an.d  operated 
in  the  Dominion  of  Canada.     Eventually  such  regulations 
might  be  extended  to  other  forms  of  transportation. 

The  financial  effect  of  depreciation  accounting 
grid  th«  setting  up  and  accumulation  of  depreciation  reserves 
is  primarilyto  retain  certain  funds  which  are  not  needed  to 
m-eet  current  expenses,   and  to  use  such  reserve  funds  for 
the  expansion  and  development  of  capital  works  and  property 
without  having  to  resort  to  additional  financing. 

The  British  railroads  have  demonstrated  the 
practicability  and  soundness  of  this  policy  as  a  means  of 
alleviating  Tjnemplo3n:nent  and  distress  during  the  recent 
"economic  blizzard". 
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Unemployment  Insu.r?jQce-^ 

The  general  acceptance  of  the  principle  of  depre- 
ciation accounting  and  reserve  funds  to  take  care  of 
"wasting  assets  and  property"  emphasizes  the  necessity  for 
a  scheme  for  unem.plo^7ment  insurarj.ce  which  will  take  care  of 
the  worker  during  periods  of  business  depression  and  un.8m- 
ployriient.    Despite  all  that  has  been  said  s.nd  written,  it 
cannot  be  truthfully  denied  that  state  insurance  against 
unemployment  was  proved  to  be  administratively  practical 
and  actuaril3r  sou-nd  in  Great  Britain  during  the  years  1912 
to  1920.     The  subsequent  exploitation  of  ex-service  men 
revealed  the  ulterior  motive  to  discredit  and  thv/art  the 
success  of  the  British  Unemplo7/ment  Insurance  Acts.  Refer- 
ence to  the  recommendations  as  to 

"  Raising  the  Income  limit  for  the  inclusion  in  the 
scheme  of  National  Uneraplo';Tiient  Insurance  of  non- 
manual  workers  from  £250  per  annum  to  say  £350  or 
£400  per  sinnum," 
on  page  151  of  the  Report   cf  the  Committee  on  National 
Expenditure,  better  known  as  the  "May  Economic  Report", 
which  was  submitted  to  the  British  Houses  of  Parliament 
on  July  24th,  1951,  furnishes  additional  testimony  in 
support  of  the  British  belief  in  the  principle  of  unem- 
ployment insurance. 
Capital  Investment  in  Railroadsj 

The  position  of  shareholders  and  investors  in 
Canadian  railroads  is  much  discussed  at  the  present  time, 
and  there  is  a  great  anxiety  in  certain  quarters  that  such 
interests  should  be  protected  against  loss  in  the  settlement 
of  futiJT'e  ownership «     Each  investor  took  these  shares  or 
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"bonds  as  an  investmont;  but  so  did  the  people  who  "bought 
first  and  second  mortgages  on  a  house  or  lot,  or  a  half 
interest  in  a  fann  or  factory.    During  the  past  two  years 
millions  invested  in  farms  sjid  property  have  been  lost,  and 
thousands  of  Ca.nadians  have  ■-.een  ruined  by  foreclosure  or 
deprived  of  their  lajid.     Has  the  government  taken  any  steps 
to  secure  these  sufferers  against  their  losses?     The  in- 
dividurl-'ssense  of  right  will  tell  him  that  one  form  of 
investment  is  no  more  sacred  than  the  other.  Furthermore, 
v/hat  action  will  the  government  take  to  protect  the  inter- 
ests of  the  technical,  skilled  or  unskilled  virorker  whose 
livelihood  and  that  of  his  dependents  is  being  jeopardized 
after  a  lifetime  of  service  in  railway  transportation? 
Such  technical  knovifledge  skill  and  experience  will  be  of 
little  value  to  him  in  his  efforts  to  just  adjust  himself 
to  the  changing  industrial  order.     Yet  we  hear  an  out- 
pouring of  appeals  to  protect  the  railway  investor,  with 
not  a  tho\ight  of  the  loss  ?/hich  the  general  public  is  com- 
pelled to  suffer  by  the  failure  of  politicians  to  "Blast  a 
way  into  the  markets  of  the  world."    The  following  extract 
from  the  fiftieth  annual  report  of  the  directors  of  the 
Canadian  Pacific  Railway  Company  for  the  year  ending 
December  31,   1930,  needs  no  comment  ~~ 

"The  new  tariffs  put  into  effect  by  the  United  States 

and  Cane  da  during  1930  have  had  quite  an  effect  on 

the  business  of  your  subsidiary." 

Differences  between  iitoployees  of  the  State  and  those 
engaged  in  Private  SnterprlBSj 

There  are  two  general  considerations  in  regard  to 

the  pay  end  conditions  of  service  of  employees  of  state, 

public  utilities  and  railroads,  which  are  apparent  to  all 
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of  us.   On  the  one  hand,  the  state,  public  utilities  and 
railroads  should  hold  the  scales  even  between  their  own 
servants  and  those  through  whose  enterprise  such  servants 
are  paid.     On  the  other  hand,  employees  of  the  state, 
public  utilities  and  railroads  Y/ould  have  real  groimd  for 
complaint  if  their  pay  v/as  regulated  by  v/ages  in  industry 
only  during  the  tine  of  low  wages.     If  they  did  not  'get  pay 
relative  to  the  boom  they  nrast  '-^-e  spared  the  severity  of 
the  slump.    Furthermore,  any  temporary  reductions  in  salar- 
ies or  vrages  should  '■■'e  made  on  a  graduated  basis  ranging 
from  1  per  cent  to  25  per  cent  of  monthly  earnings. 

The  state,  public  utilities  and  railroads,  as  model 
employers,  should  offer  security,  pensions,  dignified  ser- 
vice and  moderate  salary  or  wages  in  exchange  for  the 
excitement  and  possibilities  of  private  employment.  The 
employees  of  the  state,  public  utilities  and  railroads 
have  certain  rights  which  cannot  be  ignored  --  it  would  be 
totally  unfair  and  unjustifiable  to  lay  off  thousands  of 
public  servants  and  railway  employees  and  m.erely  transfer 
the  burden  of  their  maintenance  directly  on  to  the  cities, 
provinces  9n.d  the  federal  government. 

With  regard  to  those  employees  of  the  railway  sys- 
tems who  are  still  suffering  partial  disability,  caused 
or  aggravated  "bj  war  service,  and  v;ho  are  likely  to  be 
affected  by  an  all-round  reductio-n  cf  incom.e,  due  con- 
sideration m-ust  be  given  to  the  fact  that  disablement  is 
not  only  related  t.j-  economic  disability  but  extends  lar- 
gely, in  many  cases,  into  the  field  of  personal  and  soc- 
ial disai.'ility,  involving  onerous  restrictions  and  lim.i- 
t at ions  upon  the  ordinary  enjoyment  of  the  amenities  of 
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life,  which  cannot  be  attributed  to  any  fall  in  the  cost  of 
living  or  be  regarded  as  closely  comparable  with  any  loss 
of  income  to  be  borne  by  persons  not  subjected  to  such  dis- 
ability, 

Yi/asteful  and  uneconomic  l^xpenditure  : 

Much  of  the  national  effort  is  today  being  absorbed 
outside  the  realm  of  public  control  in  forms  of  v/asteful 
and  uneconomic  expenditure  or  in  the  provision  of  various 
forms  of  luxury,  v/hich,  as  regards  the  latter,   vvhile  per- 
m.issible  in  timesof  prosperity,  cannot  be  disregarded  in 
the  consideration  of  m.eans  to  meet  the  present  time  of 
stress.     In  any  event,  -A'e  are  satisfied  that  as  a  prin- 
ciple of  soixnd  national  economy  before  any  sacrifice  can 
be  equitably  called  for  in  a  reduction  of  the  national 
services  v/hich  represent  absolute  necessities  to  the  work- 
less  and  low  paid  citizens,  the  sick  and  infirm  and  the 
aged,  there  is  ample  field  of  exploration  for  taxation  and 
for  restriction  of  expenditure  in  other  less  justifiable 
directions . 

Conclusion ; 

It  is  finally  submitted  that  the  Commission  in  its 
deliberations  and  recominendptions  Vv'ill  give  due  and  ample 
consideration  to  the  views  herein  expressed,  and  that  if 
sacrifices  are  to  be  called  for  in  order  to  maintain  the 
financial  stability  of  the  railways,  to  restore  and  extend 
the  transportation  systems  of  this  country^ and  to  re-absorb 
the  unemployed  into  industry,  then  such  sacrifices  should 
be  made  by  all  sections  of  the  com^nunity  with  proper  re- 
gard to  the  relativities  of  capacity  to  make  and  to  bear, 

THIC  CHAIi-aiAN:  Thank  you,  Mr.  Buckley. 
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Mr.  W.  G.  Robertson  of  the  Canadian  Automobile 
Association, 

MH.  W.  G,  ROBERTSON (Secretary,  Canadian  Automobile 
Association):  Mr.  Cliairman  sxid  members  of  the  Commission,  I 
trust  that  I  may  have  your  Indulgence  to  omit  from  the  brief 
which  I  have  prepared  such  parts  as  would  over-lap  the  mater- 
ial already  submitted  by  Mr.  Pat ton. 

The  Canadifcm  Automobile  Association  —  which  I  rep- 
resent as  Secretary  —  was  formed  in  1913  by  the  grouping  to- 
gether of  the  then  existing  organizations  of  automobile 
ov/ners  in  each  of  the  provinces  of  Canada,  for  the  purpose  of 
furthering  the  interests  of  motorists  tliroughout  the  Dominion. 
The  constituent  clubs  of  the  Association  have  a  membership  of 
approximately  50,000  motor  vehicle  owners.     Their  activities 
relate  to  all  features  of  highway  improvement,   and  m.otor 
vehicle  legislation,  and  while  more  especially  interested  in 
the  passenger  car  field,  extend  also  to  include  the  operations 
of  commercial  motor  vehicles,  -  The  Ontario  Motor  League  and 
the  Nova  Scotia  Motor  League  having  special  membership  sec- 
tions for  motor  truck  owners. 

Our  organization  is  affiliated  with  the  International 
Touring  Alliance,  and  many  of  its  constituent  clubs  are  affil- 
iated with  the  Royal  Automobile  Club  of  Great  Britain. 

\Vhen  the  Canadian  Automobile  Association  v/as  formed 
in  1913  there  were  owned  in  the  vi/hole  of  Canada  fev/er  than 
50,000  motor  vehicles,  as  compared  v/ith  the  present  total  of 
approximately  1,200,000,  There  were  in  existence  scarcely 
any  paved  roads  outside  of  urban  municipalities,  and  the  now 
generally  accepted  idea  of  a  hard  surfaced  highway  extending 
from,  the  Atlantic  to  the  Pacific  at  that  time  had  few 
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advocates,  althoii^li  oven  then  put  forv/ard  as  an  ideal  objec- 
tive by  oLir  association. 
Development  of  Road  Building: 

It  may  be  recalled  that  the  first  inter-urban  paved 
road  in  Canada  v/as  built  betv/een  Toronto  and  Hamilton  during 
the  war  period,  having  been  started  as  an  unemplo^nnent  relief 
measure  late  in  1914  with  the  establisbment  of  registration 
bureus  for  the  unemployed  in  Toronto  and  Hsmilton.  Gangs 
v;ere  rotated  on  the  roadwork  every  three  weeks  in  order  to 
take  care  of  as  man:/  men  as  pos'd.ble.       That  is  a  condition 
v/e  have  today       history  repeating  itself        with  regard  to 
the  construction  of  the  Trans-Canada  Highway  in  northern 
Ontario* 

Road  im.provement  on  a  large  scale  throughout  Canada, 
however,  is  a  post-war  development,  having  been  given  its 
first  great  impetus  by  the  appropriation  of  ;^|^;20,000,000  made 
in  1919  by  the  federal  government  for  the  purpose  of  aiding 
the  provinces  in  road  building. 

Until  1919  no  very  considerable  expenditure  of  money 
had  been  made  throughout  Canada  on  higliways  for  the  purpose 
of  bringing  them  up  to  standards  specially  required  for  motor 
vehicle  traf f  ic  »    ::^et  it  is  interest:*Jig  to  note  that  the  total 
road  mileage  of  the  Dom.inion  was  then,  as  now,  approximately 
400,000  miles.     So  we  have  Improved  the  standard  of  our  roads 
rather  than  greatly  extended  their  mileage, 

Mr.  Patton  has  referred  extensively  to  highway  costs 
and  revenues.     Suffice  it  to  say  that  the  estimate  which  I 
have  made  shows  that  approximately  ;|600,000, 000  was  spent  by 
provincial  authorities  on  roads  —  including  debt  charges  — 
during  the  period  1920-1931,  inclusive,         twelve  years. 
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From  tli3.s  total  a  considerable  reduction  is  to  be  made  as 
representing  the  expenditiire  necessary  had  motor  vehicles  not 
come  into  general  use.      This  deduction  might  be  arbitrarily 
set  at  one-thJ.rd,  or  |200,000,000,  for  the  tv/elve  year  period, 
leaving  a  total  of  approximately  |400,000,000  occasioned  by 
motor  vehicle  operation,  although  a  considerable  portion  of 
this  amount  has  been  of  the  nature  of  an  investment  in  per- 
manent improvements,  such  as  reduction  of  grades,  elimination 
of  railway  crossings,  realigmient,  rock  cuts  and  fills,  and 
construction  of  bridges  and  culverts. 

Against  this  sum  motor  vehicle  ovmers  have  in  the 
same  period  contributed  to  the  treasuries  of  the  provinces  a 
total  of  approximately  |250j000,000  in  permit  fees,  gas  taxes 
and  miscellaneous  item.s.     They  have  contributed  also  to  the 
treasury  of  the  federal  government  a  total  of  |200,000,000 
in  customs  du.ties  and  excise  taxes.    This  makes  a  total  of 
approximately  ;|450,000,000  paid  by  motor  vehicle  owners  in 
special  taxes,  as  compared  with  an  estimated  expenditure  by 
the  provinces  of  ^400,000,000  on  account  of  road  construction 
to  m.eet  their  requj.rement  s .     It  does  not  appear  therefore  that 
motor  vehicle  owners  can  be  charged  vi?ith  running  the  country 
into  debt  on  their  account,  or  the  authorities  on  the  other 
h8,nd  with  over~expenditure  on  highv/ays . 

Y/hile  the  Dominion  Buroau  of  Statistics  estimates 
that  the  provincial  highv/a7/  debenture  debt  outstanding  Decem- 
ber 31st,  1930,  totalled  |326,658,978,  it  must  be  kept  in  mind 
in  considering  this  figure  that  in  most  of  the  provinces  all 
special  taxes  collected  from  motorists  have  been  added  to 
the  general  revenues  and  not  ear-marked  for  road  building 
purposes.     The  total  highway  debenture  debt  therefore  has 
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little  bearing  on  tlie  question  of  net  cost  of  roads  in  re- 
lation to  revenues  from  motor  vehicle  ovmers  as  sucTn.  In 
the  province  of  Ontario,  for  example,   the  revenue  from 
licence  fees  and  gasoline  tax  during  the  last  few  years  has 
heen  much  more  than  sufficient  to  meet  the  entire  outlay  on 
construction  and  maintenance  of  provincial  highways. 
The  Automobile  Industry: 

In  estimating  the  revenue  accruing  to  the  country 
from  motor  vehicles  no  account  has  been  taken,  apart  from 
duties  and  excise  ta^xes,  of  the  large  revenues  v/hich  have  re 
suited  from  the  development  of  the  automobile  Industry  in 
Canada.     This  has  been  dealt  with  very  fully  in  Mr.  Patton's 
brief.     It  might  be  pointed  out,  however,  that  there  appear 
to  be  over  a  quarter  of  a  million  people  employed  directly 
or  indirectly  in  the  indtistry  in  Canada.     Over  200,000  per- 
sons hold  licenses  as  professional  chauffeurs'.     Mr.  Patton 
mentioned  50,000  persons  employed  in  gasoline   stations  and 
garages.     In  addition  to  this  you  have  the  persons  employed 
in  the  Indus tr^^,  and  then  again  you  have  the  many  thousands 
who  are  employed  in  road  building  and  maintenance,  and  in 
supplying  materials  to  road  sections;  these  might  be  conser- 
vatively estimated  at  an  additional  50,000.     Roughly,  there- 
fore, 300,000  persons  in  the  country  are  gainfully  emplo7/ed 
because  of  the  development  of  the  highways  tlirough  the  use 
of  the  motor  vehicle. 
Motor  Tourist  Traffic: 

No  one  today  in  estimat'ing  the  sources  of  v/ealth  in 
Canada  can  overlook  the  m.otor  tourist.     Accordinr:  to  the 
estimates   of  the  Dominion  Bureau  of  Statistics  more  than 
two  billion  dollars  have  been  spent  in  Canada  by  tourists  in 
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the  last  ten  years,  and  of  this  total  approximately  one  and 
a  half  iDlllion  was  spent  by  motor  tourists. 

This  enormous  revenue  is  attributable  almost  entirely 
to  two  factors:  the  iLmprovement  of  highways  and  the  existing 
reciprocity  with  respect  to  motor  vehicle  permits  as  betvveen 
the  provinces  of  Canada  and  the  states   of  the  United  *States, 
¥/ithout  good  roads  certainly  motor  tourists  would  make  no 
substantial  contribution  to  this  country's  sources  of  income. 
The  expenditures  anticipated  by  motor  tourists  this  year  are 
being  looked  to  as  an  agency  v/hlch  should  materially  assist 
in  restoring  the  Canadian  dollar  to  a  basis  of  par  in  relation 
to  the  United  States  dollar. 

At  the  time  when  reciprocity'-  in  motor  vehicles  v/as 
being  debated  in  1916  the  Honourable  Francis  Hugo  —  a 
Canadian  born  in  Ontario  who  moved  to  the  states  and  became 
Secretary  of  State  for  New  York  State        speaking  at  the 
annual  meeting  of  the  Ontario  Motor  League,  advocated  the  con- 
struction of  paved  highways  in  Canada  as  a  means   of  attract- 
ing motor  tourists.     "Go  ahead  and  build  ycu.r  paved  highways," 
Mr,  Hugo  urged,  "and  we  Americans  will  come  over  and  pay  for 
them."    This  prediction  has  since  been  literally  verified. 
This  country ^s  investment  in  highways  appears  to  have  been 
amply    repaid  in  the  returns  received  from  tourist  traffic. 

May  I  say  here,  Mr.  Chairman,  that  the  motorists 
of  Canada  have  no  quarrel  with  the  railways  for  the  money 
spent  on  building  hotels.    Vve  are  very  glad  to  see  those 
hotels.    They  are  no  doubt  powerful  magnets  in  attracting 
m.otor  tourists  to  Canada  and,  incidentally,  increasing  the 
revenues  of  the  railway  companies. 

Because   of  the  growing  volume  of  inter-provincial 
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and  international  motor  travel,  uniformity  in  traffic  regu- 
lations between  the  United  States  and  Canada  is  becoming  of 
3-ncreasing  importance  in  the  interest  of  public  safety  and 
convenience  on  the  highways.     Legislative  programmes  relating 
to  traffic  control  accordingly  should  be  shaped  v;ith  this 
object  in  view.    We  have  on  our  highways  sjinually  millions  of 
motor  vehicle  ovmers  and  operators  from  the  United  States; 
and  vie  ourselves  go  over  there  in  our  hundreds   of  thousands 
and  operate  under  their  regulations.     So  it  is  quite  obvious 
there  should  be  some  uniformity  in  the  more  essential  features 
of  high\¥ay  legislation. 

May  I  add  that  the  Canadian  Automobile  Association 
and  its  constituent  clubs  regard  no  feature  of  motor  vehicle 
use  with  greater  regret  and  alm_ost  extreme  apprehension  than 
the  toll  of  lives  v/hich  is  taken  annually  on  the  highways  of 
this  country »     Our  associations,  in  conjujQction  with  the 
provincial  governmental  organizations,  have  been  doing  all 
in  their  power  by  educational  efforts  to  encourage  safe 
driving  on  the  highways.     By  means  of  radio  broadcasts,  public 
addresses  and  newspaper  articles  in  connection  with  the  high- 
way safety  c&jnpaign  carried  on  by  the  province  of  Ontario, 
we  have  done  what  we  could  to  cut  down  this  toll  of  accidents. 
In  this  direction  the  Government  of  the  province  has  for 
several  years  dorLC  very  effective  educational  work  under  the 
direction  of  Mr,  J.   p.  Bickell,  Registrar  of  Motor  Vehicles. 

May  I  say  further  that  the  Automobile  Association 
also  supports  and  endorses  the  financial  responsibility  legis- 
lation which  has  been  put  into  effect  in  this  province  and 
in  other  provinces.     Under  this  legislation  a  m.otorist's 
license  is  taken  away  from  him  if  he  does  not  behave  himself 
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on  the  liighwa^T's,  and  'jefore  it  is  restored  to  him  he  must 
prove  that  he  is  financially  responsihle  by  providing  either 
a  hond  or  an  insura.nce  policy  to  m^eet  any  further  damage 
which  he  might  occasion  on  the  highways*     In  this  respect  we 
are  following  the  example  of  the  leading  states  of  the  Union, 
The  Trans-Canada  Highway: 

Now,  while  much  progress  has  been  made  in  road  im- 
provement, it  is  still  impossible  to  travel  across  Canada  by 
road.     This  is  mainly  due  to  the  fact  that  a  gap  of  several 
hundred  miles  intervenes  in  northern  Ontario  betv/een  the  road 
systems  of  western  Canada  and  eastern  Canada,     Thousands  of 
m.en  are  now  at  work  on  this  section  bridging  the  gap.  The 
project  is  serving  the  double  purpose  of  furnishing  employ- 
ment to  great  numbers  of  men  who  would  otherwise  be  "unemploy- 
ed and  creating  an  asset  of  incalculable  value  to  Canada. 

Speaking  at  the  last  annual  meeting  of  the  Canadian 
i^xUtomobile  Association,  Mr.  Ernest  No  Smith,  Executive 
Vice-President  of  the  /imerican  Automobile  Association  —  an 
organization  with  over  a  million  members  —  said,  that  in 
order  to  increase  its  volume  of  tourist  traffic  Canada  should 
go  ahead  and  build  additional  highv/ays  so  that  motor  tourists 
might  be  given  wider  horizons.    The  com.pletion  of  the  Trans- 
Canada  highway,  Mr,  Smith  declared,  would  have  as  a  result  an 
extraordinary  increase  in  tourist  traffic,  and  also  an  in- 
crease in  the  average  duration  of  time  spent  by  motor  tourists 
in  Canada,  with  consequent  increase  in  the  average  expendi- 
ture m.ade  by  them-  in  this  country. 

Ou.r  association  at  its  annual  meeting  held  in  Van- 
couver in  October,  1930,  by  unanimous  resolution  petitioned 
the  federal  government  to  adopt  a  permanent  policj^  of 
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federal  aid  to  the  provinces  in  the  construction  of  main  high- 
ways, and  urged  the  passing  of  such  legislation  'by  the  Par- 
liament of  Canada  as  v/ould  provide  for  the  setting  apart  of 
the  Trans -Canada  highway?"  as  a  national  highv/ay  with  pro- 
vision of  the  funds  required  to  assure  the  construction  of 
the  unconnected  sections  immediately.     The  present  govern- 
ment is  pledged  to  the  development  of  the  Trans-Canada  high- 
way as  a  federal  responsibility,  and  at  the  annual  meeting 
of  our  association  held  in  Toronto  in  September  last,  a 
resolution  was  unanimously  passed  expressing  appreciation 
to  the  government  of  its  action  in  taking  definite  steps  to 
bring  into  being  a  completed  Trans-Canada  highway.  The 
value  of  this  highway  to  Canada  in  terms  of  tourist  traffic 
revenue,  national  integration  and  international  prestige  v/ill 
be  inestimably  great  according  to  the  considered  opinion 
of  em-inent  authorities » 

The  completion  of  the  missing  links  of  the  Trans- 
Canada  highway  is  being  looked  forward  to  with  eagerness  by 
the  m.otor  vehicle  o?/ners  of  Canada,  v/no  are  becoming  in- 
creasingly impatient  that  physical  barriers  should  prevent 
the  free  circulation  of  motor  vehicles  between  all  the  prov- 
inces of  Canada,     It  is  the  earnest  hope  of  the  Canadian 
Automobile  Association  that  the  work  on  the  national  high- 
way will  be  carried  to  completion  at  the  earliest  possible 
date , 

Page  1685  follows. 
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Comparison  of  Taxation  and  Motoring  Costs: 

In  relation  to  the  taxation  of  motor  vehicles  it  is 
to  be  noted. that  the  averago  amount  paid  in  registration 
fees  and  gasoline  tax  in  1330  was  |34.54  per  vehicle  in 
Canada,  as  compared  with  #3.3.09  in  the  United  States. 

It  should  be  kept  in  mind  that  motoring  costs  gener- 
ally  are  higher  m  Canada  than  in  the  United  States.  Motor 
vehicles  coct  more  and  gasoline  and  supplies  of  nearly  all 
kinds  cost  mora        perhaps  540  per  cent  more  on  the  average, 
when  exchange  is  at  par,   owix.g  chiefly  to  duties  and  taxes. 
For  this  reason  mainly,  Canada  has  not  become  motorized  to 
the  same  extent  as  the  United  States  where  there  ±s  one  car 
to  every  4.6  persons,  as  compared  with  one  to  8  persons  in 
this  count rv- 

There  are  however  only  three  countries  in  the  world 
in  which  a  greater  total  number  of  motor  vehicles  are  owned 
than  in  Canada:     The  United  States,  Great  Britain  and 
France,  while  in  proportion  of  cars  to  population,  the 
Dominion  of  Canada  ranks  next  to  the  United  States. 

Tho  widespread  use  of  the  m.otor  car  in  this  country 
by  all  classes  is  not  to  be  attributed  to  a  popular  passion 
for  the  pleasures  of  m.otoring.       It  is  the  utility  of  the 
motor  vehicle  as  a  m«ans  of  transport  which  has  led  to  its 
universal  use.       More  than  half  of  all  the  motor  vehicles 
owned  in  Canada  belong  to  far:mers  and  other  residents  of 
rural  districts.       Wo  agency  in  recent  years  has  contribut- 
ed ts  much  to  the  improvement  of  social  and  tconoraic  con- 
ditions in  the  rural  life  of  Canada  as  ha^i  the  motor  vehicle. 

Development  of  motor  transport  in  Canada  gave  impetus 
to  road  building,  and  the  improvement  of  roads  in  turn  gavo 
further  impetus  to  motor  transport,   so  that  in  the  last  ten 
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years  greater  progress  has  "been  made  in  the  improA/ement 

of  roads  throughout  the  Dominion  than  in  the  previous  fifty 

years . 

Expenditures  on  road  building  in  Canada  have  not 
however  been  any  greater  proportionally  during  the  last 
ten  years  than  expenditures  in  the  United  States  and  Great 
Britain,  and  there  have  not  as  yet  been  built  in  this 

country  super-highways  of  the  type  to  be  found  in  the 
United  States,  Great  Britain  and  Italy. 

In  relation  to  expenditures  it  may  be  pointed  out 
that  in  the  last  twelve  years  Canada's  expenditure  has 
been  f600,000,000,  and  the  United  States  has  spent  in  the 
same  period  approximately  |514,000,000,000,  and  Great 
Britain  approximately  15,000,000,000,       In  other  words,  the 
expenditure  on  highvi/ays  in  the  United  States  has  been  23 
times  as  great  as  the  expenditure  on  highvifays  in  Canada, 
while  in  Great  Britain  the  expenditure  has  been  5  times 
as  great  as  that  of  Canada,      So  that  proportionately  this 
country  has  not  spent  more  money  on  highways  in  relation 

to  population  or  the  number  of  motor  vehicles  than  have 
either  Great  Britain  or  the  United  States. 

Commercial  Motor  Vehicles; 

The  use  of  commercial  motor  vehicles  in  Canada  has 
developed  greatly  during  the  last  few  years,  a  total  of 
165,464  motor  trucks  being  registered  during  1930  as 
compared  with  65,327  in  1924,       More  than  two-thirds  of 
all  commercial  vehicles  in  use  in  Canada  however  are  of 
less  than  three  tons  gross  weight   (weight  of  load  plus 
carrying  capacity) ^  and  equipped  with  pneumatic  tires. 
The  classification  of  motor  trucks  registered  in  the 
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province  of  Ontario  in  1930  shows  58^196  trucks  equipped 
with  pneujnatic  tires  and  1,978  equipped  with  solid  tires. 

In  1928  the  totals  were  42,728  equipped  with  pneumatic 
tires  and  4,666  equipped  with  solid  tires.  The  trend 
toward  penumatic  tirec  on  trucks  is  thus  clearly  shown* 

Important  factors  contributing  in  recent  years  to  the 

protection  of  highways  under  heavy  traffic y  arc  the  im- 
provements in  motor  truck  design  and  equipment.  Among 
these  m.ight  be  instanced  the  reduction  of  unsprung  weight, 
improvemient  in  springs,  and  shock  absorbing  devices,  reduced 
total  v/eight  of  vehicle     and  its  more  equal  distribution^ 
and  the  lowering  of  mass  and  centre  of  gravity,  all  of 
which  tend  to  reduce  road  shock.       The  cui«hioning  capacity 
of  both  pneumatic  and  non-pneumatic  tires  also  has  been 
increased  to  a  degree  vifhich  materially  reduces  road  wear 
and  tear. 

Mr.  Patton  has  referred  very  fully  to  the  studies 
of  the  United  States  Bureau  of  Public  Ruads .      I  need  not 
reiterate  their  findings  with  respect  to  the  fact  that  a 
seven-passenger  motor  car  places  an  alm.ost  equal  stress  on 
the  Mghway  at  a  spoed  of  thirty  miles  an  hour  as  does  a 
seven  and  one -half  ton  truck  when  equipped  with  pneumatic 
tire  s . 

Tnroughout  Canada  it  is  the  practice  to  restrict 
truck  carrying  capacity  during  periods  v/hen  the  frost  is 
coming  out  of  the  ground.      In  some  provinces  at  such  times, 
use  of  the  heavier  m.otor  trucks  is  prohibited  entirely, 
and  in  otbers  only  half  loads  are  permitted.,       '"his  factor 
and  the  frequent  blocking  of  roads  entirely  by  snow  in 
winter  m.onths  greatly  restrict  the  use  of  commercial  m.ot  .r 
vehicles  in  this  country  as  compared  with  many  parts  of 
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the  United  States,       The  northern  states  which  have  much 
the  same  climatic  conditions  as  eastern  Canada  permit  a 
higher  average  gross  v^el[iht  limit  than  is  permitted  in  our 
province  o 

Figures  su"pplied  by  members  of  the  Ontario  ^;^otor 
Truck  Owners'  Association,   covering  281  motor  trucks^  shov/ 
an  annual  consumption  of  gasoline  of  1,415  gallons  per 
vehicle  v/hich  means  an  average  of  |70«75  per  vehicle  paid 
annually  in  gasoline  tax  at  the  prevailing  rate  of  five 

cents  per  gallon » 

If  the  consumption  of  gasoline  by  all  commercial 
vehicles  operated  in  Ontario  were  estimated  '-.to  average 
aOO  gallons  per  vehicle ,  per  year,  the  amount  paid  in  gas 
tax  on  account  of  c o^mnercial  motor  vehicles  vi/ould  be 
approximately  |2, 500, 000  which,  together  with  permit  fees, 
would  make  the  total  annual  revenue  from,  motor  trucks 
approximately  ;ii;4, 500,000 »      Conmercial  vehicles  con- 
stituting about  11  per  cent  of  the  total  registrations  on 
this  basis  provide  almost  25  per  cent  of  the  total  revenue. 
Even  allowing  a  considerable  margin,  the  rate  of  taxation 
of  the  average  commercial  vehicle  is  apparently  more  than 
double  the  rate  of  taxation  of  the  average  passenger  car. 
This  estimate  for  the  province  of  Ontario  would  indicate 
that  relative  truck  taxation  in  this  province  is  about  on 
a  level  with  the  United  States,  as  figures  published  by 
the  National  Autom.obile  Cham.ber  of  Commerce  show  that  trucks 
and  buses  in  the  United  States  in  1930  constituted  13  per 
cent  of  all  motor  vehicles  registered,  but  paid  in  tax(3S 
27  per  cent  of  all  m.otor  vehicle  fees.       The  total  amount 
paid  by  conF-ercial  motor  vehicles  in  Ontario,  and  else- 
where  in  Canada,  in  view  of  the  findings  of  the  United 
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States  Bureau  of  Public  Roads ^  appears  therefore  to  be  more 
than  adequate  in  relation  to  additional  road  building  costs 
occasioned  by  the  use  of  coiriniercial  motor  vehicles. 

It  m_ay  also  be  pointed  out  that   the  majority  of 
commercial  motor  vehicles  are  operated  mainly  within  the 
limits  of  urban  municipalities  and  miake  comparatively  littl© 
use  of  interurban  highways. 

The  question  of  fees  which  should  be  collected  from 
the  owners  of  buses,  and  common  carriers,  doing  a  general 
public  transport  business,   or  from,  contract  carriers,  carry- 
ing the  goods  of  snecial  custom^ers,  will  be  discussed  by 
those  specially  interested  in  such  business,  but  it  m.ay  be 
emphasized  that  the  placing  of  too  steep  a  rate  of  taxation 
on  comm.on  carriers  and  contract  carriers  would  mean  the 
transfer  of  business  from  the"^:  to  trucks  which  would  be 
purchased  and  operated  by  the  larger  business  concerns  on 
their  own  account,   leaving  the  burden  of  taxation  to  be 
shared  by  the  smaller  business  concerns  and  their  customers. 

The  highways  and  their  modern  uses,   like  the  railways 
and  canals, have  beccme  an  integral  part  of  the  social  and 
economic  order.      It  is  needless  to  elaborate  on  the  general 
advantages  of  good  roads,  now  universally  recognized.     It  is 
as  universally  admitted  that  these  advantages  warrant  the 
payment  of  a  considerable  part  of  highway  costs  by  the 
"Public",       But  when  one  speaks  of  roads  being  paid  for  hy 
the  "Public"  it     should  be  rem^embered  that  there  are  nearly 
as  many  motor  vehicle  owners  in  Canada  as  there  are  families 
Thus  besides  paying  the  special  motor  vehicle  taxes,  motor 
vehicle  o'wners  are  by  far  the  greatest  part  of  the  "Public" 
that  pays  the  general  taxes. 
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Summary : 

To  sum  up:     Motor  vehicle  owners  in  Canada  in  the 
last  tvi/'elve  years,  have  contributed  in  special  taxes 
1450,000,000,  an  amoijtnt  which  exceeds  by  ^50,000,000  the 
tot^l  expenditure  by  the  provinces  on  highways  on  account 
of  the  use  made  of  them  by  motor  vehicles.       Through  the 
motor  tourists  attracted  to  Canada  because  of  good  roeds, 
a  new  source  of  revenue  has  been  opened  up  v/hich  has  result- 
ed in  the  expenditure  in  Canada  by  visitors  from  the  United 
States  of  one  bill. ion  five  hundred  million  dollars  in  the 
last  ten  years,  or  more  than  three  times  the  amount  expended 
by  the  provinces  during  the  same  period  upon  road  improve- 
ment.     This  expenditure  is  capable  of  still  greater  ax- 
pansion  by  the  opening  up  of  new  horizons  to  tourists  through 
further  road  improvements  and  e-specially  through  the  com- 
pletion of  the  trans-Canada  highv/ay,  to  the  advantage  and 
profit  of  all  Canadians,  motorists  and  non-motorists  alike. 

To  the  motor  vehicle,  Canada  owes  one  of  her  greatest 
industries        the  automobile  industry. 

Taxation  of  motor  vehicles  in  Canada  is  already  on 
a  somewtiat  higher  level  than  taxation  of  motor  vehicles  in 
the  Uni  ted  States. 

Commercial  motor  vehicles  as  a  whole  are  already 
paying  more  in  taxes  than  added  road  costs  occasioned  by 
heavier  road  construction  to  meet  their  requirements. 

The  newer  types  of  commercial  motor  vehicles, 
equipped  with  pneum„atic  tires,  place  little  more  strain 
on  properly  built  highways  than  do  the  heavier  passenger 
car  3 . 

In  general,  the  increased  use  of  motor  vehicles  in 
Canada  as  elsewhere,  reflects  the  public  need  for  mobile. 
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expeditious  individual  transportation,  and  should  not  be 
subjected  to  exorbitant  taxation,  Which  in  the  end  might 
defeat  its  purpose. 

Motor  transportation  by  passenger  car,  motor  truck, 
and  motor  bus  is  playing  an  increasingly  important  part  in 
the  industrial,  agricultural  and  social  spheres  of  Canadian 
life  .      The  motor  car  with  the  improveinent  of  highways 
throughout  the  country  is  enabling  our  people  to  become 
better  acquainted  with  those  features  of  their  own  land 
which  annually  attract  millions  of  tourists  from  the  United 
States  « 

Motor  cars  and  good  roads  are  tending  to  bring  closer 
together  the  peoples  of  the  provinces  of  Canada  and  are  thus 
contributing  in  no  small  measure  to  that  good  understanding 
and  fraternal  relationship  which  is  indispensable  to  the 
future  welfare  of  the  confederation. 

THE  CHAIRMN  ;     Thank  you.,  Mr.  Robertson.     I  under- 
stand Mr.  Patton  wishes  to  add  som.e thing  to  what  he  has 
already  said. 

MI{.  PATTOW:     Mr.  Chairman  and  Commissioners,  I  would 
like  to  enter  a  formal  appearance  on  behalf  of  the  Auto- 
motive Transport  Association  of  Ontario.      The  coming  of 
the  Commission  to  Toronto  was  somewhat  earlier  than  we  had 
expected,  and  we  should  like  to  ask  the  privilege  of  sub- 
mitting our  brief  on  or  about  the  15th  of  February,     I  may 
say  that  the  object  of  the  Association  is  to  promote  the 
interests  of  the  interurban  truck  operator  who  is  carry- 
ing on  his  business  for  hire.        The  Association  has  73 
members,  and  the  bulk  of  the  membership  is  rr^de  up  of  what 
we  call  in  Ontario  Class  A  operators,   that  is  operators 
the  King's  higto^ay  for  hire,  moving  between  fixed 
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termini;  and  the  Association  member ship  onerates  over  64 
per  cent  of  the  total  of  the  vehicles  licensed  under  Class 
A. 

I  may  further  add  that  we  have  here  to-day  two  or 
three  of  the  heads  of  the  larger  motor  transport  freij^ht 
com.panies  should  the  Commission  wish  to  question  them, 

THE  SECRETARY;     Mr.  Chairman,   there  are  no  further 
names  on  the  list  for  this  hearing.       Certain  represen- 
tations have  been  submitted  in  writing.       There  are  two 

submi s sions  by  Horace  L.  Brittain,  of  the  Citizens  Research 
Institute  of  Canada,  on  highway  expenditure  ' 
and  motor  vehicle  taxation^      There  is  also  a  letter  of 
suggestion  from  Mr.  To  P.  Summerhayes ,   45  Chisholm  Avenue, 
Toronto-  a  letter  and  plan  from  Geo.  J.  Duffy,   193  Univer- 
sity Avenue,  Toronto,  and  a  further  letter  of  suggestion 
from  iiormah  Lymburner,  of  Wiarton,  Ontario,        There  are 
also  submissions  from  J.  D.  Brien,  Secretary  of  the  Eastern 
Canada  Live  Stock  Union,  and  from  the  Lawson  Patent  Pro- 
cess Company  of  Canada,  Limited,   of  Hamilton,       That  com- 
pletes the  record  here,  unless  there  are  any  other  sub- 
missions to  be  made. 

THE  CHAIRMAN;     If  there  is  no  further  business 
before  the  Cominission,  we  v/ill  bring  this  session  to  an 
end. 

The  Comjriission  adjourned  at  5.20  p.m. 
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ROYAL  COMMISSION  ON__RAlD/i/.aYS  AND  TRANSPORTATION 


The  Royal  Oomrnission  appointed  to  inquire  into 
the  whole  problem  of  transportation  in  Canada,  parti- 
cularly in  relation  to  railways ^   shipping  and  comrauni 
cation  facilities  therein^  having  regard  to  present 
conditions  and  the  probable  future  developments  of 
the  country,  met  at  the  Royal  York  Rote  1  /  Toront o , 
on  Wednesday,   January  20,   1932 „ 


PRESENT  s 


RIGHT  RONo  LWiAN  POORE  DUFF,   P,Co,  Chairman 
RIGHT  HONo  LORD  ASHFIELD 
SIR  JOSEPH  Wo  FLAVELLE,  Bart. 
BEATJDRY  LEMAN,  Esq, 
LEONOR  FRESNEL  LOREE,  Esq. 
WALTER  CHARLES  MURRAY,  Esq. 
JOHN  CLARENCE  WEBSTER,  Esq. 


Commissioners 


Arthur  Moxon,  Esq.,  KoC»,  Secretary 
George  W.  Yates,  Esq.,  Assistant  Secretary 


Official s  _ 0 f __T q r o nt o  .!?ran^s_por t i_o^    ommi s_sion 

Mr.  I.  S,  Fairty,  KcCo  Counsel 

Mr,  D.  Wo  Harvey,  General  Manager 

Mr.  Eustace  Smith,  Executive  Assistant 

i/ir.  Ho  Co  Patten,  Comptroller 
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Royal  York  iiotel,  Toronto, 
Wednesday,  January  20,1932, 

The  Coinmission  met  at  10.30  a.m. 
THE  CHAIRr^^N;     Mr.  Pairty. 

MR.  I.  S.  PAIRTY,  K.C.,    (Counsel,  Toronto  Transpor- 
tation Gomn-ission)  ;      Mr,  Chairman,   I  concede  that  I  am  not 
doing  much  to  lessen  unemployment  in  the  legal  profession 
"by  appearing  before  your  honourable  body  in  two  capacities  ^ 
but  if  you  will  pardon  the  dual  appearance,  I  appear  v/ith 
Mr,  Earvey,  of  the  Toronto  Transportation  Commission;  and 
we  wish  to  lay  before  the  Commission  a  short  statem.ent  of 
our  activities  in  the  Toronto  area.       I  know  that  the  Com- 
mission is  not  particularly  interested  in  the  local  situa- 
tion, but  we  do  operate  between  85  and  90  per  cent  of  the 
mterurban  coaches  running  in  and  out  of  Toronto,  and  while 
the  preliminary  portion  of  our  statement  may  appear  to  you 

gentlemen  as  being  scarcely  relevant  to  the  issues  before 
you,  nevertheless  1  think  it  is  more  or  less  necessary  as 
introductory  and  as  giving  your  honours  a  true  perspective 
of  the  situation  in  and  about  Toronto.       Therefore  I  hope 
you  will  bear  with  us  while  we  go  over  the  preliminary  part 
of  the  matter. 

INTRODUGTIOK 
(a)  Status  of  Comm.issionj 

The  Toronto  Transportation  Commission  is  the  second 
largest  electric  railvmy  operator  in  the  Dominion  of 
Canada  and,  with  its  subsidiary,  Cray  Coach  Lines,  Limited, 
is  the  Dominion's  largest  operator  of  motor  coaches.  Apart 
from  the  steam_  railroads,  it  is  also  the  largest  trans- 
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portatioTx  undertaking.^  in  the  pi-ovince  of  Ontario, 
(b)  Constitution  and  Pov/ers  of  the  Commission  and  ' 
the  Authority  und-r  which  it  Operates; 
The  Com-mission  is  a  corporate  body  consisting  of 
three  resident  ratepayers  of  the  City  of  Toronto  appointed 
by  the  Council  of  the  City  of  Toronto e       ft  was  created 
in  1920  by  by-law  of  the  City  Corporation  under  authority 
of  a  statute  of  the  province  of  Ontario   (10-11  Geo,  V., 
Chapter  144        Exhibit  A.)  to  operate  the  street  railway 
acquired  by  the  city  from  the  former  Toronto  Railway 
Gom.pany,  September  1st,   1921;  to  operate  the  municipal 
street  railway  lines  then  existing  and  thereafter  to 
assume  control  of  and  coordinate  such  transportation 
agencies,  of  whatever  nature,  as  migh.t  be  acquired  or 
developed  by  the  Commission» 
The  little  red  book  1  hand  your  honours  is  our  Act  of 
incorporation. 

Members  of  the  Commission  hold  office  for  three 
years  or  until  their  successors  are  appointed,  and  are 
eligible  for  re-ap-oomtment ,      No  member  of  the  City 
Cs>uncil  is  eligible  for  apnointment  to  the  Commission. 

Under  the  tenis  of  the  statute  the  Comm.ission  is 
required  to  establish  such  tolls  and  fares  as  shall  make 
the  transportation  services  it  directs  self-sustaining 
after  providing  for  such  maintenance,   renewals,  deprecia- 
tion and  debt  charges  as  it  deems  proper.  Capital 
moneys  for  the  transportation  services  under  the  Com_- 
m.ission's  control,   other  than  such  mone?ys  as  may  be 
invested  from  accumulated  reserves,  are  obtained  from 
the  City  Corporation. 
In  passing  I  may  say  we  are  nroud  of  the  record  we  have 
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established.         Since  1924  we  have  not  called  upon  the 
City  Corporation  for  one  cent  of  money  for  any  purpose  v\/hat- 
ever.       In  fact  we  have  now  over  .ip9,000,000  more  invested  in 
the  capital  of  the  railway  and  in  increased  assets  than  we 
had  in  1924. 

COMMISSIONER  LSMAE ;     That  means  that  you  have  to 
take  care  of  your  capital  requirements  in  interest,  sinking 
fuiid,  and  so  on,  out  of  revenue? 

MR.  FAIRTY;     Absolutely,  sir. 

SIR  JOShi-'il  FlAVELLE  :  If  you  wanted  additional  money 
you  could  get  it  from  the  City  of  Toronto,  and  you  have  not 
asked  for  any? 

MR.  FAIRTY;     v'l/e  have  not  asked  for  any  since  1924. 

LORD  ASPfi-'IELD;     Are  these  capital  moneys  raised  on 
the  security  of  the  Comj-nission  or  the  security  of  the  city? 

Mi.  FAIRTY;     On  the  security  of  the  City  Corporation. 
Of  course  we  took  over  what  1  think  everybody  will  concede 
was  m.ore  or  less  of  a  ramshackle  system.      We  had  practically 
to  re-establish  it,  and  we  did  at  that  time  spend  substantial 
amounts  of  money  to  coordinate  the  service  and  render  it 
efficient, 

SIR  JOSlJPH  FLAVELLE:     tlow  much  did  you  spend  at  that 

time? 

MR.  HARVEY:     Counting  the  purchase  price,  about 
■'lpl2,000,000,  and  there  was  another  Hj)30, 000 , 000  for  rehabili- 
tation and  extension. 

SIR  JOSEPH  FlAVELLE:     About  :ip40, 000,000, 
Mri.  HARVEY;     Vi/e  have  now  an  investment  of  ii^55- 000,000 
all  told,  the  last  ;^9,000,000  being  taken  from  earnings. 
MR .  FA IRTY ;     The  memo  r a ndura.  c  o nt  i  nue  s : 
By  the  terms  of  the  statute  the  Commission  is  re- 
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quired  to  furnish  annually  to  the  Corporation  a  completely 
audited  and  certified  financial  statement  and  a  report  on 
its  operations. 

During  the  initial  stages  of  its  operations  the  Com- 
mission did  not  operate  motor  vehicles  beyond  the  limits 
of  the  city  of  Toronto.      As  conditions  changed,  however, 
and  the  necessity  and  desirahxlity  for  motorized  passenger 
services  grew,  its  pov/ers  in  this  regard  were  extended  and 
by  an  amendment  to  the  original  statute   (20  Geo.  V  c.  105) 
its  power  to  operate  motor  vehicle  services  outsidj  the 
municipal  limits  v\/as  specifically  approved,        Since  June, 
1927,  these  services  have  been  owned  and  operated  by  G-ray 
Coach  Lines,  Limited,  a  subsidiary  company  which  was  grant- 
ed a  provincial  charter  of  incorporation  in  that  year» 

All  the  trc.;nsportation  services  under  the  control  of 
the  Commission  are  operated  on  a  service-at-co st  basis, 
(c)  Statement  of  Reasons  for  Submission  of  Brief  2 

-^n  view  of  tlie  extent  of  its  operations  the  Commission 
felt  that  a  statement  might  be  of  interest  and  assistance 
to  the  Royal  Commission  on  Railways  and  Transportation  in 
a  consideration  of  the  larger  transportation  problems 
affecting  the  Dominion  of  Canada  as  a  whole.      The  Com-  • 
mission  also  desired  to  draw  attention  to  the  significant 
facts  of  the  development  of  transportation  in  Toronto  and 
its  environs.       Further,  as  the  tr.msportation  authority 
of  the  city  of  Toronto,  the  Cormission  deemed  it  its  duty 
to  place  before  the  Royal  Commission  on  Railways  and 
Transportation  its  views  on  matters  involving  both  its 
own  interest  and  the  interests  of  the  city  of  Toronto, 
as  well  as  its  relation  to  other  transportation  agencies 
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whose  operations  are  now  under  review. 
Of  course  it  is  the  interest  of  the  city  of  Toronto,  he- 
cause  our  undertaking  is  owned  hy  the  city  of  Toronto  and 
managed  by  us  as  an  indr^pendent  cornj-iission. 

Should  further  infornation  he  required  toxicYilng  on 

matters  discussed  in  this   statement,   or  on  any  phase  of 
the  Com.'-ni s sion  '  s  ac ti\' itie s  ,  the  Commission  will  be  very 
glad  to  cooperate  to  the  fullest  extent  possible. 

LOiiD  ASHFIELh;     What  sanction  do  you  have  to  get 

in  order  to  establish  services  outside  of  the  m.unicipal 
boundaries? 

MR.  PAIRTY;     V/here  we  operate  purely  for  local 
municipalities  v/e  have  to  get  special  acts.      As  far  as  the 
motor  coach  services  are  concerned  we  can  operate  where  we 
please  as  long  as  we  get  the  authority  of  the  City  Council. 
LORD  ASHPIALDe     Outside  the  city  boundaries? 
m.  PAIRTY;     Yes.      The  Gray  Coach  Lines  has  a 
separate  subsidiary  chaiter.     It  has  power  to  operate 
motor  vehicles  anywhere  in  the  province,   subject  to  the 
regulation  and  control  of  the  Department  of  Highways. 

LORD  ASEiPIUJLDf     ",'ithin  the  lim_its  of  the  province? 
MR.  PAIRTY:     Only  within  the  limits  of  the  province. 
COM;:iSSIO]\!ER  W'llBSTSRj     Did  you  get  your  charter  for 
that  line  from  the  province? 

MR,  Pi.IRTY;     ITiat  is  a  provincial  charter ^  yes. 
II.     SCOPE  OP  COM'ilSSlON 'S  OPERATIONS 
(a)  Consolidated  System; 

Detailed  information  covering  the  Commnssion's 
activities  is  contaii^ed  m  its  annual  report  for  1930 
(Exhibit  B.)      The  consolidated  balance  sheet  shov/s 
total  assets  as  at  December  31st,  of  $55,305,798.  As 
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of  the  same  date  fixed  assets  totalled  ^515903,343. 

This  compares  with  a  net  funded  deht  of  si)34 , 632, 128 , 

Total  revenue  from,  all  services  for  1930  was  ii()14 ,068, 3V9 . 

These  figures  cover  all  the  services  owned  by  the  Com.- 
mission  including  those  of  Gray  Coach  Lines,  Limited. 

Final  figures  for  the  twelve  months  ending  December 
31st,   1931,  are  not  available,  but  a  preliminary  state- 
ment shows  a  gross  income  for  this  period  of  !t^'12, 773, 516  i 

As  of  December  31st,  1930,  the  Comi-^iission  operated 
279,7  miles  of  single  track;  32.3  miles  of  bus  I'outes  and 
543.7  miles  of  interurban  coach  routes. 
May  I  explain,   sir,  that  we  term  bus  routes  the  feeder 

bus  routes  within  the  city;  we  terra  coach  routes  the  special 
services  within  the  city  sightseeing  service,  and  the 

other  operations  of  the  Gray  Coach  Lines,  interurban  coaches. 

COMMISSION  LEMAN:     The  bus  lines  are  within  the  city 
limits,  and  the  coach  lines  are  outside? 

MR.  FAIRTY:     Yes.       As  a  matter  of  fact  they  are 
painted  differently.     The  bus  is  painted  the  standard  red, 
and  the  Gray  Coaches  are  painted  gray. 

LORD  ASHFIELD:     There  is  no  duplication  of  mileage 
as  between  the  interurban  and  the  trolley  line? 
MR.  FAIRTY:  No. 
Its  rolling  stock  as  of  December  31at,  1930,  included 
987  passenger  street  cars,  83  electric  service  cars, 
214  buses  and  coaches,  39  motor  trucks  and  9  motor  snow 
ploughs  and  sanders.       The  Commission's  eroployees  number 
approximately  4,000, 
(b)  City  System: 

The  City  System,  owned  and  operated  by  the  Commission 
includas  253.7  miles  of  single  track  and  22.5  miles  of 


-  IVOO  -  Mr.  Pairty 

bus  routes,   serving  a  population  of  627,231  and.  an  area 
of  35  square  miles,      Revenue  passengers  handled  on  the 
City  System  during  1950  totalled  199,522,865.  The 
corresponding  total  for  1931  was  182,923,203. 

G0MIS3I0MSR  LEIVIAN :     Are  you  obliged  to  obtain  from 
the  city  permission  to  lay  tracks  on  any  particular  street? 

MR*  PAIRTY:     No  sir,  we  have  complete  control  of  the 
jurisdiic tion  within  the  city  limits* 

GOiECIoSIOiMER  LRiiAi^:     You  do  not  have  to  obtain  the 
permission  of  Council  to  lay  tracks? 

MR.  PAIRTY J     No.      After  the  passage  of  the  by-law 
conferring  pov\fers  upon  us,  it  was  provided  that  all  the 
powers  relative  to  transportation  virithm  the  city  should 
be  exercised  by  our  Commission  and  not  by  the  City  Council, 

It  says  that  specifically, 

COMMISSIONER  LEMAN :     So  that  you  could  decide, 
against  the  will  of  the  Council,   to  lay  tracks  on  a  resi- 
dential street,  for  instance? 

MR.  PAIRTY;     We  have. 

GOim SSI ONER  LEMAN:     The  Council  has  nothing  to  do 
with  it? 

MR.  Pi.IRTY:  No. 

SIR  JOSa^PH  PLaVELLE:     It  is  the  desire  to  keep  it 

out  of  municipal  politics,  and  it  has  been  very  successfully 
done  . 

COMvlISSIONER  LEMJANs     What  about  the  rights  of  the 
representatives  of  the  people? 

THE  CHAIFuvL'lN:     These  are  the  representatives  of  the 

people. 

MR.  PAIRTY:     VUe  claim  we  are  in  a  large  sense 
representatives  of  the  people,  and  we  do  decide  what  is 
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best  in  their  interests, 
(c)  Suburban  Services: 

In  addition  to  operating  virithin  the  city  limits,  the 
Commission  also  -provides  transportation  for  14  municipali- 
ties adjoining  the  city  of  Toronto.     Such  services  extend 
as  far  as  twelve  miles  from  the  city  limit s*       They  are 
provided  on  the  basis  of  agreements  with  the  several 
municipalities  and  are  operated  on  a  service  at  cost  basis 
by  the  Commission.      In  the  case  of  nine  of  the  munici- 
palities the  services  are  operated  b:y  the  Commission  with- 
out assumption  by  the  Commission  of  any  financial  obliga- 
tion . 

May  I  say  in  reference  to  the  remainder,  the  reason  they  are 
not  operated  on  a  similar  basis  is  that  the  city  found  it- 
self obligated  with  reference  to  the  radial  lines,  and  had 
to  substitute  suburban  lines  for  the  old  radials        that  is 
why  the  others  are  not  on  the  same  basis. 

LORD  ASHFil^LD;     I  notice  the  term  "radial  lines"  is 
used;  these  are  interurban  lines? 

MR.  KilRTY;     "interurban"  is  the  other  phrase, 
l/IR.  H^lRVEY;     It  is  the  only  place  on  the  continent 
v^here  they  use  that  expression.       It  is  purely  a  local 
expression. 

COMMISSIONER  LEriAl;:     That  is  because  they  radiate 
from  the  important  centres. 

Mi.  P;..IRTYs     To  continue; 
Total  suburban  mileage  operated  includes  26  miles  of 
single  track  and  9,9  miles  of  motor  bus  routes.  The 
fourteen  systems  represent  an  aggregate  capital  invest- 
m,ent  of  apnroxiraately  ;ii)2,000,000  and  they  serve  a  popu- 
lation in  the  neighbourhood  of  200,000. 
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Operation  of  these  suburban  services  is  advantageous 
to  the  Coniffiission  in  that  they  function  as  feeders  to  the 
City  System,      The  municipalities  so   served  also  derive 
direct  benefit  from  low  cost  of  operation  made  possible 
by  the  coordination  of  their  transportation  facilities 
with  those  of  a  large  city  system.      Further  benefits  to 
the  communities  served  are  increased  assessments  and 
increased  population  since  the  inception  of  this  type  of 

service. 

If  I  may,   I  would  like  to  produce  a  map  showing  the  vifay  we 
serve  these  various  areas. 

COMI;ISSIONEPv  LEMAK ;     What  about  the  rights  so  far 
as  the  municipalities  are  concerned? 

MR.  PAIRTY5     In  every  case  we  have  made  an  agree- 
ment with  the  municipality  interested.       ^f  course  it  is 
greatly  to  their  interest,  and  they  are  very  glad  to  come 
in. 

C0]1MISSI0NSR  LSMAK;  Have  you  to  go  to  the  provin- 
cial authorities? 

iViR .  PiilRTY:  Yes,  in  each  case  we  have  to  get  pro- 
vincial legislation,  ■'-''erhaps  you  will  permit  Mr.  Harvey 
to  explain  this  map  in  detail. 

MR.  HARVEY:     The  shaded  line  represents  the  city 
of  Toronto,        Each  of  these  dots  represents  100  of  popu- 
lation.     We  have  agreements  with  Long  Branch,  New  Toronto , 

Mimico  and  the  township  of  Etobicoke  for  rail  service; 
with  the  township  of  Etobicoke  for  local  services;  with  the 
township  of  York,  which  has  a  population  of  60, 000, for 
rail  service  and  also  the  town  of  Weston  for  rail  service. 
The  tovi/nship  of  York  owns  its  own  railway  lines,   in  which 
they  have  invested  about  a  million  and  a  half  dollars,  and 
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we  operate  them, 

COMialSSIONER  LEMAN5     You  mean  tramway  lines? 
Fili.  MRVEY:     Yes,      Then  we  have  an  agreement  v\/ith  the 
village  of  Forest  Hill  to  operate  buses     for  them  and  supply 
them  with  local  service.       North  of  Toronto  we  have  an 
agreement  with  four  municipalities,  the  townshipB  of  North 
York,  Markham  and  Vaughan,  and  the  village  of  Richmond  Hill, 
to  operate  a  twelve  mile  tramway  line  for  them.       On  the 
east  we  have  an  agreement  with  the  town  of  Leaside  and  the 
township  of  East  York  to  operate  bus  services  in  their  mun- 
icipalities; on  the  east  again    with  the  township  of  Scar- 
borough to  provide  a  certain  amount  of  rail  service,  making 
fourteen  municipalities  in  all.        We  are  building  up  around 
the  city  v^hat  is  in  effect  a  second  zone  with  agreements  to 
protect  us  against  the  encroachment  of  any  other  local 
transportation  services, 

COMMISSIONER  LOREE ;      Will  you  be  taking  up  the 
matter  of  fares  a  little  later? 

MR,  HARVEY:     I  do  not  believe  fares  are  dealt  v/ith, 
Mr.  Loree,  in  the  statement.       In  the  city  of  Toronto  we 
charge  a  fare  of  four  tickets  for  25  cents,  but  they  can  be 
bought  at  50  for  #3,  which  is  6  cents  each.      The  oash 
fare  --  and  there  is  quite  a  difference  between  the  ticket 
and  the  cash  fare  —  is  10  cents,  but  97  per  cent  of  our 
people  use  the  ticket  fare,  which  simplifies  collection  and 
handling.      In  the  adjoining  municipalities  the  fares  vary. 
There  is  a  second  ticket  payable  on  the  line  out  the  Lake 
Shore  road,  beyond  the  city  boundaries.      On  this  line  on 
Bloor  street  it  is  a  five  cent  fare.       In  the  township  of 
York  and  in  Weston  it  is  a  five  cent  fare.       On  the  twelve 
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mile  line  to  the  north  it  is  a  zone  fare,  varying  from  five 
cents  to  thirty  cents.       In  Leaside  and  the  tovmship  of 
East  York  it  is  five  cents,  and  east  of  the  city  limits, 
out  the  Kingston  Road  to  the  township  of  Scarborough,  it  is 
five  cents  additional.      The  second  zone  is  just  heyond  the 
city  limits, 

GOMilSSIONER  LOREE :     mat  is  the  rate  of  pay  for 
your  motormen? 

MR.  HARVEY:     Motormen  and  conductors  receive  60  cent^ 
an  hour,  but  the  rate  is  65  cents  when  the  motorm.en  or 
conductor  is  in  charge  of  a  one  man  car  or  bus. 

COlvnvIISSIOHER  LEIVIAH:     Are  there  any  limits  as  to  the 
number  of  hours  the  men  work? 

MR.  HARVEYs     In  the  case  of  the  city  railway  s^/stem 
we  are  limited  to  ten  hours,   I  think  it  is,  within 
fifteen  consecutive  hours.       In  the  case  of  the  interurban 
bus  system,  it  is  regulated  by  the  provincial  government, 
and  the  maximum  we  are  allowed  to  work  the  men  is  ten 
hours.      But  our  men  average  about  eight  and  one-half 
hours » 

SIR  JOSEPH  PLAVELLE:     They  are  unionized? 

m.  HARVEYs     They  are.  Sir  Joseph,  but  it  is  not 

100  per  cent,  by  any  means;  perhaps  half  of  the  men  belong 
to  the  union.       It  is  not  a  disagreeable  union  arrangement 

let  m.e  put  it  that  way.       To  illustrate;  the 
president  of  the  Toronto  and  District  Labour  Council, 
who  introduced,  the  man  who  read  a  brief  to  you  yesterday 
afternoon,  is  a  street  car  repairman  at  one  of  our  car 
houses        a  chap  named  Larry  O'Gonnellc       It  is  not  inter- 
fering with  the  vrork  at  all. 
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COMMISSIONER  DEi'iANs  In  settling  your  rates  of  pay, 

do  you  deal  with  the  men  or  v\/ith  the  union? 

MR.  HARVEY;     We  deal  with  the  union. 

GOltilSSIONER  MURRAY:       You  have  a  written  agreement? 

MR.  HARVSYs     It  is  a  matter  of  agreement,  but  we  do 

not  actually  sign  an  agreement;  we  give  them,  a  m.inute  of  our 
meeting.      But  we  are  paying  exactly  the  same  v/age  now  that 
we  paid  in  1921  and  which  was  fixed  in  1920.       That  wa.s  the 
peak  of  the  cost  of  living  in  Toronto  from  the  time  prior 
to  the  war. 

COMl-ISSIOHER  LOREEs       The  street  railway  services 
in  the  States  were  organized  on  the  basis  of  the  five  cent 
fare  and  twenty-eight  cents  an  hour  for  the  motormen.  V/hen 
the  wages  went  up  the  fares  remained  stationary,  and  they 
nearly  all  went  into  bankruptcy. 

MR.  HARVEY 2     \A/ell,  we  have  a  lov«/  fare,  Mr.  Loree. 
Y~ou  may  say  I  am  accustomed  to  telling  the  local  people 
that  J  but  it  averages  6,15  cents.       We  know  of  no  compar- 
able city  on  the  continent  that  has  a  lower  fare.  That 
has  helped  us  to  retain  a  very  large  volume  of  business. 

COMMISSIONEi:  LORSE;     New  York  has  a  five  cent  fare. 

MR.  HARVEY;     That  is  not  comparable,  you  see.  There 
are  several  systems  in  New  York,  but  here  you  can  ride  all 
over  tiie  city  on  tbe  one  system  for  the  one  fare,  with 

free  transfer, 

MR.  PaIRTYj     I  am  dealing  now  with  interurban 
service  s . 

(d)  Interurban  Services: 

All  the  interurban  services  controlled  by  the 
Commission  are  ouned  and  operated  by  Gray  Coach  Lines, 
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Limited.       Fixed  assets  of  Gpay  Coach  Lines,  Limited,  as 
at  Decembep  31st,  1930,  totalled  1^^1,993,146.       The  com- 
pany's gposs  income  Top  1930  was  ;ipl,322, 076 .  Revenue 
passengers  cappied  hy  the  company's  intepupban  motor  coach 
services  during  1930  numbered  1,267,001.       Coach  mileage 
operated  during  the  same  year  was  2,499,210  miles,  and  the 
.route  mileage  operated  as  at  December  31st,   1930,  viras 
543,7  mAles. 

In  addition  to  the  interurban  services  Gray  Coach 
Lines,  Limited,  also  handles   sight-seeing  and  services  at 
extra  fares  within  the  city  area  proper  and  charters 
coaches  for  various  purposes, 

COMVIISSIONER  LEMNs     Do  you  find  thepe  has  been  a 
heavy  falling  off  in  the  sight-seeing  business  this  yeap? 

MR.  PAIRTY:     I  am  afpaid  I  will  have  to  concede  that, 
sip,       I  might  at  this  stage  put  befope  the  Commission  a  map 
of  the  Gpay  Coach  Lines,   showing  not  only  the  Gpay  Coach 
Lines  but  the  connecting  motop  coach  cappieps.      We  will 
deal  in  some  detail  with  the  various  routes  of  the  Gray 
Coach  Lines  later. 

SIR  JOSEPH  PL/iVSLLE:     men  you  speak  of  operating  on 
a  cost  basis,  that  is  when  you  operate  for  other  people? 

ICR.  PAIRTY:     And  ourselves,  of  course.      We  are 
bound  by  statute  to  do  so. 

SIR  JOSEPH  P.LiWELLEj     If  you  operate  on  a  cost  basis, 
where  do  you  get  any  surplus? 

mi.  PAIRTY;     May  I  say.  Sir  Joseph,   that  it  is  almost 
impossible  to  get  it  to  an  exact  figure?        There  must  be  a 
little  give  and  take  each  year.      We  try  to  opepate  as 
closely  as  possible  to  the  sepvice  at  cost  plan,  and  if 
there  is  a  fraction  of  one  per  cent  one  way  or  the  other 
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this  is  the  closest  vire  can  get  to  it. 

SIR  JOSEPH  FLAVELLE:     .out  it  accumulated  f 5, 000, 000. 

MR.  PAIRTY;     Not  of  surplus,  no.       Those  are  invested 
reserves,       I  think  we  accept  the  principle  follov/ed  by 
every  public  utility,  that  of  reinvesting  our  reserves  in 
the  plant, 

SIR  JOSEPH  P^LAVSLLEs     You  are  not  speaking  of  depre- 
ciation reserves? 

MR.  FAIRTY s     Depreciation  and  other  reserves. 
SIR  JOSEPH  FLAVELLE;     What  is  the  nature  of  the 

other  reserves? 

MP;:.  PAIRTY;     There  is  the  reserve  for  injuries  and 
damages^  for  example,  and  a  reserve  for  stabilization  of 
fares.      Mr.  Patten  can  explain  in  more  detail,  if  you  wish, 
the  various  reserves. 

SIR  JOSEPH  PLuVELLE;     I  was  just  curious  to  know 
vi/here  you  got  that  surplus. 

MR.  PaIRTY^     The  capital  reserve  of  the  Commission 
is  set  out  in  our  Exhibit  2        replacements,  exchange  and 
redemption  of  debentures,  sinking  fund,  redemption  of  serial 
debentures,  and  operating  reserves. 

SIR  JOSEPH  PLaVELLE:     In  figuring  your  cost  you 

include  replacements  and  pass  that  on  to  a  reserve  account? 

MR,  PAlRTYj     Oh  yes.       ^t  was  only  a  year  ago  that 
we  were  subjected,  to  substantial  criticism  for  having  too 
large  reserves.      I  do  not  hear  that  criticism  so  much  just 
now . 

COMMISSIONER  LE1\M:     With  regard  to  the  Gray  Coach 
Lines,  the  Toronto  Transportation  Commission  holds  the 
stock  of  that  limite-:'  liability  company? 
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MR.  PAIRTY ^     All  the  stock,  yes. 

COMMISSIONER  LEMAN :     And  then  you  qualify  a  certain 
number  of  directors? 

MR.  PAIRTY;     Those  who  are  on  the  hoard  hold  one 
share     ipiecp.     for  qualifying  purposes, 
(e)  Perry  Service: 

The  Commission  also  operates  for  the  city  of  Toronto 
a  paissenger  and  freight  ferry  service  from  the  mainland  to 
the  Toronto  Island,  which  in  1931  carried  2,172,558  passen- 
gers. 

III.  HISTORICAL 
The  changes  in  long  distance  transportation  over  the 
past  hundred  years,  which  are  familiar  to  all  interested  in 
transportation  history,  have  been  more  or  less  paralleled 
by  the  changes  in  the  urban,   suburban  and  interurban  traf- 
fic which  the  Commission  has  developed.       During  the  early 
years  of  the  last  century  in  Ontario   (Upper  Canada)  the 
bulk  of  traffic,  both  freight  and  passenger,  was  moved  by 
water.      With,  the  development  of  highways,  however, 
passenger  traffic  was  diverted  largely  to  the  otage  coach. 
By  1841  there  were  6,000  miles  of  post  roads  in  the  pro- 
vince, on  most  of  v^hich  regular  stage  coacb  routes  were 
operated.       These  post  routes  ultimately  were  extended 
from  Toronto  to  Montreal,  the  journey  between  the  two 
cities  ordinarily  being  made  in  four  and  a  half  days, 
although  It  is  reputed  that  William  Weller,  a  stage  coach 
proprietor,  once  drove  Lord  .Sydenham  from  Toronto  to 
Montreal  by  means  of  successive  relays  of  horses  in  26 
hour  s , 
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Commencing  in  1853  the  construction  of  steam  rail- 
ways gradually  forced  the   stage  coach  out  of  existence. 
The  extinction  of  the  coach  as  a  passenger  carrier  was 
not  immediate,  as  for  some  decades  it  continued  to  handle 
a  remnant  of  local  traffic,  hut  the  last  known  coach  sur- 
vivor in  the  Toronto  district  --  a  line  operating  from 
Toronto  to  Richmond  Hill        finally  disappeared  in  1896, 
During  the  intermediate  period  "between  the  disappearance 
of  the  stage  coach  and  the  appearance  of  the  motor  vehicle, 
a  considerable  volume  of  local  and  interurban  traffic  was 
carried  by  electric  lines  locally  known  as  "radials" 
hut  in  Toronto  district  and  areas  contiguous  thereto 
electric  interurban  lines  now  have  been  entirely  supplanted 
by  motorized  services  using  the  highways. 

From  this  brief  review  it  will  be  seen  that  the  re- 
markable development  of  motor  vehicle  travel  during  the 
past  twenty  years,  and  the  consequent  transfer  of  an 
increasing  volume  of  passenger  traffic  from  the  steam  rail- 
way       to  the  private  motor  vehicle  operating  on  the  high- 
way has  an  historical  parallel  in  the  ousting  of  the  stage 
coach  by  the  steam,  railways. 

V^ithm  the  city  area  proper  the  first  passenger 
comm.on  carrier  was  the  horse-drawn  omnibus.       This  was 
superseded  in  1861  by  a  street  railway  which  utilized  the 
horse  car.      Horse  cars  in  turn  were  replaced  by  electric 
cars  in  1892.       Since  1921  the  electric  services  within 
the  city  have  been  supplemented  by  bus  and  coach  services. 

For  a  brief  period  between  1884  and  1891  horse  cars 
were  used  in  a  suburban  service  on  Yonge  street^  just 
north  of  the  then  city  limits,  but  since  the  latter  year 
suburban  traffic  has  been  handled  largely  by  electric 
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lines  J,  these,  as  in  the  case  of  the  city  services,  having 
been  supplemented  by  motor  bus  services  during  recent 
years. 

The  effect  of  motor  vehicle  com.petition  has  been 
most  marked  in  the  case  of  interurban  electric  services, 
which  in  the  Toronto  district  and  adjacent  areas  date  back 
to  1891.       Passenger  services  on  all  of  the  electric 
interurban  lines  formerly  radiating  from  the  city  have 
now  been  di  scontmued,  the  last  interurban  line  to 
operate  being  the  Toronto  Suburban  Railway  between 
Toronto  and  Guelph,  a  distance  of  50  miles,  which  ceased 
operation  on  August  15th,  1931. 
That,  I  may  say,  was  a  subsidiary  of  the  C.ll.R. 

All  of  the  former  interurban  electric  railways  entering 
Toronto  have  been  replaced  by  motor  coach  services. 

The  transport  facilities  now  provided  by  the  Com- 
mission constitute  an  examule  of  the  coordination  of  all 
three  types  of  services        urban,   suburban  and  interurban 
--  based  on  a  natural  adjustment  to  evolutionary  trans- 
portation trends  of  the  past  decade. 

IV.     CITY  SERVICES  AND  MOTOR  VEHICLE 
COMPETITION 

In  common  with  the  experience  of  all  other  passenger 
carriers  using  a  fixed  right  of  way,  the  operating  re- 
sults of  the  Commission's  street  railway  system  during 
the  past  ten  years  reflect  very  definitely  the  increasing 
ufte  of  the  private  motor  car.      Since  1920  passenger 
automobiles  registered  in  the  city  of  Toronto  have  in- 
creased from  26,798  to  approximately  100,000.      The  trend 
of  passenger  automobile  ownership  in  relation  to  popula- 
tion is  indicated  by  the  index,   "Persons  per  automobile". 
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which  dropped  from  19.2  in  1920  to  6.2V  in  1931.  The 
effect  on  street  railway  traffic  of  increased  use  of 
.  private  motor  oars  is  clearly  indicated  by  the  index 
figure  of  street  car  rides  per  capita  per  annum.  In 
1922,  the  first  complete  year  of  operation  by  the  Com- 
mission, this  index  stood  at  354*       By  1930  it  had 
fallen  to  312,  and  in  1931  it   stood  at  283. 

GOMVLlSSIOlAIEU  LEMN;     Of  course  there  might  be  a 
question  of  business  conditions  that  would  affect  that. 

MR.  PAIRTY;     We  deal  with  that  in  the  next  sentence., 

sir , 

Adverse  economic  conditions  are  reflected  in  the 
figures  for  1930  and  1931,  but  the  same  cannot  be  said 
of  the  result  for  1929,  during  ¥/hich  year  street  car 
rides  per  capita  y^rere  330.      Detailed  figures  covering 
the  results  for  the  initial  and  concluding  years  of  the 
period  mentioned  are  set  out  m  the  following  tables 


Year 

Revenue 
Pas  senger s 
Carried 

Population 
of  City  of 
Toronto 

Rides  per 
Capita 
per  year 

Passenger 
Aut  omo - 
bi  le  s 

Regi  stered 

Persons 
per 
Auto- 
mobile 

1922 

18V, 145, 261 

529,083 

354 

3V,204 

14.3 

1929 

200,205,403-; 

r  606, 3V0 

330 

96,588 

S.3 

1930 

193,861,981-: 

:  621,596 

312 

99,269 

6.3 

1931 

IVV, 590,000-; 

-  62V, 231 

283 

100,000(esti 

-  6.2V 

mated ) 


-"-Excluding  passengers  carried  beyond  city  limits. 
The  decline  m  the  rides  per  capita  of  the  street 
railway  s^/stem,  while  not  as  great  as  in  other  cities  of 
comparable  size  on  the  continent,  was  nevertheless  a  seriou 
problem  for  the  Commission.      Various  measures  were  adopted 
to  meet  the  situation.     Utilization  of  the  most  modern  type 
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of  rolling  stock  and.  modern  track  construction  resulted 
in  a  material  increase  in  the  speed  of  operation.  Fre- 
quency of  service  was  increased.       Considering  comparable 
cities,  Toronto  has  the  most  frequent  rstreet  car  service 
in  North  America. 

MR.  HARVEY;     With  regard  to   the  expression  "most 
frequent  service,"  that  means  car  miles  per  track  mile  per 
annum,  which  is  a  figure  we  get  through  our  Association, 
of  course.     That  does  not  mean  that  some  cities  might  not 
have  one  route  that  is  more  frequent  than  other  routes  we 
have,  hut  on  the  average,  for  the  city  system.,  we  have  more 

car  miles  per  track  m.ile  per  annum  than  any  other  similar 
system. 

COMMISSIONER  lEMAN;     That  is,  you  have  consider- 
ably improved  your  efficiency. 

Mi,  HARVEY;     Yes,   that  is  right,  Mr.  Leman. 

COIMISSIONER  LEMiVNj     Taking  care  of  your  inter- 
sections, regulation  of  traffic,  and  various  other  features 
of  that  character. 

Ml.  HARVEY:     Yes,  and  we  have  speeded  up  the  ser- 
vice considerably  during  the  past  few  years. 
FAIRTY; 

Patronage  of  the  street  railway  also  has  been  encouraged 
by  the  maintenance  of  the  lowest  rate  of  fare  in  any  com- 
parable city  on  the  continent,  the  average  fare  collected 
on  the  City  System  being  6,15  cents  as  compared  with  an 
average  fare  of  7»83  cents  in  all.  North  American  cities 
of  more  than  50,000  population.      Still  another  factor 
favourable  to  the  maintenance  of  traffic  voliune  is  the 
universal  fare  with  free  transfer  privileges  covering  the 


• 
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whole  of  the  urban  area  --  35  square  miles. 

The  lo'w  rate  of  fare  in  effect  would  not  be  possible 
if  the  Corainission  had  not  made  use  of  the  motor  bus  for  the 
handling  of  low  density  traffic. 


(Page  1735  follows) 
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LORD  ASIII^'IELD:  Do  you  deal  with  the  average  speed  on 

your  system? 

MR.  HARVEY:   It  is  9.9  miles  per  hour » 
COMMISSIONER  LEMAH:  Are  the  fares  lower  than  in 

Montreal? 

MR.  HARVJiiY:  Slightly,     The  average  is  lov-rer  because 
of  our  lower  children's  rate.     Our  chJ-ldren's  rate  is  only 
ten  tickets  for  a  quart'sr, 

COMMISSIONER  LEMAN:   It  is  eight  in  Montreal, 

MR-  HARVEY:  Haven't  you  scholars  tickets?    There  are 
no  tickets  available  for  children  in  Montreal =     We  have  a 
scholar  rate  of  seven  ticketa  for  a  qLiarter» 

G0]\1MISSI0HER  LEMAIT ;  There  v/ould  not  he  very  much 
difference? 

l-fR.  HARVEY:  Only  in  the  second  decimal  place. 

COB/iMISSIOH  LEMAH:  How  ahout  the  density  of  traffic? 

MR.  HARVEY:  Montreal  has  a  higher  density  than  we 
have.  Our  density  now  runs  6t,9|  whereas  theirs I  th3".nk;  is 
7 06  or  7. 

MR a  FAIRTY:  I  come  now,  Mro  Chairman,  to  section  5 
of  this  brief,  dealing  with  motor  bus  operation  in  the  city 
and  suburban  system^ 

From  its  inception  the  Comm-ission  was  confronted 
with  the  necessity  of  finding  some  economical  transportation 
p^gency  for  the  handling  of  the  low  density  traffic  origin- 
ating in  the  relatively  sparsely  populated  areas  on  the 
outer  rim  of  the  city.     Traffic  from  such  areas  was  not 
sufficient  to  warrant  the  construction  and  operation  of  street 
railway  lines,  yet  transportation  had  to  be  provided  for 
these  areas  if  the  development  cf  the  city  was  not  to  be 
throttled.     The  motor  bus  was  reco^piized  as  being  the  ideal 
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agency  to  meet  this  problem^     Accordingly,  the  commission 
adopted  the  policy?-  of  using  motor  buses  for  feeder  line 
service  on  'both  the  city  and  suburban  sy/stemso 

LORD  ASiiFnilLD:  v{hen  you  say  that  you  are  using  motor 
buses  as  feeders,  does  it  mean  that  tiiej  come  to  points  where 
passengers  change  from^  the  bus 

MR,  PAIRTY:   ^   To  the  tram, 

LORD  ASHPISLD:   Is  it  successful? 

MRo  FAIRTY:  7i"es^,  it  is  a  universal  fare  transfer 
from  red  bus  to  street  caro 

LORD  ASHPISLD:  The  people  do  not  object  to  that  trans- 
fer; they  do  not  prefer  to  have  the  bus  go  right  through? 

KR.  HAjRVEY:  Of  course  every  district  \¥ould  prefer  a 
through  route  if  you  could  afford  to  furnish  it.  Forty  per 
cent  of  our  people  transfer, 

IvIRo  PAIRTY;  We  did  experiment  v/lth  the  trolley  bus, 
but  we  found  the  m.otor  bus  more  satisf actory o 

Operating  experience  with  this  type  of  equipm.ent  was 
so  thoroughly  favorable  fi^om.  the  start  that  this  type  of 
service  has  seen  rapid  expansion  during  the  past  nine 
year  So     In  1922  passengers  carried  on  the  city  bus  system 
numbered  3^623,553 .     In  1931  the  total  stood  at  10,287,733, 
s.n  increase  duiring  the  nine  years  of  184  per  cent»  Bus 
route  miles  operated  on  the  cit3^  system  increased  from 
4.27  miles  dujring  the  initial  year  of  the  period  to  17.92 
m.iles  in  1931 » 

Improved  types  of  equipment  have  been  added  to  the 
motor  bus  services  as  traffic  demand  warranted,  and  today 
the  "motor  bus  routes  are  an  Integral  and  vital  part  of 
the  commission's  city  system,  services. 
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SIR  JOSEPH  PLAVELLE:  That  is  your  ten  cent  service 
with  free  transfer  to  cit^r  cars  ^ 

MRo  FAIRTY;  Yes „  We  always  prefer  to  call  it  our  six 
cent  service.     It  is  reall:>  only  visitors  to  the  city  who 
pay  the  ten  cent  fare. 

COMMISSIONER  LEMMI:  Do  you  take  tickets  on  the  hus? 

MR«  HARVEY:   Oh  yes,   it  is  a  free  transfer  from,  b^is 
to  tramway, 

C0M\fI3SI0NEi  LEMAN:  That  is  not  done  in  Montreal » 

MR«  HARVEY:  We  go  on  the  theory  that  we  are  ohligated 
to  give  reasonable  service  at  a  universal  fare  within  the 
whole  city  area;  therefore  we  have  to  give  a  free  transfer. 

COMMISSIONER  LOREE :   Just  what  had  you  in  mind  when 
you  said  you  had  experimented  with  the  trolley  bus? 

MRc  FAIRTY:  We  had  some  trolley  buses  in  1921. 

COMMISSIONER  LOREE:  Do  you  mean  with  wires  strung 
within  8  feet  of  the  curb? 

MR.  HARVEY:  Y-s,  negative  and  positive* 

COMMISSIONER  LOREE:  Did  you  find  it  satisfactory? 

MR.  HARVEY:  Not  at  the  time,  but  since  then  the  de- 
sign has  been  vastly  improved^ 

COMMISSION^;.  LOREE:  We  operated  a  street  railway 
system  in  the  Albany  district.     We  wanted  to  try  out  that 
type,  but  the  fire  department  objected  to  the  location  of  the 
wires  and  would  not  allow  us  to  install  them.- 

MRo  HARVEY»  The  cruising  range   of  the  trolley  bus 
is  much  greater  today  than  it  was  a  few  years  ago,   and  you 
can  get  your  trolley  line  in  the  centre  of  the  street* 

MR.  FAIRTY:  Mr.  Chairman,  from  now  on  would  you  per- 
mit Mr,  Harvey  to  continue  with  the  brief? 
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im  CHAIRMAN:  Yes, 

WRn  HAiiVEY:  Sect5.on  VI  deals  with  motor  vehicle 
and  interurban  services: 
(a)  Historical  — 

The  history  of  electric  interurban  lines  radiating 
from  Toronto  offers  an  example  of  the  complete  effacement 
of  the  "radial"  as  a  result  of  the  competition  of  the  pri- 
vate motor  car.     Motor  coach  services  are  sometimes  des- 
ignated as  the  cause  of  the  decline  in  radial  passenger 
traffic,  ■".ut  in  the  area  adjacent  to  Toronto  the  motor 
coach  was  not  a  factor. 

At  the  commencement  of  the  last  decade  the  Toronto 
area  was  served  by  tv/o  interurban  systems,  TorcTi  to  and 
York  Radial  Railv/ays  and  Toronto  Suburban  Railway.  The 
former  ¥/as  acqu_ired  in  1921  by  the  city  of  Toronto  in 
connection  with  the  pLirchase  of  certain  light  and  pov/er 
franchises,   and  the  service  was  discontinued  on  March  15, 
1930.       The  Toronto  Suburban  R'allway  discontinued  pas- 
senger service  on  August  15,   1931.     For  the  sake  of  clarity, 
figiu?es  quoted  here  are  confined  to  those  dealing  with  the 
Toronto  and  York  system,  whose  operating  experience  was 
typical  of  the  general  trend. 

At  the  peak  of  its  operation  the  Toronto  and  York 
system  operated  97 o2  miles  of  track,  its  principal  line 
reaching  Lake  Simcoe  on  the  north;,  and  two  shorter  lines 
reaching  l/est  Hill  on  the  east  and  Port  Credit  on  the  v/est. 
In  1921  the  systemi  carried  11,689,346  revenue  passengers, 
and  by  1928  revenue  passengers  carried  had  declined  to 
6,291,386.     Efforts  wore  made  to  operate  the  system  with 
greatly  reduced  service  during  1929  and  the  early  part  of 
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1930,  but  these  met  Yiltli  so  lilttle  success  that  on  March 
15th  of  the  latter  year  the  Interurban  Electric  RailY/ays 
were  abandoned  except  11,8  miles  of  track  v/hich  were  In- 
corporated in  the  suburban  system  operated  by  the  Toronto 
Commission.     The  abandonment  Involved  a  capital  loss  to 
the  city  of  Toronto  of  .|2, 350, 000, 
The  accompanying  graph  ~- 

Copies  of  this  graph,  Mr.  Chairman,  v/ill  be  filed  with  the 

brief. 

—  shows  the  trend  of  revenue  passengers  on  the  northern 

division  of  the  Toronto  and  Yorh  Electric  Interurban  Rail- 

vifays  as  compared  v/ith  passenger  automobile  registrations 

in  the  county  of  York  v/hich  includes  the  city  of  Toronto. 

The  graph  clearly  illustrates  a  definite  relation  betvi^een 

increasing  use  of  private  motor  cars  and  decreasing 

electric  interurban  passenger  traffic. 

(b)  Substitution  of  Motorized  Services  for  Electric 
Interurban  Services  ~~ 

Coincldent  v/ith  the  decline  in  electric  railway  pas- 
senger traffic,  due  to  the  private  passenger  automobile, 
there  developed  a  netvirork  of  independently  owned  motor 
bus  lines  reaching  beyond  the  zone  covered  by  the  electric 
lines  and  serving  areas  not  touched  by  themo     By  1927 
eighteen  independent  motor  bus  lines  were  operating  into 
the  heart  of  Toronto        moving  3,000,000  passengers  per 
year  over  city  streets  and  paralleling  the  commission's 
cit^r  and  suburban  services.     It  at  once  became  obvious 
that  v/ere  the  commission  to  abandon  the  increasing  volume 
of  this  profitable  class  of  transportation  to  outside 
Interests,  there  would  result  not  only  a  loss  in  revenue 
but  a  gradual  stifling  of  the  city  system. 
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• 


i 


-  1740  ~  Mr.  Harvey 

Mr,  Pairty 

Equally  serious  V'/as  the  fact  that  all  the  highway  en- 
trances to  the  city  were  under  the  control  of  transportation 
interests  over  v/hich  the  coimnission  had  no  jurisdiction, 
liad  such  control  been  allowed  to  continue,  the  ultimate 
result  v/ould  have  been  a  recurrence  of  the  condition  which 
prompted  the  city  to  acquire  a  street  railway  for  which  it 
had  to  pay  an  amount  largely  in  excess  of  the  value   of  its 
physical  assets »     It  is  estimated  that  the  acquisition  of 
transportation  franchise  rights  involved  in  the  varioLis 
purchases  necessary  to  remedy  the  chaotic  and  intolerable 
conditions  existing  in  1921  for  the   travelling  public  cost 
the  city  of  Toronto  ,f  13;,339,000  in  return  for  v/hich  the 
city  received  no  tangible  assets.     Had  the  commission  de- 
layed action  directed  toward  the  control  of  the  nev/  motor- 
ized services,  there  was  no  question  but  that  history 
would  repeat  itself  and  that  at  some  time  in  the  future  the 
commission  would  have  to  pay  much  larger  amounts  for  motor 
coach    franchises  than  were  actually  paid  when  such  ser- 
vices were  acquired  early  in  their  developments  Further- 
more, there  v/as  the  immiediate  factor  of  quality  of  service 
provided  by  the  then  existing  motor  coach  operators,  a 
considerable  proportion  of  v/hom  had  not  sufficient  finan- 
cial backing  to  enable  them  to  acquire  modern  equipment o 

Thus  on  five  main  counts  the  commJ-ssion  was  driven 
b^T-  the  logic  of  circumstances  to  participation  in  inter- 
urban  motor  coach  services         (1)  To  protect  its  invest- 
ment in  the  city  system  by  preventing  loss   of  revenue  due 
to  the  operations  of  independent  bus  operators  on  city 
streets o   (2)  To  prevent  control  of  the  city's  highway 
entrances  falling  permanently  into  the  hands  of  a  mornber 
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of  independent  operators  over  whom  the  commission  would 
have  no  control  or  jurisdiction,     (o)  To  forestall  creation 
of  burdensome  franchise  rights*   (4)  To  offset  electric 
interurban  losses  resulting  from  increased  use  of  the  pri- 
vate automobile.   (5)  To  provide  stable,   safe  and  adequate 
transportation  facilities  for  the  travelling  public  using 
the  highvi/ay  entrances  to  the  city. 

All  of  which  indicates  that  the  operation  by  the 
commission  at  the  present  time  of  its  existing  fleet  of 
interurban  motor  coaches  was  not  the  result  of  a  precon- 
ceived desire  on  the  part  of  the  commission  to  acqu.ire  a 
dominant  position  in  a  given  transportation  field,  but  was 
essentially  the  result  of  a  reasoned  adjustment  to  trans- 
portation trends  over  which  it  had  no  control. 
Vll.  Development  of  Gray  Coach  Lines ^ Limited o 
(a)  Historical  — 

The  first  motor  coach  services,  as  distinct  from  the 
motor  bus  services  operated  in  connection  v/ith  the  street 
railway  system^,  were  instituted  by  the  coimission  in  1925. 
In  that  year  the  cominission  acquired  the  assets  of  the  then 
existing  company  controlling  the  sightseeing  services  in 
the  city  and  proceeded  to  develop  a  fully  modernized  ser- 
vice of  this  type.     In  the  same  year  a  special  fare  motor 
coach  service,   separate  from  the  stre'";t  railv/ay  system,  was 
initiated  serving  certain  high  class  residential  districts 
in  the  city.     An  important  factor  entering  into  the  de- 
cision to  develop  this  new  service  was  the  fact  that  it 
enabled  utilization  of  coach  equipm.ent  not  used  in  the 
sightseeing  services  during  the  winter  months,  winter  being 
the  period  of  peak  demand  on  the  special  fare  service. 
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A  year  later,  in  response  to  the  demand  of  tourists  for  a 
motor  coach  service  to  the  Niagara  frontier,  a  provincial 
permit  was  secured  for  the  operation  of  a  motor  coach  route 
from  Toronto  to  Niagara  Falls.     In  May^  1927.  this  route 
was  extended  a  distance  of  21  miles  into  Buffalo = 

COMMISSIONIiiR  lEMAN:  ?/as  it  a  franchise  from  point  to 

poir  t  ? 

MFU  HMVr-iY:   It  was  point  to  point  at  that  time.  Sub- 
sequently we  acquired  a  permit  from  here  to  Hamilton,  ?/hich 
gave  us  local  privileges  on  that  section  of  the  run.     When  I 
say  "point  to  pointy,"  that  means  we  can  pick  up  a  passenger 
anyif'/here  between  Toronto  and  Hamilton  an.d  drop  him  anyv/here 
the  other  side  of  Hamilton;  but  v/e  cannot  do  local  business  on 
the  part  running  between  Hamilton  and  Niagara  Falls,  nor  do  we 
wish  to  do  so  because  it  interferes  v/ith  the  through  coach. 

COMFilSSIONER  LEMAN:  But  there  is  a  franchise  for  local 
business  ? 

MR.  tIARVEY:  In  the  hands  of  the  company  that  operated 
the  Hamilton  Street  'iailvifay,. 

By  the  early  summer  of  1927  the  commission's  investment 
in  m.otor  coach  services  had  reached  a  total  of  approximately 
|;l,000,000,  and  it  was  deemed  wise  to  segregate  the  coach 
operation  from  the  city  system.     Accordingly,   G-ray  Coach 
Lines,  Limited,  was  incorporated  on  June  28th, 1927,  with 
an  authorized  capitalization  of  ;|l,000,000o     The  share 
capital  was  issu.od  in  the  name  of  the  Toronto  Transpor- 
tation Commission,  and  in.  return  the  commission  transferred 
its  investment  in  all  the  motor  coach  services  then  imder 
its  control  to  the  new  subsidiary  company. 


♦ 
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(b)  Reasons  for  the  Setting  up  of  a  Subsidiary  Company — 

These  may  be  briefly  stated  as  follows  --(1)  For 
accounting  purposes.     The  creation  of  a  subsidiary  com- 
pany definitely  separated  its  accounts  from  those  of  the 
commission's  other  services.   (2)  For  the  segregation  of 
operating  results,   (3)  It  permitted  the  corn-mission  to  take 
advantage  of  the  use  of  the  name  — "Gray  Line" — ■  of  dis- 
tinct value  for  publicity  purposes. 

(c)  Administration  of  Gray  Coach  Lines,  Limited  — 

The  board   of  directors  of  Gray  Coach  Lines,  Limited, 
is  com^posed  of  the  three  commissioners,  the  general  manager, 
the  comptroller,  the  secretary  and  the  general  counsel  of 
the  Toronto  Transportation  Commission,  the  chairman  of  the 
commission  being  chairman  of  the  board  and  the  general 
manager  of  the  commission  being  presidents     The  operating 
personnel  of  Gray  Coach  Lines,  Lim.ited,  is  entirely 
commission  personnel  which  enables  the  company  to  ope'-ate 
on  the  basis  of  a  low  adm-inistrative  overhead  and  further 
enables  close  coordination  with  the  city  system. 

COMMISSIONER  WlilBSTER:  Who  is  Gray? 

MRc  HARVEY:  It  is  just  a  trade  name*     There  is  no 
man  by  the  name  of  Gray  connected  with  the  title, 

COMAISSIONEK  LEMAW:   It  is  the  colour  of  the  coaches. 

MRo  HARVEY:  Yes.     V/e  paint  our  coaches  gray  with  a 
green  line  around  them. 

(d)  Comparative  Income  Account  Statement,  Gray  Coach 
Lines,  Limited. 

The  follov/ing  is  a  statement  of  the  revenue  and 

expenditures  of  Gray  Coach  Lines,  Lii'nitedj,  for  the  years 

1927-1930  inclusive'.— 
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Revenue  and  Expenditure  Accouint  —  G-ray  Coach 

Lines,  Limited, 

Revenue:  1927  1928  1929  .  1930 

Earnings 
from 

passengers         #567,337,53     |815,285.21  $1,234,936.35  |l, 285, 654, 53 

Earnings 
from 

Launches     3,151*58  5,608.07 

Other 

Income  3, 656,70        24,759,64          40,345.74  30,813c91 


$570,994o23     |840,044.85  |l, 278, 433, 67  $1,322,076.51 

Operating  Expenses: 

Operation, 
Repairs, 

Taxes  |418,653c75     #587,951.53  #     937,663o43  #  973,653.37 


#152,340.48     #252,093,32  #     340,770,24  #  348,423.14 

Ilet  Income: 

Appropriated  as 
Follows: 

Interest  and 

dividends  to  '  ' 

T.ToC.  at  5^     #  42,098e20     #  50,000.00  #      59,941.08  |  61,108.47 

For  deprecia- 
tion reserve  99,809.92      151,351.78        210,512.08  227,496,72 

For  doubtful 

^■e'bts  3,700.00          1,000.00  1,029,86  750, Ci^ 

For  Contin- 
gencies 3,000.00          2,000,00  5,000,00   


For  unredeemed 

tickets    1,400,00 


For  in  3  ur  3.  e  s  and 

damages                                            42,020.39  55,798,12  48,818,53 

For  surplus 

account"                  3,732.36          4,321.15  8,489.10  10,249.42 
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You  will  observe  that  v/e  are  -improving  our  earnings.  We 
have  set  up  quite  a  substantial  reserve  for  depreciation.  I 
think  generally  it  is  a  healthy  statement;  it  shov/s  consis- 
tent growth. 

COMMISSIONER  LEMAN:  Who  fTjrnishes  the  capital  for 
any  increase  of  Gray  Coach  lines?  Would  that  come   out  of  the 
city  of  Toronto  itself? 

MR.  PIARVEY:  rTo «  The  com:mission  made  an  investment 
of  31,000,000  in  June,  1927 »     The  assets  of  Gray  Coach  Lines 
are  now  approxmately  $2,000,000,  the  increase  in  aasets 
having  been  brought  about  through  the  investment  of  reserves. 

COMMISSIONER  LEMAN;  To  meet  further  requirements?  ' 

MRo  HARVEY;  As  the  business  is  now,  Mr.  Leman,  we 
shall  just  continue  to  invest  our  accumulated  reserves  for 
extensions  and  reneivals. 

COMMISSIONER  LEMAN:  But  you  would  not  call  upon  the 
city  for  any  financing  of  Gray  Coach  Lines? 

MR.  HARVEY:  No.     The  city  has  never  put  a  dollar  in 
the  coach  lines o 

SIR  JOSEPH  FLAVELLE:  Where  are  you  getting  your 

reserves? 

MR»  HAR.W:Y:  From_  the  s^^stem, 

COMMISSIONER.  LEMAN:  The  city  put  some  investment 
into  Gray  Coach  Lines? 

MR.  HARVEY:  NOo   The  city  sold  bonds  to  raise  the 
money  to  acquire  the  Toronto  Railway  system  and  permit  us 
to  extend  snd  rehabilitate  it,    7/e  are  paying  off  those 
bonds        they  are  serial        through  interest  and  sinking 
fund,  and  any  extensions  over  and  above  those  v/hich  they 
gave  us  come    from  our  reserves,  not  fromi  the  city  of  Toronto. 
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C0MMIS3I0N3R  LEMAl :  But  is  there  not  a  limit  beyond 
v/hicii  you  could  not  invest  the  reserves  of  the  Toronto  Trans- 
portation Commission  in  Gray  Coach  Lines? 

MR,  HAKVET:   Only  our  business  judgment  <, 

COMMISSIONER  L:SMAN:  There  is  no  legal  limit? 

MR.  HARVjiiY:  lIo« 

COMMISSIONER  lEMAN:  So  you  could  invest,  three, 
four  or  five  million  dollars  in  Gray  Coach  Lines  if  you  cared 
to  do  so? 

MRo  HAxiVhY:  We  could ^  but  it  is  quite  apparent  that 
that  never  would  be  the  case,  because  we  are  only  inters -ted 
in  the  busjjiess  radiating  out  of  Toronto,  and  v/e  now  handle 
from  85  to  90  per  cent  of  it „ 

COMMISSIONER  LEMAN:  But  you  are  radiating  pretty 
far  out  -~  to  Niagara  a 

MR»  HARVEY:  If  the  Falls  were  not  there  we  would 
not  be  there.     It  is  a  peculiar  case.     It  is  a  tourist  centre 
and  most  American  tourists  coming  into  this  section  of  Can- 
ada enter  at  that  point, 

COMMISSIONER  LEMAN:  How  far  west  do  you  radiate? 

MR.  HARVEY:  To  Brantford,  which  is  about  75  m.iles. 
We  do  operate  for  another  company, in  which  we  have  no  finan- 
cial interest,  from  Toronto  to  Detroit,    V^/e  are  merely  oper- 
ators on  a  unit-per-mile  basis. 

LORD  ASHPIELD:  Does  it  pay? 

MR.  KARVEY:  Not  that  particular  line,  but  I  think 
it  will  in  time. 

COMMISSIONER  LOREE:  Am  I  right  in  interpreting 
these  figures  to  m_ean  that  after  four  years  of  experience 
on  an  investment  of  o:';!, 000, 000  you  are  mEiking  about  1  per 
cent  nrofit? 
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MR,  HARVEY:   If  you  v^ish  todo  it  that  way,  Mr.  Loree. 
As  Mr,  Fairty  explained,  we  operate  at  cost.     Now,  you  cannot 
operate  exactly  at  costo     V/e  have  always  shown  a  small  sur- 
plus both  in  the  operation  of  the  street  railway  and  of  the 
Gray  Coach  Lines, 

COMMISSIOHER  LOREE:  You  would  not  invite  a  private 
enterprise  to  go  into  it  on  that  showing? 

MR,  HAPlVEY:  l''/e  are  paying  5  per  cent  on  the  money 
invested,  we  are  setting  up  substantial  reserves  and  taking 
care  of  our  expansion »     We  have  doubled  our  assets  in  four 
years.     We  are  amortizing  in  the  tangible  assets, 

COMMISSIONER  Li3MAN:  There  is  not  any  profit  over 
a.nd  above  the  remuneration  of  the  capital o 

SIR  JOSEPH  PLAVELLE:  The  million  dollar  share 
capital  of  G-t'a^'-  Coach  Lines  was  issued  to  the  Toronto  Trans- 
portation Cominission,  and  upon  that    you  pay  a  5  per  cent 
dividend? 

MR»  HARVEY:  Yes. 

THE  CHAIRMAH:  You  exchanged  those  shares  for 
buses  and  so  on. 

MRo  HARVEY:  Yes,  that  is  true°   that  money  v^ras  put 
into  buses  and  so  on, 

LOPtD  ASHPIELD:  After  paying  5  per  cent  on  all  the 
money  invested  and  providing  for  depreciation  you  have  a 
surplus . 

MR.  HARVEY:  Yes. 

LORD  A.3PFIELD:  You  make  S  per  cent  ■.•n  the  m.oneyo 
MRo  HAxiVEY:  Yes, 

MR,  FAIRTY:  But  we  have  not  tried  to  do  anything 

else. 
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COMMISSIONER  LOfiES:  Gould  jov.  raise  your  fares  if 

you  V'/ere  not  running  at  cost? 

MRo  HARVEY:  Yes,  with  the  approval  of  the  provincial 
government , 

COMMISSIONER  LOREE :  And  not  lose  the  lousiness? 

MR»  HARVEY:  I  do  not  think  so  "because  later  on  in 
this  brief  our  people  say  they  are  riding  with  us  Dy  reason 
of  the  added  convenience o     We  point  that  out  later  on. 

This  map  sho¥/s  our  systemo     Osha¥/a  is  only  32 
miles  from  Toronto^  Uxbridge  is  35. 

SIxl  JOSEPH  FLAVSLLE:  You  vim  to  Oshawa? 

MR.  HARVEY:  Yes,  we  supply  an  hourly  service  be- 
tween Toronto  and  Oshawa;  betv/een  Torcnto  and  Hamilton,  42 
miles,  we  ra,alce  four  trips  a  day;   out  of  Niagara  Falls  to 
Buffalo  is  another  route;  this  route  to  Shelburne  is  between 
60  and  70  miles  in  length, 

SIR  JOSEPH  FLAVELLE:  Do  you  go  north  to  Midland? 

MR.  HARVEY;  We  go  north  to  Midland  and  Penetang, 
and  in  sumraer  we  operate  through  to  Colling'^/ood  because  there 
is  a  very  popular  sTjiumer  resort  at  that  end  of  Georgian  Bay. 
Then  we  operate  to  Barrie  and  Orillia;   and  in  the  summer 
m.onths  we  extend  our  service  north  into  the  Muskoka  District. 
We  also  operate  north  through  Newms.rket  to  Sutton,  a  service 
formerly    operated  by  the  Interurban  Electric  Railway  which 
we  control. 

SIR  JOSEPH  PLAVELLE;  You  have  included  in  your 
cost,  of  covxse,  the  amount  3^ou  pay  to  the  provincial  govern- 
ment ? 

MRo  HARVEY:  Yes,  we  ¥7ill  come  to  that,  Sir  Joseph. 
But,  Mr.  Loree  I  would  say  it  is  a  profitable  business. 
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COMMISSIONEPi  LOREE:  Yi/e  have  been  asking  government 
officials  and  people  v/lio  operate  buses,  but  up-to-date  we 
have  not  found  any  bus  lines  that  are  paying  a  dividend. 

MR,  EAri^'hil:  You  seO;,  in  our  case  v/e  are  publicly 
o^vned  and  there  is  absolutely  no  sense  in  our  shov/ing  a 
fifty  or  sixty  thousand  dollar  surplus;   there  is  nothing  for 
us  to  do  but  put  the  money  back  in  the  business  —  either  in- 
crease the  assets  or  improve  the  service □ 

C0MB/II3SI0NER  LEMM:  If  these  Gray  Coach  Lines  were 
operated  as  a  separate  entity,  would  not  your  overhead 
charges  and  ^rour  general  administration  expenses  be  materially 
higher;  in  other  words,  does  not  the  Transportation  Commission 
absorb  a  good  deal  of  the  overhead  that  v/ould  have  to  be 
taken  care  of  otherwise  if  this  was  an  entirely  separate  en- 
tity? 

MR.  HARVEY:  No^  absolutely  not, 
COMMISSIONER  LEMAN:  You  share  the  expenses  of 
management  and  direction? 

MR«  HAiiT'.LY:  Yes,  Gr;ay  Coach  Lines  pay  part   of  ray 

salary. 

'     LOP{D  ASHD'lELD:  Mr.  Harvey,  I  think  we  might  try 
to  clear  up  this  point  a  little  further.     Your  experience 
and  very  v/ide  knowledge  should  be  ver^r  helpful  to  us  in  doing 
so.     The  fina.ncial  result  of  your  operation  of  motor  coach 
services  is  profitable? 

MR,  HARVEY:  Yes. 

LORD  ASHFIELD:  Is  that  due  to  the  fact  that  all 
of  these  services  v/hich  you  operate  are  controlled  by  an 
an;.thorit7/  Y.h.ich  alone  has  the  right  to  operate  the  services 
over  these  routes  without  competition,   that  you  in  effect 
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have  a  monopoly  of  these  services,  and  therefore  are  able  to 
regulate  them  according  to  the  demand? 
MR.  HAEVEY:  Yes. 

LORD  /vSHPILJLD:  And  that  in  other  instances  in  the 
Dominion  there  is  still  to  be  established  some  regulative 
authority  v/hich  would  bring  order  out  of  chaos  and  possibly 
have  the  effect,  through  an  adjustment  of  services  in  relation 
to  the  needs  of  the  people,  of  placing  those  services  upon  a 
different  financial  basis  from  that  which  e:':ists  today  o¥/ing, 
as  I  have  said,  to  the  absence  of  a  regulating  and  controlling 
authority? 

MRo  HMVSY:  That  is  perfectly  correct,  my  Lord.  If 
our  services  were  not  regulated  and  fly-by-night  operator-s  or 
other  people  who  do  not  know  hov/  to  keep  their  accouts  v/ere 
permitted  to  come  in  and  compete  with  us,  we  could  not  last. 
It  has  to  be  a  regulated  utility  and  a  monopoly  because 
there  is  insufficient  business  on  any  of  these  routes  over 
which  we  operate  for  two  people,  and  the  public  get  the  best 
service  hj  reason  of  the  fact  that  it  is  a  regulated  monopoly. 
Further        and  I  vifill  come  to  it  later  on  --  I  do  not  thi-nk 
anybody  else  could  operate  these  services  as  cheaply  as  we 
do  because  of  the  diversity  of  our  uses  for  motorized  equip- 
ment . 

COMMISSIONER  LOREE:  In  other  words,  your  conclusion 
is  that  the  miOtor  bus  service  does  not  prove  an  attractive 
field  for  private  enterprise? 

MR.  KAfiVEY:  Unless  highly  regulated.. 

COMMISSIONER  LORES:   Of  v^hich  there  seems  no  pros- 
pect. 

MR.  HARVEY:   I  am_  speaking  only  from  our  own 
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experience . 

COMMISSIONER  Wi.;BSTEH:  And  a  monopoly, 
Mxi.  KARVSY:  As  I  say,  I  am  speaking  from  our  own 
experience.     There  may  'be  routes  betv/een  certain  cities  v/hicla 
may  justify  two  or  three  operators,  hut  in  our  case  none  of 
our  routes  will  justify  more  than  one  operator. 

SIR  JOSEPH  FLAy:LLlJi:  Take  the  Montreal  serviceo 
coming  to  Torcmto;  will  they  pick  up  passengers  'between 
Oshawa  and  Toronto? 

MR.  HARTO  :  Ho.     Westbound  into  Toronto  the 
Montreal  —  I  would  sooner  refer  to  Oollacutt,     He  cannot 
pick  up  a  passenger  after  he  pasnes  a  point  one  mile  east  of 
the  east  city  limits  of  Oshawa;  then  he  must  run  through. 
Similarly,   leaving  Toronto  eastbonjid  he  cannot  drop  a  pas- 
senger until  he  is  a  m.ile  east  of  the  east  limits  of  Oshawa. 

LORD  ASHTTRLD-  Mr.  Harvey,   I  will  not  develop  this 
question  of  monopoly  if  you  are  going  to  deal  with  it  later  on 
in  your  brief. 

MR.  KAnVEY:   In  part  I  shall  do  so. 

COMMISSIONER  LSMAN :   Is  the  division  of  overhead 
expenses  based  on  the  volimie  of  business? 

Mb,  HARVEY:  No,  on  the  direct  use  of  plant  or  "oer- 
sonal  services;  that  is,  our  garages  are  divided  between  Gray 
Line  and  city  services  according  to  the  amoimt  of  equipment 
used  there. 

Final  retr.rns  for  the  year  1931  are  not  3ret  avail- 
able, but  the  operating  results  for  the  twelve  month  per- 
iod can  oe  stated  approximately  as  follows: 
Cross  Revenue.  .  |l,117,425  „00 

Operating  Expenses  ,  799,633.97 
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ITet  Income  ■  available  for  Interest, 
Dividend,  Depreciation,  Reserve  and 

Surplus  Account  ,.....».<..  o  317,791,05 

The  revenue  figures  cited  reflect  ':'otli  a  rapidly 
increasing  patronage  and  extension  of  the  services  oper- 
ated cPuring  the  five  year  period  since  the  Company's  in- 
ception.    It  \Yill  be  noted  that  gross  revenue  rose  from 
$570,994  in  1927  to  a  peak  in  1930  of  |l, 322, 076,  The 
decline  in  revenue  as  between  1930  and  1931  was  due  pri**-  _ 
m.arily  to  general  business  conditions  and  compares  very  . 
favourably  with  the  corresponding  decline  reported  by 
other  transportation  agencies  for  the  same  period.  Oper- 
ating expenses  were  reduced  from  .|973,653  in  1930  to 
q|799,633  in  1931 «     As  a  resud-t,  net  income  for  1931  was 
|317,791  as  compared  with  |348,423  in  1930  —  a  reduction 
of  8' ,8  per  cent. 

Exeonination  of  the  distribu.tion  of  net  income  for 
the  several  years  reveals  the  soi^nd  financial  practice 
followed  by  the  company.     Interest  and  dividends  include 
an  annual  dividend  of  5  per  cent  on  the  capital  stock  held 
by  the  Transportation  Gomm.isffl.  on.     Appropriations  for  de- 
preciation provide  for  a  writing  off  of  franchise  values 
over  a  15  year  period,  as  well  as  for  replacement  of  oper- 
ating equipment.     Inasmuch  as  it  is  reasonable  to  assume 
an  appreciation  in  franchise  values  as  the  density  in 
population  and  traffic  increases,  their  writing  down  as 
indicated  reflects  an  extremely  conservative  policy. 
Physical  depreciation  is  assessed  at  6 .,45  cents  per  coach 
mile  per  year.    The  corresponding  figure  for  some  fifty 
of  the  largest  motor  coach  operating  companies  reporting 
to  the  American  Electric  Railway  Association,  with  one 
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exception,  ranges  from  2,5  cents  to  5  cents.     The  coach 
life  of  new  vehicles  is  est Imaterl  at  not  more  than  260,000 
miles . 

COMMISSIONER  l^lilMANj  Is  not  that  very  higli? 

MR.  HARVEY;  '"!e  have  over  that  now,  sir. 

COMMISSIOKEK  LBMAN:  From  actual  e:<perience? 

MR.  HARVEY?  Yea,  sir. 
The  fact  that  the  compna^rtg  services  are  operated  at  cost 
is  indicated  hy  the  extent  of  the  operating  surpluses  for 
the  several  years,  the  amount  in  no  case  having  exceeded 
|10,249. 

COMMISSIONEli  LORES:  Do  you  figure  the  life  of  a  coach 
at  260,000  miles? 

MR,  HARVEY:  Yes. 

GOIMISSIONER  LORES:   I  was  comparing  it  with  our 
locomotive  experience ,     We  have  engines  rimning  200,000 
miles  "between  shoppings        overhaulings  o 

MR.  HARVEY:  Our  coach  overhaul  is  30,000  miles  as 
a  general  average;  our  street  car  average  is  60,000  miles. 

COMMISSI OHER  LOREE :   Please  understand,  I  have  nothing 
against  coach  operation.     But  I  sxa  V'/ondering  whether  we  are 
not  deluding  ourselves  with  regard  to  it. 

MR.  HAIWEY:  ViEell,  ours  has  been  successful,  Mr,  Loree. 

COMMISSIONER  LORES:  You  have  heen  earning  5  per  cent 
on  your  investments 

MRo  HARVEY:  We  will  have  earned  more  than  that. 

COMMISSIOHER  LORES:   In  1931? 

MR,  HMIVEY:  I  think  so,  Mr,  Patten,  would  it  not  be 
5  per  cent  plus  surplus? 

MR.  Ho  C.  PATTEH( Comptroller,  Toronto  Transportation 
Commission):  V^e  will  have  earned  6  per  cent,  Mr,  Loree, 
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COIAMISSIONSR  LOSEE:  In  1930    you  had  a  surplus  of 
|348,000;  now  it  lias  dropped  to  |olV^OOO  —  a  difference  of 
1 .3 1,000;  you  had  a  surplus  of  |10,000  the  year  before :  So  you 
must  have  a  def5.cit  this  year, 

MR.   PATTEN:   Provided  that  the  same  amount  of  re- 
serves is  required  this  year;  which  is  not  the  case. 

GOMMIoSIONRR  LOREE:  Of  course,  if  you  are  going  to 
adjust  those  hack  end  forth  you  can  make  your  figures  shov/ 
just  \r/hat  you  ^/ant  them  to  show. 

MR.   PATTEN:   Our  experience  in  regard  to  injuries 
and  damages  has  proven  that  v/e  have  set  aside  a  great  deal 
more  than  is  required  to  take  care  of  any  accident  liahilities 
to  the  public, 

COMMISSIONER  D^MAN:  Vvould  you  vary  that  according 
to  whether  you  have  a  prosperous  year  or  not?    V/ould  you  give 
yourself  a  little  more  leeway? 

MR.  HARVEY:  Yes,   in  the  good  years  we  just  build  it 
up,     I  guess  we  do  it  in  every  business . 

SIR  JOSEPH  PLAVELLE:  No.     If  depreciation  is  a 
proper  charge  it  is  as  much  a  charge  as  wages,  mad  should  be 
^  put  there:  you  should  shew  the  actiial  condition  and  not  adjust 

these  necessary  items  to  the  accoimnodation  of  earnings, 

MR.  FAIRTY:   I  can  speak.  Sir  Joseph,  about  the  re- 
serve for  injuries  and  damages.     It  was  put  at  too  high  a 
figure  at  the  outset, 

SIR  JOSEPH  FLAVELh3:   Of  course,  if  you  revise  your 
figure  because  you  overestimated  it, that  is  all  right, 

COSiMISoIONER  LOREE:  Yotjt e:^::perience  in  the  three 
years  indicates  that  you  started  it  at  .142,000,  raised  it  to 
|>55,000,  then  lowered  it  to  |48,0C0»    What  did  you  do  in 
§  19E1? 
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Mr,  Fairty 
Mr.  Patten 

MR,  PATTEN:  About  '|30,000  was  all  that  we  required. 
You  see,  Mr,   Loreo,  on  the  balance  sheet  there  is  an  oper- 
ating reserve  of  #72,000  existing  at  the  end  of  1930,  while 
it  is  about  |80,000  at  the  end  of  1931.     This  would  be  ample 
for  almost  any  except  a  major  catastrophe, for  which  we  carry 
excess  insurance;  for  any  accident  over  |25,000  we  carry  a 
special  polic^r, 

SIR  J0S3PH  PLAVELISj  The  insurance  company  takes 

the  risk? 

Bffi.   PATTEN:  Yes,  Sir  Joseph,  from  #25,000  to 

#75,000. 

COMMISSIOmuR  LIjJMA.N:  You  are  insured  for  damages 
to  any  one  person  and  for  any  one  accident? 

MRo  IIA:RVbY:  Yes,  #25,000  in  the  one  case  and 
#75,000  in  the  other o     Roughly  it  costs  six  tenths  of  one 
per  cent  of  our  interurhan  service  revenue » 

COMMISSIOrbii  LhIMAN:  Do  you  insure  for  physical 

damages  ? 

MR,  HARVEY:  No. 

COMMISSI  ORE-    LEMAR:  You  car-:'y  that  yourself? 
MR,   E.mM}<Ii  Yes, 

SIR  JOSEPH  FLAVELLB:  How  does  your  fare  between 
here  and  the  Falls  compare  with  the  railway  fare? 

MRo  HARVEY:   I  do  not  know  the  railway  fare, 

SIR  JOSEPH  FLAVELLE:  Three  cents  a  mile. 

MR.  KAI(VEY:  77e  have  no  quarrel  with  the  railwavs . 
and  we  have  not  been  guided  by  the  railway  far.-:.:.  •     The  single 
fare  to  Buffalo  is  2.8  cents  a  mile;  the  single  fare  over 
our  whole  system  averages  2,758  cents;  and  the  return  fare 
average  is  2,464  cents. 
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SIR  JOSjilPH  FLAVELLS:  That  is,  the  return  establishes 
for  each  way  a  rate  of  2«464. 

MR.  HARVEY:  Yes;  the  return  is  equivalent  to  two 
single  fares,  less  10  per  cent. 

SIR  JOSEPH  PLAVELLE:  Your  fares  will  approximate 
the  railv/ay  fares? 

MR.   HARVEY:  I  think  so;  that  is  my  impression,  Sir 
Joseph.  Then  v/e  have  a  10-ride  hook        that  is  a  corarauter 
service        which  averages  2.25  cents  per  mile,  and  a  25-ride 
book  which  averages  1,5  cents.     But  the  books  are  not  sold 
very  much,  very  few  people  use  them. 

COMMISSIONER  LEMAH :  You  mean  to  say  they  are  not  in 
demand,  or  you  do  not  encourage  their  sale? 

MR,  HARVEY:  We  encourage  their  sale.  They  are  used 
a  little  between  Toronto  and  Oakville,  about  20  miles  west  of 
Toronto,   and  to  a  small  extent  up  north « 

(e)  Balance  Sheet,  Gray  Coach  Lines,  Limited  — 

The  following  is  the  balance  sheet   of  Cray  Coach 
Lines,  Limited,  as  at  December  31st,  1930:-- 
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Gray  Coach  Lines,  Limited 
Balance  oheot   ---DecGinber  r51,  1950 


As  sets  . 

Fixed  Assets: 

M o  t  o r  C  o a c  li e  s ,  Laun  die  s 

and  SquiDment .  ...  o  =  .  1;';!, 546, 555  « IS 

Franchise  Rl^Thts,  e  .  446,781.00 


';il,995,146.1B 


Current  Assets: 

Accounts  iieceivable,Less  Reserve  for 

Estimated  Losses  ..... o  c  =  , .o o  8^569.79 

Advances  to  Agents  and  Departments  2,047 »99 

Cash  on  hand  and  in  Bank  74,633,86 


Pr epa id  Charge  s ; 


85,251,64 


Prepaid  Insurance  Premiums,  Ta::es  and 

Licenses  c «... .  7,900.96 


;|2^086^298.78 


Liabilities . 

Capital  Stock: 

Authorized  and  Issued  o....  |l, 000, 000 ,00 

C  ur  r  e  n t  L  i  alD  i  1 1 1  i  e  s  : 

Advance  of  Funds  from  the  Toronto 

Transportation  Comini ssion .       o  'i^  100,000,00 

Accounts  Pa'yable  to  the  Toronto  Trans- 

p  or  t  at  ion  C  omjiii  s  s  i  on  57,250,20 

Dividend  of  5%  and  Interest  Payable  to 

the  Toronto  Transnortat ion  Commission  61,108.47 

Other  Accounts  Payable  18,459,20 


236,817.87 

C  ap  i  t  al  Re  serves: 

For  Replacements p ................00.0.  734,970.49 

Op er at ing  R e  s e rve  s : 

For  Tickets  in  hands  of  the  Public  but  not 

yet  used,  c  ,  »  ,  5,097,63 

For  injuries  and  damages  .  .,..0  ........  .  72,292,91 

For  Contingencies  0  10,000  ,00 

■        ~-  87,590.54 

Accwnulat ed  Surplus .o. ..... .„.„„...,....  „   ,        27 , 119 ,88 


$2,086,298,78 


t 
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MR.  HARVEY:  Ths  brief  continues: 

It  will  'be  observed  from  the  balance  sheet 
that  the  company  has  no  fimdod  debt  and  that  its  fixed  assets 
as  of  December  31st,   1930,  totalled  $1,993,146  as  compared 
with  a  capital  stock  liability  of  #1,000,000 o     During  the 
five  year  period  ending  Dec  env;er  31st,  1931,  extension  of 
services  was  financed  entirely  from  company  reserves 
the  .plOO,000  advance  from  commission  f-unds  under  current  li- 
abilities having  been  retired  during  1931. 

(f )  Grov/th  of  Traffic  Handled  Dy  Gray  Coach  Lines,  Limited-- 
The  follov/ing  table  indicates  the  growth  in  the  vol-^ 
ume  of  the  company's  interurban  passenger  traffic  during  the 
five  year  ^Tjeriod  of  its  operation:  — 

Interurban  passengers 
±11^  Carried. 


1927  . . . . , 

1928  o , . . . 

1929  ..... 

1930  .  .  .  ,  „ 

1931  ..... 


281,602 
567,193 
1,057,250 
1,267,001 
1,180,418 


The  company  now  operates  a  year-round  service  over 
about  600  miles  of  route. 

(g)  System  of  Accounting 

The  classification  of  accounts  used  by  Gray  Coach 
Lines,  Lrmited,  is  the  standard  classification  adopted 
for  bus  operating. companies  by  the  American  Electric  Rail- 
way As  no elation, 

Vlll.  — Change  in  Character  of  Blotorized  Passenger  Services 
Kadiating  from  Toronto  since  Advent  of  Gray  Coach 
Lines,  Limited ^ 

Previous  to  the  advent  of  Gray  Coach  Lines,  Limited, 
motor  bus  operation  radiating  from  Toronto  i^vas  largely  in 
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the  hands  of  Irposponsihle  operato]rR,  many  of  whom  were  not 
financially  stable.     Some,  in  fact,  y^ere  forced  into  liqui- 
dation 'tecause  of  damage  actions  •     Pew  of  the  operators  had 
sufficient  resources  to  provide  up-to-date  equipment  and 
many  of  the  routes  operated  were  without  spare  vehicles. 
All  of  the  operators  were  without  the  garage  facilities 
necessary  to  properly  maintain  their  equipment.     Wages  paid 
were  low,  drivers  worked  long  hours        a  factor  seriously 
militating  against  the  safety  of  operation        ajid  schedules 
were  not  dependahle. 

Present  conditions  are  in  marked  contrast  to  those 
i/vhich  formerly  prevailed »     Operation  by  a  responsiole 
authority  witli  sound  financial  backing  has  enabled  the  re- 
moval of  all  thG  objectionable  features  mentioned.  Equip- 
ment has  been  fully  m.odernized  and  service  is  maintained 
on  a  high  efficiency  basis «     The  improvement  in  the  con- 
ditions affecting  lao our  has  been  particularly  marked.  All 
interurban  coach  operators  are  paid  at  the  rate  of  85  cents 
an  hour  and  the  typical  yearly  earnings  of  such  operators 
are  |l^774<,00  with  an  average  working  day  of  sL  ightly  more 
than  eight  hours  and  a  six-day  week.     S:ca.re  men  are  guaran- 
teed a  minimum  of  six  hours  work  a  day,  but  it  has  been 
found  that  these  spare  m^en  usually  have  an  average  wage 
comoarable  to  that  of  the  regular  men. 

The  net  effect  of  improvement  in  equipment,  ser- 
vice and  safety  of  operation  has  resulted  in  a  marked  3.n- 
crease  in  pul)lic  confidence,  which  in  turn  is  reflected  in 
the  increased  patronage  of  the  travelling  public  already 
recorded « 
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IX,  Type  of  Service  Rendered  by  Gray  Coach  Lines , Limited : 

(a)  A  Pioneer  Service  in  a  New  Traffic  Field  -~ 

Operators  of  motor  vehicle  transportation  are  imani- 
rnous  that  the  motor  coach  has  developed  most  of  the  traffic^ 
which  it  now  handles.     It  provides  a  flexible  point  to  point 
passenger  service  which  is  able  to  pick  up  and  discharge 
passengers  not  only  at  the  centres  of  population  but  at 
individual  farm  gates  and  crossroads.     This  flexibility  of 
service  is  of  enormous  advantage  to  the  rural  travelling 
public,  and  is  one  of  the  dominant  factors  underlying  the 
growth  of  motor  coach  operation  during  the  past  decade. 
In  contrast,   steam  railway'  operation  is  restricted  by  its 
very  nature  to  providing  travel  facilities  between  con- 
siderable centres  of  population.     It  should  be  noted  fur- 
ther that  the  motor  coach  also  has  made  it  possible  to  give 
a  passenger  service  to  communities  not  reached  by  the  steam 
railways . 

(b)  Percentage  of  Through  and  Local  Traffic  on  Gray  Coach 
Lines  Services  — 

Contrary  to  the  opinions  expressed  by  some  critics 

of  motor  coach  operation,  by  far  the  larger  percentage  of 

traffic  handled  on  typical  Gray  Coach  Lines  routes  is  local 

traffic.     An  analytical  summary  of  the  traffic  moving  over 

the  Toronto-Hamilton  and  Toront o-Brantf ord  runs  during 

typical  summer  and  winter  periods  indicates  that  only 

29.4  per  cent  of  the  coach  traffic  moving  over  these  routes 

is  through  traffic  and  VC»6  local  traffic »     In  other  words, 

70,6  per  cent  of  the  passengers  using  these  routes  are 

either  picked  up  or  discharged  at  points  botv/een  the  termini 

X.  Economic  '/ifficiency  of  Gray  Coach  Lines  Operation: 

(a)  Service  at  cost  being  a  cardinal  principle  of  all  the 
commission's  transportation  activities,  all  Gray  Coach 
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L5.nes  services  are  operated  on  a  non-profit  'basis.  It 
slioiild  be  emphasized however,  that  the  comioany  has  main- 
tained a  sound  financial  position  by  the  provision  of  ade- 
quate reserves  for  depreciation  and  replacement,  which 
costs  are  assessed  against  the  users  of  the  cormosjiy's  ser- 
vices.    The  company  therefore  operates  on  a  fully  self- 
sustaining  basis. 

(fo)  Advantages  Derived  from  Coordination  of  Urban,  Sub- 
urban  and  Interurban  Motor  Vehicle  Services  under  a 
Single  Authority 

One  of  the  primary  economies  made  possible  by  the 
unified  operation  of  the  Interujrban  motor  coach  services 
v/ith  those  of  the  city  and  suburV/an  system  is  derived  from, 
diversified  use  of  equipment  which  is  m.utually  beneficial 
to  all  three  services^     Operating  experience  covering  a 
period  of  years  has  shown  that  peak  traffic  demand  on  the 
city  coach  routes  occurs  during  the  vvinter  months,  whereas 
peak  demand  on  the  interurban  coach  routes  occurs  during 
the  sumimer  months »     Similarly,  the  five  week  days  carry  the 
heaviest  traffic  on  the  city  coach  services  and  the  lightest 
traffic  on  the  interurban  services*     Conversely,  dur'ing  the 
week-end  neriod,  the  traffic  demand  on  the  interurban  routes 
is  extremely  heavy  and  relatively  light  on  the  city  services. 
COMMISSIONER  LEM:AN:  You  lend  some  of  your  coaches 

in  the  winter  for  bus  service  in  the  city? 

MR»  HARVEY:  Yes,  they  move  baclrv/ards  and  forwards 

betVifeen  the  city  service  and  the  Crray  Coach  Lines  service. 
Under  coordinated  control  these  divergences  of  peak  demand 
enable  reciprocal  transfers  of  operating  equipment  from 
one  service  to  the  other  in  accordance  with  the  fluctuations 
in  traffic  offering,,     The  result  is  seen  in  low  capital  and 
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operating  costs  'oenef iting  both  transportation  services 
and  the  public » 

It  is  scarcely  necessary  to  point  out  tYizt  opere^tion 
of  the  interur'b8.n  motor  coach  services  'bj  steam  railv/ays 
would  not  permit  advantage  being  taken  of  this  diversity,, 
Consequently,   capital  and  operating  costs  v/ould  be  increas- 
ed not  only  on  the  interurban  services  but  on  the  city  ser- 
vices as  well  if  operated  bjr  o cher  than  the  Toronto  Com- 
mission, 

(c)  Reduction     in  Overhead  Due  to  Unified  Control 

Mention  already  has  T)een  m.ade  of  the  reduced  admin- 
istrative overhead  made  possi  le  by  the  operation  of  Crvaj 
Coach  Lines,  Limited,  by  commission  personnel.     The  same 
"orinciple  applies  in  the  maintenance  of  equipra.ent.  During 
the  four  years  ending  1930,  for  instance,  the  cit^?-  system, 
in  addition  to  receiv5-ng  5215,14-V  in  direct  interest  and 
dividends  from.  Gray  Coach  Lines,  Limited,   also  received 
approxiinately  o|;200,000  in  the  form  of  rentals  and  overhead 
charges  for  the  use  of  its  pl.ant  and  facilities «  V/ithout 
the  coordination  of  the  tv/o  types  of  services  a  substantial 
portion  of  this  overhead  would  have  been  borne  by  the  city 
system  car  riders.     Conversely,  the  motor  coach  users  bene- 
fited       directly  from  the  low'or  maintenance  cost  m.ade 
possible  by  the  greater  use  of  facilities  resulting  from 
unified  operation.c 

(d)  Economic  Benefits  of  Coordination  as  Indicated  in  the 
General  Operating  Retujr^ns  of  Gray  Coach  Lines,  Limited. 

The  general  economic  efficiency  of  the  motor  coach 

services  provided  by  Gray  Coac'i  Lines,  L5_mited,  is  further 

illustrated  hj  the  fact  that  the  company  has  maintained,  an 
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adequate  and  iXillj  modern  transportation  service  v/iiile  at 
the  same  time  recording  the  marked  financial  progress  in- 
dicated in  the  financial  statement  incorporated  in  this 
statement . 

XI.  Dependable  Schedule  Service  Under  all  Weather  Conditions  : 

All  runs  on  the  regular  routes  served  by  Gra^r  Coach 
Lines,  Limited,  are  operated  on  a  published  scheduled  ba- 
sis,  and  regularity  of  service  has  been  fully  maintained 
both  v/inter  and  sujnraer.     Operating  experience  under  winter 
conditions  in  the  area  served  by  the  cora.pany  has  demon- 
strated beyond  all  question  the  efficiency  of  the  m.otor 
coach  as  a  year-roLmd  transportation  agencyo     A  striking 
proof  of  this  assertion  is  offered  in  the  operating  result 
for  the  three-year  period  concluding  1931  on  the  services 
to  three  representative  points  —  Niagara  Falls,  Hamilton 
and  Oshawa.     During  the  period  and  on  the  routes  indicated 
the  company's  coaches  made  80,780  trips  and  only  two  sched- 
uled runs  were  cancelled  on  accoimt  of  weather  conditions 
or  any  other  cause- 

XII.  Economical  use   of  the  Highwa7/s: 

A  further  point  bearing  on  the  economic  efficiency 
of  the  motor  coach  to  which  the  commission  desires  to  draw 
attention  is  the  relative  economy  of  the  coach's  use  of 
highway  space  as  compared  with  that  of  the  private  passenger 
automobile c     An  analysis  of  the  respective  loads  carried  by 
motor  coaches  and  the  private  passenger  motor  car  over  the 
several  highway  entrances  to  the  city  of  Toronto  during 
typical  traffic  periods  of  the  years  1926  to  1929  indicated 
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an  average  coach  load  of  17  passengers  and  an  average 
passenger  automobile  load  of  2,43  passengers .     As  the  gross 
area  occtipied  oy  the  average  motor  coach  is  330  square  feet, 
and  that  of  the  average  passenger  motor  vehicle  is  140 
square  feet,  a  coach  passenger  therefore  utilizes  a  gross 
highway  area  of  19.4  square  feet,  — 

That  is  based  on  the  average  load. 

--whereas  a  private  automobile  passenger  utilizes  57.5 
square  feet 

That  again  is  '-'ased  on  the  average  load* 

--The  motor  coach  therefore  is  three  thnes  as  efficient  in 
the  use  of  highwa"/-  space  as  the  private  passenger  autom.obile. 

Xlll = --Regulation  of  Motor  Coach  Services: 

The  commission  is  desirous  of  em-phasizing  the  fact 
that  the  motor  coach  as  at  present  regulated  in  the  province 
of  Ontario  is  a  responsi.-le  transportation  agency.  More- 
over, in  the  case  of  Gray  Coach  Lines,  Limited,  government 
regulations  are  supplemented  by  company  regulations  virhich 
ensure  m.a.ximum  efficiency  of  operatiouo 
( a )  Gro  V e r niiient  al  R  e  gul  a  t  i  on  s  -  - 

All  motor  coach  operation  in  Ontario  is  subject  to 
specific  regule^tions  by  direct  governmental  enactment « 
These  regulations  cover  rates  of  fare,  v/eight  of  vehicles, 
size  of  vehicle,  speed  of  vehicle,  hours  of  work  of  drivers, 
tim.e-tables  and  financial  responsibility  of  operators. 

The  Ontario  Public  Vehicle  Act  requires  that  a 
tariff  of  tolls  be  filed  with  and  approved  by  the  Department 
of  Highways  before  such  tariff  can  become  effective.  Time- 
tables are  subject  to  governmental  sp  proval  under  a  "Re,gu- 
lation  respecting  the  licensing  of  public  commercial 
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vehicles",  of  the  Department  of  Highways^  wM-Ch  requires 
owners  or  operators  to  file  v/ith  the  department  a  schedule 
showing  particulars  regarding  the  picking  up  and  discharging 
of  passengers  and  the  arrival  and  departure  of  vehicles. 

The  maximum  gross  weight  for  coaciies  is  limited 
under  the  Ontario  Highway  Traffic  Act  to  20,000  pounds  and 
the  same  statute  requires  that  the  maximimi  length  of  coaches 
he  limAtsd  to  33  feet  and  the  maxim.um  v/idth  to  96  inches. 
Maximum  speeds  of  operation  are  also  lim.ited  under  the  High- 
way Traffic  Act  to  20  miles  per  hour  in  towns  and  villages 
and.  35  miles  per  hour  on  the  open  high?\ray.     Hours  of  labour 
are  restricted  by  the  Ont.ario  Public  Vehicle  Act  which  re- 
quires that  drivers  shall  not  operate  a  coach  more  than  10 
hours  in  any  24  hour  pe-piod 
Although  ours  is  slightly  over  8  hours. 

( b )  C  omp any  R e  gul a  t  i  on  -  •  - 

All  motor  coach  operators  when  first  employed  by 
Gray  Coach  Lines,  LimJ.ted,  undergo  a  com.plete  physical 
examination  similar  to  that  which  is  required  for  insurance 
puj?poses.     All  men  are  carefull^r  examined  for  vision,  and 
a  rule  providing  for  a  periodical  re-examinatlon  of  eyesight 
is  strictly  enforced o    The  company  also  maintains  a  training 
school  for  coach  operators  which  provides  instruction  as  to 
the  m.echanical  features  of  the  motor  vehicle  and  supervised 
instruction  in  the  operation  of  coaches  under  actual  service 
conditions  0     A  disciplinary  control  of  the  labour  force  is 
sira-ilar  to  that  in  effect  on  the  steam^  railways. 

Physical  equipment  is  inspected  daily  and  a  thorough 
overhaul  of  all  coaches  is  made  periodically  on  a  stipulated 
mi 1 e  age  basis. 
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These  regul- 1 l'':ns ,   ootYi  corapany  and  gove'^rnmental, 
ensure  safe  an-';'  dependa;vle  service  for  the  travelling  pub- 
lic using  the  motor  coaches,   at  the  same  time  protecting 
other  users  oiT  the  highways  „ 
XIV,  Safety  of  Motor  Coach  Operation: 

The  effect  of  re  ulations  outlined  ahove  on  the 
safety  of  motor  coach  transportatior  is  indicated  "by  the 
fact  that  since  the  inception  of  Gray  Line  coach  services 
they  have  carried  four  and  one-half  million  interurhan  pas- 

s enters  v/ithout  a  single  passenger  fatality.     Gray  Coach 
Lines,  Limitee,   is  part  of  an  organization  Y/hich  in  the 
past  10  years  has  carried  m.ore  than  three  billion  passen- 
gers and  not  one  has  met  with  a  fatal  accident , 

SIR  JO o>]PH  PLi^VLLIL  :  I  suppose  there  have  been 
fatal  accidents  through  motors  coming  in  collision  v/ith 
your  coaches? 

MK.  HMiVlirf:  In  v/v.ich.  we  have    ^een  involved,  yes. 
XY —  Attitude  of  the  Puhlic  Towards  I/.otor  Coach  Services: 

Evidence  of  the  popularity  of  m.otor  coach  services 
is  conta5.ned  in  the  voluntary  response  to  a  questionnaire 
distributed  on  a  typical    week  day  in  Januar^r,  1932, 
to  all  passengers  travelling  over  the  interurhan  routes 
of  Gra^r  Coach  Lines,  Limited.     Analysis  of  the  replies 
made  by  1,286  passengers  v;ho  were  asked  to  state  reasons 
for  using  motor  coach  transportation  rather  than  railv/ay 
transportation  shows  that  79  per  cent  attributed  their 
preference  for  the  motor  coach  to  convenience  of  service 
rather  than  comparative  cost,     74  per  cent  reported  that 
the  motor  coach  offered  m.ore  direct  transportation  to  their 
respective  destinations  than  the  steam  railway  and  75  per 
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■uent  stated  that  the  time  schedules  of  the  -^notor  coach 
.services  v/ere  more  satisfactory  than  those  of  the  steam 
lines , 

XVI. --Relation  of  the  Motor  Coach  Services  to  Steam  Rail- 
road Services: 

(a)     Private  Passenger  Automobiles  : —  The  Principal 
Competitor  of  the  Motor  Coach  — 

In  any  consideration  of  the  general  question  of  motor 
vehicle  operation  it  should  be  borne  in  mind  that  the  private 
passenger  automobile  is  the  principal  competitor  of  the  motor 
coach,   as  it  is  of  the  passenger  services  provided  by 
the  steam  railways.     The  majority  of  motor  coach  users  are 
drawn  from  that  section  of  'the  travelling  public  which 
would  use  the  highway  as  a  matter  of  convenience  were  no 
motor  coach  service  available o     Lacking  a  coach  service 
such  users  would  still  use  the  highway  either  by  travelling 
in  their  own  passenger  automobiles,  or  in  the  automobiles 
of  their  friends,  or  in  passenger  motor  cars  operated  on  a 
cooperative  basis »     In  this  connection  also  it  should  be 
noted  that  a  constantly  increasing  prooortion  of  private 
motor  vehicles  is  being  used  for  purely  commercial  purposes, 
a  factor  which  lends  a  commercial  aspect  to  the  competition 
between  motor  coach  services  and  privately  owned  automobiles. 
COMMISSIONER  '^b^BSTSR:  Does  that  mean  jitney  com- 
petition? 

MR,  HARVEY:  No«  The  cars  you  see  on  the  highways 
today,   say  east  of  Toronto,   are  used  in  the  main  by  people 
transacting  business,   comm.ercial  travellers,  and  so  on.     It  Is 
not  a  jitney  service o 

COMMISSIOKEK  VVEBSTERt   Jitney  service  is  not  allowed? 

MR„  HARVEY:  No,  it  is  not  allowed o 
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(b)  Motor  Coach  Services  a  Negligible  Factor  in  the  Decline 
of  Railway  Passenger  Traj?fic  --- 

■Hhlle  it  is  generally  recognised  that  the  loss  in 
passenger  traffic  experienced  l)j  the  steam  railways  diiring 
the  past  decade  is  attributable  largely  to  the  competition 
of  the  motor  vehicle,  the  cominissi -.n  \ashes  to  stress  the 
fact  that  the  proportion  of  this  loss  due  to  the  operation 
of  motor  coach  services  is  relatively;  negligible.  Corrobor- 
ation of  this  assertion  is  evident  from  an  examination  of 
the  very  complete  traffic  census  m.ade  by  the  Ontario 
Department  of  Highways  during  the  past  three  years  which 
indicates  the  volume  of  traffic  moving  over  all  the  main 
highways  of  the  province  during  various  period?  of  the  year. 
Analysis  of  the  tabulated  figures  indicates  that  in  no  case 
did  m.otor  btis  and  coach  traffic  exceed  1,65  per  cent  of 
the  total  m.otor  vehicle  traffic,  this  being  the  maximWii 
percentage  v/hich  is  reached  during  the  winter  months,  while 
during  the  period  of  suramer  operation  bus  and  coach  traffic 
constituted  not  more  tban  0,67  per  cent  of  the  whole.  The 
detailed  figures  are  as  follows: 
Thes-e  are  detailed  figures  which  were  given  to  us  by  the  High- 
way Department  just  a  few  days  agOo 
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S-uinmapy  of  Ontario  Department  of 
Public  Highway  Traffic  Census  for  the  Years 

1929,   1930  and 
1931. 


Per  cent  of 
Buses  and  Motor 
Coaches  to  Total 

Motor  Vehic' es . 


Suimner  Count 

Average  for 

29  Highways 

1929 

48445 

300 

0.62 

1930 

46610 

294 

0«63 

1951 

51759 

345 

0e67 

Autumn  Count  ~~ 

Average  for 

31  high¥/ays 

1929 

35048 

276 

0,79 

1930 

39318 

253 

0o65' 

1951 

48147 

288 

0,60 

Winter  Count  — • 

Average  for 

19  Highways 

1930 

9601 

159 

1<,65 

1931 

13859 

198 

lo43 

(c)  Motor  Coach        The  Most  ^••Ifficient  Transportation 
Agency  for  the  Handling  of  Lo¥/  Density  Traffic; 

A  good  deal  of  misapprehension  exists  as  to  the  nature 
of  the  relation  between  steam  railroad  passenger  services 
and  motor  coach  services o     Steam  railroads  are  the  most 
efficient  agency  for  the  handling  of  mass  transport  over 
both  long  and  short  distances.    Motor  coach  services,  on 
the  other  hand,   are  the  most  efficient  agency  for  the  hand- 
ling of  low  density  traffic.     In  adjusting  its  services 
to  the  various  types  of  traffic  demand,  the  comiiiission  has 
always  recognised  these  two  principles »  In  the  hand!  5.ng  of 


Ave„  jMo  or  Ave.  Ho  of 

Motor  Vehicles  Motor  Coaches 

Using  the  High-  and  Buses  Using 
Year        way  Daily  Highway  Daily 
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conrrauter  trafnc  to  points  in  the  vicinity  of  Toronto^ 
for  instance,  the  commission  has  made  no  attempt  to  com.- 
pete  with  the  steam  railways  on  the  basis  of  the  relative 
fares  charged        the  tv^o  agencies. 

In  the  handling  of  passenger  traffic  moving  over 
long  distances,  the  motor  coach  services,  even  did  they  so 
desire,  are  imauvle  to  compete  v/ith  the  steam  railways  in 
the  m.atter  of  speed « 

(d)  The  Place  of  the  Motor  Coach  in  the  General  Transpor- 
tation Scheme  — 

The  commission  desires  to  emphasize  the  fact  that  the 
motor  coach  services  are  part  of  a  secondary  land  transport 
system  based  on  the  development  of  the  motor  vehicle,  which 
during  the  past  decade  has  "'een  of  enormous  advantage  to  the 
commujiity.     As  in  the  past,  the  steam,  railway  occupies  the 
place  of  prim_ary  Im.portance  in  the  general  transportation 
scheme  of  the  country  but  the  mobility  and  flexibility  of 
the  motor  vehicle  as  a  transportation  agency  has  a  far- 
reaching  value  in  supplementing  the  fixed  right-of-way 
services  provided  by  the  railway.     Both  systems  have  their 
place  in  the  life  of  the  m^odem.  comm_unity.     Neither  sb.  ould 
be  placed  under  a  handicap  for  the  benefit  of  the  other. 
Any  attempt  to  throttle  development  of  the  secai  dary  system 
in  the  field  where  it  is  more  efficient  and  more  economi- 
cal than  the  primary  system  v;ould  adversely  affect  the 
development  of  the  country.     It  is  apparent  that  the  future 
of  the  steam.  rall"/ays  is  dependent  on  this  continued 
progressive  development.     Efficient  transportation  of  all 
types  is  of  vital  importance,  not  only  to  the  economJ..c  life 
of  the  country  but  to  its  social  life  as  wello 
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A  major  innovation  in  any  field  alv/ays  meets  the 
cry  of  "unfair  competition"^   out  in  reality  this  cry  is 
not  a  protest  against  unfairness  but  rather  a  protest 
against  newness*     Such  criticism  is  no  Justification  for 
the  throttling  by  taxation  or  otherwise  of  any  innovation 
which  justifies  itself  econom.lcally .     Efforts  to  halt  the 
mxarch  of  progress  are  futile  and  in  the  final  analjrsis 
will  react  against  those  v/ho  refuse  to  adopt,  or  recognize 
the  significance  of,  a  new  development  offering  increased 
ef f iciencyc 

C0MMIS3I01MER  LORSE:  I  should  De  inclined  to  agree 
thoroughly  with  you  as  to  the  relatively  sm.all  amotint  of 
diversion  of  passenger  business  from  the  steam  roads  by  the 
motor  coach.     The  decrease,   so  far  as  I  can  judge  it  from  our 
experience,  is  due  to  the  privately  owned  car,     I  have  never 
felt  disturbed  about  the  motor  coach  com.petition.     My  own 
feeling    is,        ^  as  a  result  of  such  investigations  as  we  are 
able  to  make^  that  about  two  thirds  of  the  motor  coach 
mdleage  now  in  effect  throughout  the  states  will  disappear 
within  the  next  five  or  ten  years  as  unprofitable.     It  is  in 
the  hands  of  people  who  bought  their  coaches  on  time  pajmients- 
will  not  be  able  to  complete  their  payments  -  will  not  be  able 
to  buy  new  coaches  when  the  old  ones  are  worn  out  —  do  not 
keep  any  books  —  do  not  protect  themselves  by  depreciation^ 
I  think,  the-y  are  bound  to  pass  out. 

But  looking  at  the  matter  more  broadly,  it  is  aston- 
ishing what  a  large  percentage  of  accidents  at  grade  crossings 
are  due  to  privately  ovmed  m.otors  running  against  moving 
trains.     Last  year  in  the  United  States  automobiles  accounted 
for  the  death  of  30,000  people.     That  is  a  good  dealm.ore 
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than  the  monthly  average  loss  of  the  Ai'nerican  army  during  the 
world  war.     Putting  it  another  way,  last  year  it  was  more  ; 
dangerous  for  a  man  to  ride  on  the  high^^ays  in  a  -^otor  car 
thtm  it  would  have  been  for  him  to  face  the  German  fire  during 
the  war.     How  long  are  the  puhlic  going  to  put  up  with  that, 
and  what  is  going  to  oe  the  future  of  the  whole  industr-r? 

MR.  KAhV:aY:  I  thinir,  Mr  „  Loree,  one  move  will  be 
the  more  car;ful  examination  of  people  before  licenses  to 
drive  are  issued  to  them,  even  to  the  drivers  of  private 
motor  carso     I  thinh  a  fair  ansv/er  to  your  remarks  would  be 
this:  If  the  driving  efficiency  of  the  owners  of  private 
automobiles  was  at  all  comparable  with  that  of  motor  coach 
drivers  because  of  the  training  and  discipline  under  which 
the  latter  work,  why,  highway  accidents  would  be  cut  in  two. 
It  is  the  type  of  people  driving  that  accounts  for  the 
accid  ent s  o 

COMMISSIOiLSii;  LOREbb  If  v;e  had  an  accident  on  the 
railroad  and  killed  fifteen  people  the  papers  would  talk 
about  it  for  a  week.     We  are  killing  nearly  100  neople  a  day 
in  the  states  on  the  highways,  but  the  papers  are  silent 
about  it. 

MRe  HARVbiY:  I  always  feel,  Mr,  Loree,  that  when 
there  is  a  bus  accident  down  in  Texas  it  is  headlined  even 
in  our  papers  in  Toronto.     I  guess  we  are  both  in  the  same 
box  there, 

COMMISSIOI^ER  LORSE:  I  am  not  distressed,  I  am 
puzzled  a')Out  the  thing.     You  were  at  the  public  meeting 
yestorda7/? 

MR.  HARVEY;  Yes,  and  I  heard  you  ask  that  question 
of  one  of  the  sneakers  <. 
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COMMISSIONER  LORES:  I  v.'as  impressed  by  another  thin 
The  whole  Impression  made  on  my  m.ind  by  that  presentation  v/as 
that  these  automobile  manufacturers    having  vxm  out  of  their 
market    want  seme  other  av3nue  for  their  output,  and  are  try- 
ing to  induce'  the  railroads  to  buy  a  lot  of  coaches  and  go 
'into  the  business* 

MR,  HARVICY:   I  don't  hnow  about  that.     I  don't  think 
if  the  railY;ays  were  in  the  business  there  would  be  many  more 
coaches  on  the  highways  in  any  case  —  not  in  this  province 
at  any  rate, 

COMMISSIONER  LOREE:  So  far  I  have  not  seen  anything 
that  would  influence  me  to  advise  participation  in  the  work. 
We  have  had  a  great  many  bus  lines  offered  to  us  from  time  to 
time^  but  I  look  upon  them  as  losing  ventures » 

MR.  Hi'iRVSY:  Unless  it  was  a  branch  line  and  the 
question  of  abandonment  canie  up,  I  do  not  see  very  much  in 
the  business „ 

MR.  EAIRTY:  Is  not  this  the  situation,  Mr,  Loree? 
Here  most  of  the  operations  are  purely  provincial;   ours  are 
alm.ost  wholly  so,     A  great  deal   of  the  traffic  in  the  United 
States  is  interstate  in  its  scope  and  up  to  the  present  has 
not  been  regulated  by  Act  of  Congress.     The  Interstate 
Commerce  Commission,  I  understand,   are  going  to  make  a 
recommendation  that  there  shall  be  adequate  regulation  and 
control  and  taxation  of  interstate  highway  business,-  at  pre- 
sent there  is  no  such  regulation  and  control c 

COMMISSIONER  LOREE:  Take  the  situation  in  Newark, 
New  Jersey.     The  public  service  com.pany  there  own  a  good  deal 
of  electric  lighting  plant,  the;/  ovm  street  railways  in 
Newark  and  viclnit;/,   and  they  own  a  lot  of  buses.     I  do  not 
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tmderstand  thp.t  the^^  are  making  any  money  ou-t  of  the  street 
railway  or  out  of  the  buses . 

MR,  HAj.Wii;Y:  I  doubt  whether  they  do.     There  has 
been  a  chaotic  condition  d  0¥/n  there  for  years. 

SIR  JOSSPE  FLAVIiiLLE:  Do  you  mean  their  administra- 
tion is  not  effective? 

Mho  HAi\\/}i;Y:   I  cannot  pass  on  that.  Sir  Joseph. 

LC...D  ASEB'IhLD :   It  is  a  question  of  regulation. 

COimssIONER  L0R3E:  Mr.  McCarter  is  a  very  able  man, 
but  with  the  political  pressure  '"wrought  to  "oear  he  has  very 
little  freedom  of  action,, 

Mlu  HAFIVEY:  That  is  true, 

COMMISSIONi'/a  LOrJ.::^j  to  my  mind  that  is  the  ex- 
planation of  the  success   of  this  operation  —  the  msj.iagem.ent 
are  allowed  a  free  hand  to  manage. 

MR.  HARVSY:  \¥e  are  aosolutely  clear  of  Politics 
here,  Mr,  Loree,  I  can  assure  vou  of  that. 

It  is  unnecessary  for  m_e  to  quote  the  opinion  of 
Mr.  Jc  F.  Deasy,  V^c  e-Pres  3.dent  of  the  Pennsylvania  Railroad, 
on  motor  bus  competition. 

TIE  CHAIRMAN:  No. 

SIR  JOSEPH  FLAVSLLE:  Have  you  anything  further? 

MR.  HAIWEY-,  There  is  something  further  here,  but  I 
do  not  think  it  is  necessary  that  I  should  q;,  ote  it  —  the 
oninion  of  Mr.  Ralph  Budd,  President  of  the  Great  Northern 
Railroad,  on  bus  operation. 

COMMISSIONER  LORES:  Deasy  and  Budd  have  gone  into 
the  automobile  coach  business  and  have  to  justify  themselves. 
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MR,  HARVEY; 

(f)  Natural  Expansion  of  Urban  and  Suburban  Services" 

The  urban  and  suburban  services  of  transportation 
undertakings  of  the  four  othei"'  largest  cities  in  Canada, 
namely,  Montreal,  'Winnipeg,  Vancouver  and  Hamilton,  have 
been  expanded  to  provide  interurban  motor  coach  services, 
analogous  to  those  provided  by  Gray  Coach  Lines,  Limited . 
SIR  JOSEPH  PLAVELLS;     Under  the  same  administrative 
conditions  ? 

MR.  Hi\.RVEY;     Under  the  same  general  scheme  of  ad- 
mini  strati  on  o 

COMMISSIONER  LEMN ;     You  handle  no  express  or 
package  in  connection  with  your  passenger  services? 

ERc  HARVEY:     Vi/e  handle  a  very  small  amoun^i:  of  ex- 
press, totalling  only  two  or  three  thousand  dollars  a  year, 
for  the  convenience  of  certain  people.       For  instance,  there 
is  a  florist     over  in  Winona,  in  the  Niagara  district,  who 
sends  flovi/ers  with  us  ocaasionally ,       So  that  you  m.ight 
say  the  answer  would  be  in  the  negative. 

COM'ISSIOKER  LEMAN;     Are  not  a  great  m_any  of  the 
reasons  brought  forth  in  this  brief  as  regards  comparative 
services  aprdicable  to  express  service? 

mc  HARVEY  2     That  is  the  trucking  -- 
COMMISSIONER  LEMAN;     No,  that  would  be  straight 

freight;   I  am  thinking  more  of  express  servico  in  connection 

with  the  operation  of  your  coach  lines, 

!/IR,  HARVEY;     I  would  imagine  to  some  extent  many 
of  tile  reasons  would  apply, 

GOMMISSIO^iSR  LEMAN;     Are  you  foreseeing  any 
dovelopment  along  those  lines? 
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HARVEY;     We  have  no  intention  of  going  into  the 
express  business >  because  it  would  interfere,  I  should 
think,  with  the  attractiveness  of  our  service  to  passengers 

that  is,  for  the  vehicle  to  stop  and  the  driver  to  get 
out  and  carry  parcels  and  come  back.        We  are  just  interest 
ed  in  the  passenger  business. 

COMMISSIONER  LE1V1A.N ;     So  you  do  not  contemplate  any 
extension  of  your  activities  in  the  line  of  express  service? 

MR.  HARVEY:     No  sir.       Our  revenue  from  express  is 
less  than  one  per  cent  of  our  total  revenue, 

COMMISSIONER  LEMAN :     What  about  the  express  betv/een 

termini  ? 

Mli ,  HARVEY2      Express  passenger  service  --  we  have 
not  developed  that  yet;  at  least  none  of  the  routes  vifould 
warrant  both  a  local  and  an  express  service.      V'Je  look  for- 
ward to  the  day  when  there  wil.l  be  express  servj.ce  between 
say  Toronto  and  Oakville,  which  is  on  the  v/ay  to  Hamilton,, 
a  total  distance  of  42  miles.        V>Je  shall  probably  some  day 
have  a  halfway  service  out  to  Oakville  because  of  the  grow- 
ing population, 

COMMISSIONER  LEIVIAN  ?  And  then  your  argument  in  this 
brief  to  the  effect  that  your  schedules  are  a  little  slower 
than  the  steam  railway  service  might  disappear,, 

MR.  HARVEY;     Oh,  we  could  never  put  on  an  express 
service,   sir,  betv/een  say  Toronto  and  Hamilton,  42  miles, 
that  would  compare  with  tlie  steam  road  time        never  in  the 
world. 

Starting  at  the  bottom,  of  page  26  and  continuing  on 
page  27  and  most  of  page  28,   the  brief  recites  the  circum- 
stances of  an  application  by  Toronto  and  a  number  of  mum- 
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cipalities  around  Toronto ^   to  the  Dominion  Railway  Board  in 
1908  for  commuter  services  into  Toronto,      A  hearing  was 
held,  and  the  railways  advanced  the  following  reasons  for 

not  providing  these  commutation  services  -■-  this  is  the  uop 

of  page  28? 


THAT  commutation  rates  v/ere  first  estahlishod 
out  of  Montreal  m.any  7/ears  ago  when  the  street  car  system, 
was  a  very  indifferent  one, 

THAT  Brampton^  Whithy  and  Oshawa  are  business 

centres  of  some  importance  and  not  in  any  sense  suburban 
resorts  of  Toronto, 

THAT  the  establishment  of  such  rates  would  not 
benefit  the  citizens  of  Toronto  who  do  not  reside  in  the 
towns  named,  and  such  ra  tes     if  established,  v/ould  result 
in  the  residents  of  these  towns  going  to  Toronto  to  make 
their  purchases^  and  would  be,   therefore,  detrim-ental  to 
the  local  business  interests  of  such  tovrns » 

THAT  railway  companies  have  under  the  Act  the 
absolute  right  to  apply  commutation  rates  in  their  dis- 
cretion. 

THAT  electric  lines  are  being  built  in  all  direc- 
tions from,  the  c:'  ty  of  Toronto,  and  their  development 
will  continue „  affording  a  suburban  service  with  which 
the  steam  railways  cannot  compete « 
The  n  t  he  brief  c  0 nt  inue  s ; 

The  Railways  asked  that  the  action  be  dismissed, 
and  under  Order  No.  10788,  dated  June  8th,  191;^,  the  Board 
so  orderedo 

During  the  period  which  has  intervened  since  the 
dismissal  of  this  application commuter  rates  on  the  rail 
lines  radiating  from.  Toronto  have  been  established  to 
only  a  limited  number  of  points,  and  the  existing  railway 
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ccmmuter  service  in  the  Toronto  area  cannot  be  said  to 

be  meeting  general  enoorsation  b^^  those  to  be  serveci  . 

Had  not  the  motor  coach  stepped  into  the  fie],d  formerly 
occupied  by  the  electric  interurbans  many  districts  in 
the  areas  around  Toronto  would  be  without  any  commuter  ee 
■^7ice  vi'hat  soever , 

(b)     Unwillingness  of  the  Steam  Railways  to  Provide 
Motor  Coach  Service; 
As  already  indicated,  criticism  by  the  steam  rail- 
ways of  motor  coach  services  is  further  weakened,  by  the 
fact  that  tbe  railways  ¥/ere  unwilling  to  enter  the  motor 
coach  field,  even  though  invited  to  do  so  by  provincial 
authorities.      Confirmation  of  this  attitude  was  con- 
tained in  a  public  address  delivered  in  Toronto  only  a 
few  weeks  ago  by  the  Iion„  Leopold  Macaulay^  Minister  of 
Highways  for  the  province.       On  this  occasion  Mr. 
Macaulay  stated  that  the  province,  when  embarking  on  the 
extended  programme  of  highway  construction  carried  out 
during  the  recent  years,  invited  the  railways  to  provide 
transportation  for  the  public  over  the  provincial  highway 
This  invitation,  he  said,  had  been  declined. 
I  may  say  at  this  point,   sir,   ~-  I  could  not  put  it  in  the 
brief,  but  it  can  go  into  your  records  —  that  prior  to 
1928  I  did  experience  some  difficulty  with  the  provincial 
government  when  it  came  to  the  question  of  transferring 
franchises  to  our  Qray  Coach  Lines,  Limited,       In  1928  I 
had  occasion  to  see  the  then  Prime  Minister  of  the  province, 
Hon,        Howard  Ferguson,  now  High  Commissioner  for  Canada 
in  London,  in  the  absence  of  Mr,  Henry,  who  was  then  the 
Minister  of  Highways,  and  to  talk  to  him  about  our  work. 
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He  admitted  quite  frankly  that  we  had  had  difficulty  with 
the  Governrrient  p  and  he  told  me  y;hy^       H'e  said  that  v/hen 
they  commenced  this  plan  of  an  enlarged  highway  system,  in 
the  province  he  had  approached  ooth  railways  on  two  or 
three  occasions  and  asked  themx  if  tYiej  would  take  over  the 
public  transportation  services  on  the  provincial  highpays^ 
hut  they  had  both  declined  to  do  so.      As    Mr^  Ferguson  put 
it,  it  was  his  duty  then  to  find  the  next  m.ost  responsible 

transpor ta'cion  people  and  to  transfer  the  permits  to  them:. 
And  that  is  -Ji'hy,  he  said,  from,  then  on  it  would  be  easier 
for  us  to  secure  perm.its  to  operate  on  the  highv/ays  be- 
cause the  steam  roads  had  turned  them,  down.o       That  was  Mpo 
Fergusoue 

COM/ilSSIOHSR  LOREE :     Speaking  from  your  experience  <. 
do  you  think  the  steam,  roads  made  a  mistake,   or  virere  they 
we  3.1  advised? 

1V[R,  HARVEY 2     1  think  they  should  have  gone  into  ito 
1  have  chatted  informally  with  the  steam  roads  in  this  dis-- 
trict,  and  I  think  they  should  have  gone  into  i-i".  at  the 
.time.      The  attii:ude  of  at  least  one  of  the  roads  towards 
us  ¥/as  that  somebody  m.ust  be  in  it  and  m^e  were  perhapo 
preferable  to  other  interests  because  we  were  not  a  f^y  by 
night  co-^.cern  or  a  cut-rate  operator,.       Their  point  of 
view  wass   ''You  will   charge  substantial  rates.,  and  v/e  must 
admit  somebody  is  going  to  operate  motor  coaches  around 
Toronto,''        The  Canadian  Pacific  have  ne-'i'er  questioned  our 
operation  at  all;  in  fact  we  can  work  very  closely  witb  thsmo 

XVIIl.     TAXATION  OP  i^OTOR  COACH  SEWIGSS 
'  (a)  Basis  on  v^hich  Motor  Coach  Highvifay  Taxes  are  Faid" 
All  miotor  coaches  operating  in  the  province  of 
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Ontario  pay  direct  highway  ta-xes  of  three  types.  In 
1931  these  were ; 

(1)  A  seat  tax  of  one-twentieth  of  a  cent  per  seat 
mile,  regardless  of  passengers  oarried; 

(2)  A  tax  on  gasoline  of  five  cents  per  gallonf 

(3)  License  fees  the  amount  of  which  vary  in  accordance 
with  the  v^eight  of  vehicle,  and  which,  in  the  case 
of  Gray  Coach  Lines,  Limited^  average  ^8Vc98  per 
cosch  per  year.     (For  1932  license  fees  have  been 
increased  30  per  cent,  or  approximately  to 

1^114  per  coach^  per  year.) 

Of  course  for  years  past  the  provincial  government  has 
studied  the  question  of  taxes  for  the  various  classes  of 
users  of  the  highways.      We  have  "been  a  party  to  those 
studies  and  we  think  the  taxation  is  quite  equitable r 
except  that  we  believe  v/e  are   just  a  little  bit  overtaxed^, 
and  we  so  tell  them^ 

(b)  Am.oujit  of  Highway  Taxes  Paid  by  Gray  Coach  Lines, 
Limited  5 

During  the  year  1931  the  aggregate  of  highway 
taxes  paid  by  only  the  interurban  services  of  Gray  Coach 
Lines,  Limited^   totalled  '450,562.       The  distribution  of 

this  amount  was  as  follows: 


Taxes 


Seat  Tax 


f22,6n2.00 


License  s 


r.^  950. 00 


Gasoline  Tax 


20.930.00 

— ,  c:--  


Total  Piighway  Taxes 


i|5C,.562c00 


The  total  highway  tax  per  coach  for  the  year 


v/aa  iip640o02,  distributed  as  follovi/r;: 
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Taxes  per  Vehicle 

Seat  Tax  I  207,11 

Licenses  S'^^QS 

Gasoline  Tax   264o95 

Total  i  640,02 

Tlie  total  higliway  tax  per  interurban  coach  mile 

viras  1»94  cents,  distributed  as  follows; 
Taxes  per  Coach  Mil6_ 

Seat  Tax  .^V 

Licenses  o27 

Gasoline  Tax   «.80 

Total  1«94 

The  tax  oer  mile  of  highway  traversed  totalled 

|5143.38,  distributed  among  the  three  items  as  follows; 

Taxes  per  Mile  of 
Highway  Traversed 

Seat  Tax  |  63,95 

Licenses  19o80 
Gasoline  Tax  59  o65 

I  143 o 38 

The  total  direct  highway  taxes  paid  by  the  intern- 
urban  lines  of  the  company  for  the  year  1931  expressed 
in  percentage  of  their  gross  revenue^  was  6^08  per  cent. 
Our  fle©t  averages  only  about  30^000  miles  per  vehicle  per 
year.       Most  of  the-  operators  in  the  province  will  come 
nearer  to  40,000  or  45,000  miles  per  year„     If  we  operated 
the  average  mileage  per  year,  our  taxes  would  be  over  k}QOC 
But  because  of  our  diversity  and  because  we  have  equipment 
which  we  hold  bach  for  peak  days        more  than  is  required 
normally  ■--  thac  cuts  our  unit  per  vehicle  down. 
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(c)  Comparison  of  Taxes  Paid; 

The  Commission  desires  to  stress  the  fact  that  motor 
coaches  are  the  most  heavily  taxes  users  of  the  highways 
in  Ontario o      During  the  fiscal  year  ending  October  31st „ 
1930,  revenue  from  licenses,  gasoline  tax  and  seat  tax 
collected  in  Ontario,  as  indicated  in  a  statement  of  the 
Department  of  Highways,  totalled  ^vE:5, 343 , 696 ,       The  average 
number  of  registered  motor  vehicles  for, the  calendar 
years  1929  and  1930  was  547,700,       With  these  figures  as 
the  basis  of  calculation  it  is  evident  that  the  average 
tax  for  motor  vehicles  using  the  highways  was  ^28.01,  As 
already  stated  motor  coaches  operated  by  Gray  Coach  Lines, 
Limited,  pay  an  annual  tax  of  ,^,5640,02  per  vehicle  in  inter- 
urban  service.       In  other  words,  on  the  existing  basis 
of  taxation  Gray  Coach  Lines  interurban  services  pay  hi.h>- 
way  taxes  23  times  greater  than  the  average  paid  bv  all 
types  of  motor  vehicles  using  the  highway^       The  Gray 
Coach  Lines  annual  tax  per  vehicle  is  lower  than  the 
corresponding  average  for  other  coaches  operating  in 
Ontario  because  of  a  relatively  low  annual  mileage  per 
vehicle  in  Gray  Coach  Lines  interurban  services,  result- 
ing from  the  diversified  use  of  the  company's  equipment 
noted  in  a  preceding  section  of  this  statement. 

Comparison  of  the  total  taxes  mid  by  Gray  Coach 
Lines,  Limited,  with  those  paid  by  the  two  large  Canadian 
railways,  expressed  in  terms  of  percentage  of  property 
investment  and  percentage  of  operp.ting  revenue,  indicates 
that  the  m.otor  coach  service  also  pays  a  much  larger  tax 
than  do  the  steam  railways.       Taking  the  year  1929  as  an 
index,  on  a  basis  of  percentage  of  gross  revenue,  the 


• 
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Canadian  Pacific  Railv/ay  paid  one-half  and  the  Canadian 
National  Railways  one -quarter  of  the  tax  paid  by  G-ray 
Coach  Lines,  Limited.-       Similarly,  on  a  "basis  of  per- 
centage of  investment,  the  Canadian  Pacific  Railway  paid 
one-sixth  and  the  Canadian  National  Railways  one -twenty- 
fifth  of  the  taxes  paid  by  Gray  Coach  Lines,  Limited. 

Attention  is  directed  also  to  the  accompanying 
charts,  which  illustrate  graphically  a  comparison  of 

the  annual  per  vehicle  motor  coach  tax  in  Ontario  and  in 

the  several  states  of  the  United  States,      Reference  to 

the  chart  showing  the  tax  paid  in  dollars  per  motor  coach 

per  year  will  indicate  that  the  levy  on  the  motor  coach 

in  Ontario  is  greater  than  that  in  effect  in  39  of  the 
states  of  the  American  Union „      Ylhen  the  comparison  is 
stated  in  terms  of  the  number  of  times  the  m.otor  coach 
tax  exceeds  the  average  tax  paid  by  all  motor  vehicles, 
as  in  the  second  of  the  two  charts,  it  is  revealed  that 
the  differential  against  the  motor  coach  is  greater  in 
Ontario  than  in  all  but  three  of  the  48  states.  Inasmuch 
as  it  W3.S  stated  recently  by  the  National  Automobile 
Chamber  of  Coimnerce  that  the  motor  coach  is  the  highest 
taxed  public  utility  in  the  United  States,  the  relative 
ranking  of  the  Ontario  motor  coach  taxes  in  the  two 
indices  cited  is  a  fact  of  major  significance. 
These  tables  are  very  easily  read.       The  main  point  of  the 
first  table  is  that  the  States  with  the  sam.e  climatic  con- 
ditions, the  same  density  of  traffic  and  the  same  develop- 
ment of  their  highways  as  Ontario  —  that  is,  the  neighbour- 
ing states  such  as  Michigan,  Illinois,  Pennsylvania,  New 
York,  Massachusetts        tax  their  motor  vehicles  only  from 
one-quarter  to  one-third  what  we  do  here. 


• 
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(d.)  Relation  hetween  Motor  Coach  Highway  Taxes  Paid, 

Motor  Coach-  Use  of  the  Highviray,  and  Highway  Mainte- 
nance Cost? 

Comparison  of  the  taxes  paid  by  Gray  Coach  Lines 
interurhan  services  per  mile  of  highway  traversed  on 
typical  highways  over  which  the  company  operates  w^ith 
the  cost  of  maintaining  these  highways  indicates  that 
the  motor  coach  services  have  heen  shouldered  with  an 
altogether  disproportionate  share  of  highway  maintenance 
costs.      Herewith  are  cited  the  maintenance  costs  on 
three  of  the  typical  routes  operated  by  the  com.pany, 
according  to  figures  furnished  by  officials  of  the 
Ontario  Department  of  Public  Highways; 

HIGHVl/AY  milTENANCE  COSTS  FOR  THE 
YEAR  1931 

Toronto-Oshawa  26.42  miles 

Total  maintenance  cost  {i|12, 205,88 

Average  maintenance  cost  per  mile  461^99 

Toronto-Orillia  75.8  miles 

Total  maintenance  cost  S{i34,298.94 
Average  maintenance  cost  per  mile  452.49 

Toronto-Niagara  Palls  68.74  miles 

Total  maintenance  cost  ^45,944,21 
Average  maintenance  cost  per  mile  668«37 

As  already  indicated  in  subsection  (b)  above,  the 
average  tax  per  mile  of  highway  traversed  by  Gray  Coach 
Lines  interurban  services  is  i{f>143,38o      The  average 
maintenance  cost  per  mile,  including  snow  cleaning^  on 
the  three  routes  m.entioned  is  |527,62.       It  at  once 
becomes  apparent  that  Gray  Coach  Lmes,  Limited,  is  pay- 
ing 27  per  cent  of  the  entire  cost  of  maintaining  typical 
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highways  over  which  its  services  are  operated.  As 
already  stated  in  section  16,   suhsection  (b)  of  this 
statement,  the  maximum  use  "by  the  motor  coach  of  the 
highways  in  Ontario,  expressed  as  a  percentage  of  all 
highv/ay  traffic,  varies  from  0.67  per  cent  in  the  summer 
to  1,65  per  cent  in  the  winter.       The  Gomraission  submits 
that  these  figures  are  ample  basis  for  the  assertion  that 
the  motor  coach  in  Ontario  is  paying  in  taxation  an 
amount  greatly  in  excess  of  its  equitable  share  of  the 
cost  of  maintaining  the  right  of  way  which  it  uses.  It 
should  be  pointed  out,  moreover,  that  the  figures  cited 
above  do  not  indicate  the  total  contribution  of  the 

motor  coach  to  the  cost  of  highway  maintenance,  as  in 
many  cases  more  than  one  motor  coach  service  operates 
over  a  given  route.       In  the  case  of  the  Toronto- 
Oshawa  route  the  Gray  Coach  Lines  services  are  paralleled 
by  those  of  two  other  companies, 

That  is  the  Montreal  Gom_pany  and  the  Collacutt  Company, 
•  —  and  in  the  case  of  the  Toronto-Niagara  Palls  route 
by  the  services  of  two  other  companies  over  the  wholo  of 
the  route  and  of  three  other  companies  over  part  of  the 
route.  Were  tht-  taxes  paid  by  these  other  companies 
included  in  the  computation  it  would  be  found  that  on 
sections  of  some  routes  the  motor  coach  is  actually 

paying  the  centire  cost  of  all  highway  maintenance. 

The  Gomm-ission  desires  to  point  out  also  that 
there  is  no  foundation  for  the  statement,  frequently 
made  by  critics  of  m.otor  coach  services,  that  motor 

coach  operations  have  increased  the  cost  of  highway 
construction  by  necessitating  the  building  of  heavier 
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typesroads  than  would  be  built  v/ere  no  motor  ooach  ser- 
vices  operating,, 

The  cost  of  maintaining  the  actual  highway  pavement 
structure  on  the  Toronto-Oshawa  route  used  by  Gray  Coach 
Lines,  Limited,  as  stated  by  the  Ontario  Department  of 
Highways,  is  |;76»C6  per  mile;  the  corre spondJ-ng  cost  on 
the  Toronto-Orillia  route  is  |49,oJ?  p«_  r  milOo  As 
previously  stated  the  Ontario  Department  of  Highways 
collects  from  the  interurban  services  of  Gray  Coach 
Lines  alone  highway  taxes  of  fl43c-33  per  mile.      Were  the 
motor  coach  services  operated  by  Gray  Coach  Lines  destruo 
tive  of  highway  pavements  as  has  been  alleged  by  inter- 
ests antagonistic  to  motor  coach  operation,  such  low 
pavement  costs  as  those  quoted  would  be  impossible  of 
attainment , 

Then  we  quote  I;Ire  MacDonald,  who  states  that  the  common 
carrier  usage  m.akes  no  differen&e  to  the  design  of  the 
highw«.ys . 

(©)  Motor  Coach  Service  Not  a  Subsidized  Service: 

The  Commission  feels  that  it  cannot  be  emphasized 
too  strongly  that  the  motor  coach  service  operated  by 
Gray  Coach  Lines,,  Limited,  ±s  not  a  subsidized  service « 
All  of  the  routes  operated  by  Gray  Coach  Lines  traverse 
provincial  highways  in  southern  Ontario  „  the  m^ore 
developed  and  settled  part  of  the  province,  and  the 
,  present  revenue  from  motor  vehicle  taxation  not  only 
,y>oveT^  the  entire  capital  cost  and  maintenance  of  the 
provincial  highways  in  southern  Ontario  but  provides  a 
substantial  contribution  toward  the  construction  and 
ma j  atejoanc e  of  development  roads  in  northern  Ontario 
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wMcli  produce  very  little  revenue. 
Incidentally  that  statement  was  approved  by  the  Minister 
of  Highways, 

This  statement  is  based  on  a  summary  of  provincial 
highway  capital  and  maintenance  costs  for  the  fiscal 
years  1929  and  1930,  furnished  to  the  Commission  by  the 

Ontario  Department  of  Public  Highways, 

(f )     On  the  Basis  of  Any  Equitable  Division  of  Highway 
Costs  Motor  Coach  Already  'Overtaxed: 
The  Commission  desires  also  to  stress  the  fact 
that  on  the  basis  of  any  equitable  division  of  highway 
costs  motor  coach  services  are  already  overtaxed.  There 
is  no  reasonable  justification,  therefore,  for  further 
increases  in  motor  coach  taxation.      Further  levies  on 
the  motor  coach  could  have  no  other  effect  than  the 
penalizing  without  just  cause  of  a  transportation  agency 
which  unquestionably  has  demonstrated  its  economic  utility 
in  the  field  it  serves.      The  burden  of  such  penalty 
inevitably  would  have  to  be  borne  by  the  travelling  public 

in  the  form  of  increased  rates  of  fare  which  are  not 
justified  by  the  demonstrated  facts  of  the  case. 

The  Commission  submits  also  that  consideration  should 
be  given  to  the  fact  that  the  highway  user  is  not  the 
only  beneficiary  of  highway  construction,      Not  only 
the  highway  user  but  the  province  as  a  whole,  the  comm-un- 
ities  situated  on  the  highways  and  the  owners  of  pro- 
perty abutting  thereon  and  in  the  vicinity  are  also 

beneficiaries, 

Vyhat  proportion  of  highway  costs  should  be  borne  by 
the  several  beneficiaries  is  debatable.  The  Royal  Com- 
mission on  Transport,  1930,  in  Great  Britain,  recommended 
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that  the  assessment  against  the  highway  user  should  be 
t\'Vo -thirds  of  the  total.     Questions  of  relative  propor- 
tions aside,  however,  in  the  light  of  the  fact  that  the 
motor  coach  in  Ontario  now  pays  a  disproportionate  share 
of  taxation  which  more  than  meets  the  cost  of  the  highways 
over  which  itoperates,  it  cannot  be  said  that  the  motor 
coach  enjoys  the  use  of  a  subsidized  right  of  way  on  any 
basis  of  uivisiono 

COMHSSIO]\IER  LOREE;     In  the  United  States  from 
1900  to  1930  the  railroads  increased  their  capital  invest- 
ment 148  per  cent,  and  their  taxes  increased  806  per  cent. 

Have  you  any  corresponding  figures  with,  regard  to  the  motor 
bus  ? 

1\IR«  HA.RVEY§     No,  I  do  not  think  there  would  be  any 

figures  of  value  ji  ^^I'^Vo  Loree,  because  the  motor  bus  in 

Ontario  was  first  regulated  only  about  1923,   so  that  there 

was  no  revenue  from  it  previous  to  that. 

GOM.IISSIONER  LOREE;     Do  you  think    your  taxes  have 

increased  in  that  proportion? 

W-,  HARVEY:     Wo,  they  have  not,  Mr,  Loree,  because 
of  the  circumistances  -~  bocause  there  were  none  unt  111923. 
Wow,  may  I  conclude  this,  Mr»  Chairman? 

CONCLUSIONS 

Ic     The  Toronto  Transportation  Commission  through 
its  subsidiary.  Gray  Coach  Lines,  Limited,  provides  a 
popular,  convenient  and  neoessary  transportation  service 
between  Toronto  and  communities  in  the  area  tributary 
thereto, 

2,     The  Commission  is  better  equipped  to  give  this 
.service  than  any  other  agency  because  of  the  diversity 
of  its  operations. 


\ 
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3o     The  steam  railw^ays  are  not  equipped  to  give,  and 
have  not  wished  to  give,  this  service. 

4b     Such  service  has  come  into  existence  in  response 
to  insistent  popular  demand  for  common  carrier  motorized 
transportation, 

5„     Such  service  is  almost  wholly  a  new  development, 
is  very  slightly  if  at  all  in  competition  with  the  steam 
railway,  and  its  restriction  or  abolition  would  be  of 
little  if  any  benefit  to  the  steam  railway, 

6,     The  service  furnished  is  economical, reliable , 

safe  and  frequent, 

V*     Gray  Coach  Lines  motor  coach  operation  is  fully 
and  adequately  regulated  in  all  proper  matters  by  the 
Go V e r nine nt  of  Ontario, 

8.  Am.ong  passenger  m.otor  vehicles  the  motor  coach 
is  most  bconomAcal  in  its  use  of  the  highway. 

9.  Gray  Coach  Lines  motor  coach  services  provide 
service-at-cost  highway  transportation, 

10.  Gray  Coach  Lipes  motor  coach  services,  unlike 
other  transportation  agencies,  have  never  received  a 
public   subsidy  of  any  kind, 

11.  Operation  of  m.otor  coaches  over  the  highways 
in  Ontario  has  not  added  to  the  cost  of  construction  or 
maintenance  of  such  highv^/ays, 

12.  Highways  are  a  public  utility  and  as  such 
should  be  available  for  use  by  the  travelling  public 
without  discriminatory  taxation, 

13.  Motor  coaches  in  Ontario  pay  m.ore  than  is 
proper  or  fair  in  public  taxation  for  the  right  to  use 
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-  1800  -  Mr.  Har-vey 

14 o    All  transiportat ion  services  should  be  con- 
sidered on  their  own  merits  o      l''o  one  service  should  he 

taxed  unfairly  to  benefit  another;  the  economics  of 
each  should  he  viewed  separately  and  not  in  relation 
to  the  other,, 

COM 'IISSIONER  LEMIm  ;     A  very  admirable  presentation, 
Mr,  Chairman, 

THE  GHAIRI\iANs  We  are  much  obliged  to  you,  gentlem.en. 
The  Comj-nission  adjourned  at  12ol5  p.mo 
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